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EDITORIAL 


Flexibility in Transportation Prices 


T IS NOT NECESSARY to agree with everything con- 
tained in the statement of the Eastern Railroad Presidents 
Conference last week (T.W., Jan. 19, p. 23) to admit the 
validity of the general arguments contained therein—that 
the rate of return earned by the railroads over a period of 10 
years of high traffic density has not been such as to insure 
continuance of a progressing and stable industry, and that 
much of the cause of the difficulty lies in statute-inflicted 
pricing inflexibility. 

No one ought to quarrel with the position taken by the 
eastern rail presidents, that a six per cent return would be 
reasonable. Actually, they assert that the six per cent ought 
to be considered as a minimum; and perhaps, in view of the 
fact that the sustained level of traffic is as high as it ever has 
been and is unlikely to remain so high in the future, that 
position is also reasonable. We hardly see, for instance, 
how buyers of railroad freight transportation can cavil at the 
suggestion when, in this period of active business, their 
own industries are, for the most part, earning a considerably 
fatter return. 


One or two of the other points made by the presidents 
are equally self-evident. A casual comparison of percentages, 
for instance, both between increases in expenses and rates, 
on the one hand, and between price rises in other industries 
and rates, on the other, shows with reasonable certainty 
that rail service price increases so far granted, if they are 
‘out of line, are out of line on the low side. 


HAs pointed out areas where agreement is ob- 
vious, we may perhaps point out one or two details 
with which we do not agree. The presidents assert that “it is 
doubtful if any industry can match the railroads’ growth of 
efficiency.” It will be noted that the phrase is “growth of effi- 
ciency,” and not simply “efficiency.” Increase in efficiency 
can, of course, come about in two ways: First, by a rise to 
near-perfection in service from a level already good; secondly, 
and much more easily, by a rise to a level still less than good 
from one abysmally bad. We cannot select the alternative 
from experience; but if the vehement admonitions from 
shippers at advisory board meetings and elsewhere are an 
indication, the phenomenal rise in railroad efficiency claimed 
by the eastern presidents springs largely from the room for 
improvement that existed in the first place. They may be 
tight in doubting whether any other industry has made 
similar progress recently; but they certainly can’t mean that 
it would be very difficult to find other industries operating 
today on a higher plane of efficiency than their own. 

Similarly, there is some ambiguity in their implication 
that the fact that the volume of 1951 rail business was the 
highest in any peacetime year shows_no-great_loss of busi- 
ness to competitors. The measure of that loss must lie 
‘in the share of the total represented by their 1951 volume, 
not the relative ‘‘absolute volume” of that year with any 
other. 


Actually, however, the fairness, even the right, of the 
railroads being permitted to earn something like an adequate 
return is not impugned by the room still available to them 
for improvements in efficient operation; and insofar as their 
unfounded optimism about loss of business to competitors 
is concerned, their position is sound in inverse ratio to their 
accuracy. It comes back to what they say at the outset 
of their statement: That the inflexible pricing policy con- 
stitutes a hobble that must be loosened if they are to remain 
a sound industry. 


A lot has been said recently, one way or the other, by 
railroad management and by others, on that score. To be 
noted especially, however, are coincidental statements of po- 
sition, by highway transportation and water transportation 
authorities, that the pricing policy ought to be made more 
stringent. According to the general counsel of the Amer- 
ican Trucking Associations, the railroads, if and when they 
are granted general rate increases, should be mandated by 
the Commission to apply those increases “‘across the board” 
without reference to specific competitive situations where 
the increases might certainly be expected to reduce rather 
than to increase income. 


T the other end of the scale, we have the recent state- 
ment in the annual report of the Tennessee Valley Au- 
thority suggesting that something be done to prevent in- 
creases lower than the maximum in rail rates on ‘‘commodi- 
ties best suited to water transportation.” 

Since the plaint of the highway transportation authority 
is that the railroads be required to make rates that would 
in effect abandon competitive traffic—generally the higher 
rated traffic—and that of the T.V.A. is that the rails be 
required to assess maximum increases on bulk traffic, one 
wonders where this sort of squeeze, applied from both ends, 
would leave the railroads. 


As a matter of economic fact, the problem is not a rail- 
road problem at all. If the plaints of these two groups were 
transformed to principles, the element of competition in 
transportation rates would disappear. That, as we see it, 
would be as harmful to highway and water transportation 
as it would to rail transportation. It would in effect 
create an allocation of all traffic by a governmental agency, 
and the awarding of it, by types of freight to the agency 
the Commission deemed best able to handle it. 


Of course, that wouldn’t eliminate the arguments among 
the agencies as to who was the logical carrier. Perhaps 
the highway carriers and the water carriers could agree that 
high-class package freight belonged to the trucks, and heavy, 
bulk freight belonged to the barges. What was left under 
such an arrangement for the railroads would certainly hold 
out no hopes for a fair return on valuation. And what- 
ever anyone might think about rail managers—even highway 
and barge operators—no one could expect them to sit still 
under such a possibility. 
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practical tariff problems. 


work, nor do we undertake to render legal opinions. 
eneral interest or that may appear to us unwise to answer or too 
erein contemplated. 


question that does not seem to be of 
complex for the kind of investigation 


Reconsignment— 


Prepayment of Charges on Shipments 
Reconsigned or Diverted 


Question—Texas 


We are confronted with a situation 
on a shipment of watermelons which 
moved July 5, 1949 from Golden, Texas 
to Cleveland, Ohio. ‘Upon arrival at 
Cleveland, the melons were rejected for 
cause. The shipper, upon date of arrival 
of the melons at Cleveland, ordered the 
car diverted to Philadelphia, Pa. via the 
Nickle Plate and Pennsylvania, via 
which lines rates and other provisions 
are found in Southwestern Lines Tariff 
No. 152 and Exceptions to the Western 
Classification, Southwestern Lines Tariff 
No. 173. 

Upon arrival at Cleveland the carrier 
refused to divert the car for only one 
reason, namely, that charges must be 
prepaid according to the rules applying 
in Central Freight Association territory 
or the exceptions applying therein. 

We claim that the car was moving at 
that time under the tariff provisions 
found in Southwestern Lines Tariffs, 
which did not require the prepayment 
of charges. 

Since this car started out under South- 
western Lines Tariff No. 152 and rates 
in that tariff apply, we want to know 
if that tariff should not have been con- 
sulted and the car diverted. 


Answer 


The first question for determination is: 
Is this a case of diversion or is it a case 
of reconsignment? 

Reconsignment refers to a change in 
destination, accompanied or not by a 
change in the name of the consignee, 
(Beekman Lumber Co. v. K.CS. Ry., 
17 I.C.C. 86), after arrival at the billed 
destination (Walrath & Sherwood Lbr. 
Co. v. Director General, 163 I.C.C. 469), 
whereas diversion is the same as recon- 
signment, except that the destination is 
changed prior to arrival of the ship- 
ment at the original billed destination. 
Doran & Co. v. Nashville, C. & St. L. 
Ry., 33 I.C.C. 523. 

The destination of your shipment was 
not changed until after its arrival at 
the original billed destination, therefore, 
you are concerned with reconsignment 
instead of diversion, as mentioned in 
your’ question. 

The Commission said in ‘Townley 
Metal & Hardware Co. v. Chicago, R. I. 
& P. Ry. Co., 18 1.C.C. 378 that.it was 
their rule that the tariff naming the 
inbound rate to the point where recon- 
signment is availed of, must be used 
to ascertain what privileges, if any, are 
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Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
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in this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a mem 
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The right is reserved to refuse to answer any 







extended in the way of reconsignment, 
and in Transit Livestock at Feed Yards 
in Western District. 245 I.C.C. 321, that 
reconsignment is generally allowed on 
the basis of the through rates applicable 
to the particular commodity transported 
so long as the traffic remains in the 
possession and control of the carriers, 

The shipment moved to the original 
billed destination under rates in South- 
western Lines Tariff No. 152. Therefore, 
in view of what was said by the Com- 
mission in the above cases, we are of 
the opinion that this tariff should be 
consulted in order to determine whether 
or not the car could have been recon- 
= without the charges being pre- 
paid. 




























Damages— 







Measure of—Incidental Damages 


Question—Ohio 


We will appreciate receiving a ruling 
on the following problem: 

We experienced considerable damage 
in a carload shipment of building tile 
moving interstate. Approximately 60 per 
cent of the material was damaged in 
transit, and the condition of the load re- 
quired considerable sorting in order to 
salvage the good material. This placed 
upon the consignee added expense in 
unloading, which would not have oc- 
curred had the car -been received in 
good condition. 

Can the carrier be held responsible for 
this extra cost of unloading? 













Answer 


In addition to the damages directly 
resulting from injury to the _ goods 
shipped, the carrier is also liable for any 
other and incidental damages which 
naturally and proximately result from 
the loss or the injury complained of, in- 
cluding any expense reasonably and 
necessarily incurred by plaintiff, such as 
the expense of reconditioning or putting 
in salable condition damaged goods. 

However, expenses which are unrea- 
sonably or unnecessarily incurred, or 
which are not definitely determinable, 
are not recoverable. 

See, W. C. Cook & Co. v. White Truck 
& Transfer Co., 13 Pac. 2d 549; Wilson 
Poultry & Egg Co. v. Missouri Pac. R. 
Co., 215 Pa. 1020; Southern Ry. Co. Vv. 
Cohen, Weenan & Co., 157 S.E. 563; 
Galveston, H. & S. A. Ry. Co. v. Stand- 
ard Rice Co., 34 S. W. 2d 619; St. Louis, 
S.W. Ry. Co. v. Tucker, 255 S.W. 553. 

In its decision in Davis v.. Clement 
Grain Co., 251 S.W. 545, it was held that 
the expense of separating undamaged 
hay from that damaged was not special 
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Answer 


not based on the principle of analogy, 
but on the premise that a pulley and 
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damages and could be recovered. See, 
also, Inland Waterways Corp. v. Sloss 
Sheffield Steel & Iron Co., 136 Sou. 849 
allowing the recovery of the reasonable 
cost of assorting iron commingled while 
in transit. 














Concealed Loss and Damage— 


Shipments Having Prior Transportation 






Question—Maine 


Will you please let us have your opin- . 
ion on the following? 

Motor carrier Y received at point A a: 
shipment consisting of 20 television sets 
consigned to point B. At point B he 
received a clear signature for the ship- 
ment from the consignee. Ten days 
later the original consignee at point B, 
not having opened or inspected the 
shipment, forwarded a part of the ship- 
ment to point C via carrier X. 

At final destination concealed damage 
was found and claim was filed with car- 
rier X, the destination carrier. Should 
poth carrier X and carrier Y enter into 
the settlement of this claim on a mileage 
prorate from the first shipping‘ point to 
final destination? tel 














Don't waste a valuable man’s 
time by unnecessary delays. 














Answer 

Rule 8 (e) of the American Trucking 
Associations, Inc. Freight Claim Council, 
Freight Claim Rule Book—1948, reads 
as follows: 

Claims for concealed loss or concealed 
damage to freight identified as having had 
prior transportation to a warehouse or other 
storage point. and which has not been 
opened for inspection prior to final trans- 
portation by motor carrier, shall be settled 
upon basis of a mileage prorate from first 
shipping point to final destination. 























Your men will lose. 

only the minimum 

of time from their 

jobs when you use 
- Mayflower Moving 
: Service. 










Tariff Interpretation— 


Exception Rating on Pulleys and Sheaves 




















Question—Oklahoma 

In your issue of November 10th, on 
page 6, answering Missouri, under the 
above caption, you place an interpreta- 
tion on the exception rating of sheaves 
and pulleys that will cause us to refund 
quite a few charges covering shipments 
of pulleys, as we have not permitted the 
exception rating to apply on pulleys. 

We are interested in the same tariff 
as your questioner and find that the ex- 
ception names specifically sheaves and 
is silent on pulleys. In checking the 
various definitions in dictionaries we 
find that a pulley is a wheel driving, 
carrying or being driven by a belt, while 
a sheave is defined as a grooved pulley 
wheel. Therefore all sheaves are pulley 
wheels but all pulley wheels are not 
sheaves. 

We have taken the position that an 
exception must be specific and are sup- 
ported in this by Tariff Circular MF No. 
3 and cite you to Rule 13 paragraph (a) 
in part, “It is not permissible to state 
that the rating or rate on any article 
Will be that applying on another article”. 
We feel that to apply the exception 
rating in this case on pulleys would in 
Substance be applying the rule of 
analogy, which is not permissible. 

_We wiil appreciate your further con- |i — ‘ 
sideration and advice. ‘ , NATION-WIDE FURNITURE MOVERS 


Cpencad Feyywe7w 


> In planning the move, preparing for it and completing 







it, Mayflower does the work. That leaves your men free to 








concentrate on their work and carry out their duties. They 
can go ahead on their new assignments without the usual 
worry about moving. Mayflower delivers promptly and 


thus eliminates expensive hotel and telephone bills. Yes, 








it will pay to standardize on Mayflower... everytime... 







everywhere! 












AERO MAYFLOWER TRANSIT COMPANY - Indianapolis 


~woemene  Mayflower's organization of select i 
re A ‘ ected warehouse agents provides on-the-spot 
: mm representation at the most points in the United States and Canada. Your me 
Mayflower agent is listed in the classified section of your telephone directory. 


























Our answer to which you refer was 









PORT OF SAN FRANCISCO 


GATEWAY 
TO JAPAN 


As U. S.-Japanese trade increases steadily in volume with the re-entry of Japan 
into the family of nations, traders everywhere look to San Francisco as the 
logical port of entry and exit for their merchandise. 


FREQUENCY OF TRANSPACIFIC SERVICE IS THE KEY TO 
SAN FRANCISCO'S LEADERSHIP IN THIS FIELD OF COMMERCE. 


EXAMPLE: January sailings scheduled, San Francisco-Japan, 29 ships; February 22 
ships; to one or more of these ports: 


YOKOHAMA, KOBE, NAGOYA, SHIMIZU, OTARU, OSAKA 


The Following Ocean Carriers Serve the San Francisco-Far East Trade: 


AMERICAN-HAWAIIAN STEAMSHIP CO. KOKUSAI LINE (States Marine Lines, Agents) 
(Williams, Dimond & Co., Agents) MAERSK LINE (Fred. Olsen Line, Agents) 
AMERICAN PRESIDENT LINES MITSUI LINE (Furness, Withy & Co., Agents) 
BARBER LINE (Overseas Shipping Co., Agents) NIPPON YUSEN KAISHA (Pacific Far East 


DE LA RAMA LINES (Funch, Edye & Co., Inc., Line, Agent) 

Agents) OSAKA- SHOSEN-KAISHA (Williams, Dimond & 
EAST ASIATIC LINE Co., Agents) 
ELLERMAN & BUCKNALL ASSOCIATED PACIFIC FAR EAST LINE 

LINES (Norton, Lilly & Co., Agents) PACIFIC ORIENT EXPRESS LINE (General 
FERN-VILLE LINES (Overseas Shipping Co., Steamship Corp., Agents) 

Agents) PACIFIC TRANSPORT LINES 
ISBRANDTSEN Co., INC. PRINCE LINE (Furness, Withy & Co., Agents) 
ISTHMIAN STEAMSHIP CO. SILVER AND JAVA PACIFIC LINES (Trans- 
KLAVENESS LINE (Overseas Shipping Co., pacific Transportation Co., Agents) 

Agents) STATES LINE 
KNUTSEN LINE (Interocean S. S. Corp., STATES MARINE LINES 

Agents) WATERMAN LINE 


Many lines, operating many ships, assure frequency of service via San Francisco. With 
the 3 transcontinental railroads serving the Port, this adds up to quickest possible time in 
transit from shipper to consignee, for both imports and exports. Consult our traffic depart- 
ment for details regarding Port of San Francisco service. Monthly sailing schedule mailed 
on request. 


BOARD OF STATE HARBOR COMMISSIONERS 


FOR SAN FRANCISCO HARBOR 
FERRY BUILDING > SAN FRANCISCO 6, CALIF. : U.S. A. 


Lawrence T. Waidell, Special Agent, Pure Oil Building, 35 E. Wacker Dr., Chicago 1, Ill., 
Tel.: DEarborn 2-5111 
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a sheave are for practical purposes the 
same article and so treated in the Na- 
tional Motor Freight Classification. 

In Webster’s New International Dic- 
tionary the following definitions are 
carried: 

Sheave—l1—The grooved wheel or 
pulley or any of several such wheels of 
a pulley block. 2—Any grooved wheel 
or pulley. 3—The eccentric disk of an 
eccentric. 

Pulley—1—A sheave or small wheel 
with a grooved rim, with or without the 
pin or gudgeon on which it turns, the 
frame or block in which it runs and the 
flexible rope, cord or chain passing 
through the groove. 2—A wheel of any 
size, with a flat, curved, or grooved rim. 

The Commission has held that a de- 
scription in an item in a classification 
tariff must be read in the light of the 
classification. See Spenser Sons Co. v. 
Cincinnati, N. O. & T. P. Ry. Co., 163 
I.C.C. 492, 494, wherein the Commission 
said: 

The sole question for determination is 
whether or not pickles are canned vege- 
tables within the meaning of the exception 
and commodity descriptions. The descrip- 
tion in the exception must be read in con- 
nection with the classification item, and 
not wholly by itself. Marx & Sons v. 
I. C. R. R. Co., 36 I.C.C. 519; Grosjean Rice 
Milling Co..v. Director General, 89 I.C.C. 


395; General Motors Truck Co. v. G. T. W. 
Ry. Co., 118 I.C.C. 99. 





Rates— 





Applicable Rate Dependent Upon Date of 
Delivery of Shipment to Carrier 


Question—Illinois 


Will you please give us your opinion 
of the following situation, if consistent 
to do so, which involves a possible rep- 
aration. 

Under date of 1 May 1950, Supple- 
ment No. 137 to Tariff 434-E names a 
rate of 67¢ cwt for a minimum of 40,000 
pounds, and 54¢ cwt. for a minimum of 
80,000 pounds. There are three (3) cars 
of steel involved, wherein the bills of 
lading were receipted for by the carrier 
under date of 1 May 1950, but according 
to the carrier the.cars moved on memo 
bills dated 27 and 28 April 1950 respec- 
tively. 

The question arises as to what basis 
the proper rates would be assessed. In 
other words, are shipments subject to 
the rates in effect at the time the memo 
bills were issued, or the effective rates 
upon receipt of the original bills of 
lading. 


Answer 


In its report in Transcontinental 
Freight Company v. Director General, 
62 I.C.C. 127, the Commission stated 
that it is well settled that the rate in 
effect on the date shipments are ac- 
— for transportation is the legal 
rate. 

The issuance of a bill of lading carries 
the presumption that the goods were de- 
livered to the carrier issuing the bill 
for immediate shipment. Shore v. New 
York, N. H. & H. R. Co., 121 A. 344; 
Hill Mfg. Co. v. New Orleans, M. & C. 
R. R. Co., 78 So. 187; Knapp v. Min- 
neapolis, St. P. & S. S. M. Ry. Co., 159 
N. W. 81; U.S. Fire Ins. Co. of New York 
v. St. Louis, B. & M. Ry. Co., 41 S. W. 
2d 118. 

The rate applicable is that in force 
when the contract of shipment becomes 
complete by the execution and delivery 
of the bill of lading. This is so al- 
though movement of the shipment is 
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MID-STATES is one of the very few lines offering 
one million dollar coverage as protection for your 
merchandise while in our care. That means full 
protection for your cargo against fire, theft or 
damage, and is extended to public liability, prop- 
erty damage as well as general public liability. You 
get all this in addition to our regular top-notch 
service—11 fast relay services, teletype service 
between all major terminals and intermediate dis- 
patch points. Yes, every facility of modern trans- 
portation is at your disposal. 
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This Booklet tells how 
MID-STATES serves you 
better. Write for your 
copy of this interesting 
picture-story. 
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FASTER HANDLING 
LOWER COST 
PERSONALIZED SERVICE 





Get full information now about the 
complete handling facilities of these 
modern PUBLIC DOCKS, backed 
up by 2,000,000 sq. ft. of dry stor- 
age; served by 5 railroads and 26 
truck lines, and organized to give 
you personalized service. 


Georgia Ports Authority 
Offices 


SAVANNAH, GA. NEW YORK, N. Y. 
Henry W. Sweet J. C. Vandegriff 
Gen. Mgr. Representative 
P. O. Box 1039 233 Broadway 
ATLANTA, GA. 
D. Leon Williams J. W. Tumlin 
Asst. Gen. M Traffic Mgr. 


1413 octey Building 





not to commence until a later date; and 
the fact that a substitute bill of lading 
is issued on a subsequent reconsignment 
of the shipment does not prevent the 
application of the rate in force at the 
time the original bill is issued. Rutland 
R. Co. v. Doud, 235 N. Y. S. 160. Thus 
changes in freight rates of interstate 
shipments from the rate given in the 
tariff schedules in force at the time the 
shipment begins to move, will not be 
given retroactive effect. Horton v. To- 
nopah & G. R. Co., 225 F. 406. 





Tariff Interpretation— 


Application of Minimum Rate Restrictions 


Question—Indiana 


The writer would appreciate your opin- 
ion on the following question: 

When two motor freight lines have 
established single line application of 
rates in a tariff, can a shipment be han- 
dled joint line between these two com- 
panies on a through exception rating 
that has a notation incorporated in item 
“Ratings named in this item apply only 
on local (single line) traffic’? 

For illustration, in Central States Mo- 
tor Freight Bureau Tariff No. 203-K, 
MF-ICC No. 533, Minimum Rate Restric- 
tions, we have incorporated in our item 
number a note reading—“In application 
of this item our two lines will be treated 
as a single line”. In Central States Mo- 
tor Freight Bureau Tariff No. 205-C, MF- 
ICC No. 228, Item 1255-C, on bakery 
goods, the note cited in the first para- 
graph appears as to local (single line) 
application. We would appreciate your 
opinion as to whether this rating could 
be protected via our respective lines. 


Answer 


While the fact that Tariff No. 205-C 
does not refer to Tariff No. 203-K, may 
not in itself prevent the application of 
Item 2180 of the latter tariff in connec- 
tion with the rating on bakery goods in 
Item 1255-C, if the rate tariff which car- 
ries the rates to be used in connection 
with the rating in Item 1255-C carries 
reference to Tariff No. 203-C, inasmuch 
as Item 1255-C contains its own excep- 
tions to the provisions therein that the 
rating applies on single hauls, it is our 
opinion that the application of Item 
1255-C is limited to the exceptions to 
single line hauls contained therein. 





Tariff Interpretation— 
Minimum Chages via Freight Forwarders 
Question—Virginia-Tennessee 


We shall appreciate your views as to 
the proper rate to apply from origins in 
Universal Carloading & Distributing Co. 
Inc. Tariff No. 273-G, ICC-FF No. 84, 
to points taking Rate Basis a9. These 
rates are as shown on page 115 as 
amended, and read as follows: 

The current less-than-carload standard 
all-rail rate (see Note 542), in cents per 
hundred pounds, applicable on a like article 
from the same point of origin to the same 
point of destination, as published in cur- 
rently effective tariffs lawfully on file with 
the Interstate Commerce Commission, but 
not lower than Class 1 or 100 rate found in 
the same rate scale plus 60 cents per .100 
pounds (see Note 5). 

We are confused as to the second part 
of this. Does it mean that the minimum 
charge per shipment is subject to a mini- 
mum of first class plus 60 cents per cwt., 
if higher than actual weight at the rail 
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rate, or do all shipments regardless of 
weight, take the rail first class rate plus 
60 cents cwt.? If this is true, we cannot 
understand why the first part of the 
item is necessary, if all shipments take 
first class rate plus 60 cents. 


Answer 


We do not know of any formal cases 
that deal with an interpretation of this, 
or a similar, provision. We are of the 
opinion that Rate Basis a9 makes the 
all-rail less carload rate, as published 
in rail tariffs that are on file with the 
Interstate Commerce Commission the 
rate that will be applied by Universal. 
However, this all-rail less carload rate 
cannot be lower than the all-rail less 
carload Class 1 or 100 rate, which is to 
be found in the same tariff as the regu- 
lar less carload rate, plus 60 cents per 
100 pounds. In other words, the less car- 
load Class 1 or 100 rate plus 60 cents 
per 100 pounds will only apply when the 
regular less carload rate is lower than 
the sum of Class 1 rate plus 60 cents 
per 100 pounds. 


Undercharges— 


Refund After Expiration of 
Limitation Period 


Question—lowa 


A shipment moved from Iowa to Penn- 
sylvania in October 1947. Freight charges 
were prepaid. In March, 1950, the origin 
carrier presented a balance due bill. to 
the shipper, based on an adjustment in 
rate, totaling $22.89, plus 69 cents tax. 
The shipper paid the amount. 

The shipper later noticed that the 
statute of limitations had expired and 
asked the carrier to refund the $22.89, 
plus tax, stating that it had been unlaw- 
fully collected and citing Sec. 16, part 3, 
paragraph “a” of the Interstate Com- 
merce Act, as amended, which fixes the 
statute of limitation as two years from 
date of delivery of shipment and not 
thereafter. The shipper avers that the 
collecticn of the additional amount was 
definitely outlawed, and, therefore, il- 
legal, under the decision in Mid States 
Horticultural Co., Inc. v. Pennsylvania 
RR. 320 U.S. 356, which decision 
definitely extinguishes the transaction 
from any consideration unless an action 
is begun within two years from date of 
delivery. 

The carrier feels that while they could 
not have sued to collect the amount, 
yet if the shipper paid the balance due, 
the carrier could not now legally refund 
it. The carrier contends that the ship- 
per paid the amount voluntarily. The 
claimant feels that the payment was 
not voluntary as the carrier presented 
the bill after the expiration of the 
statute of limitations; that even though 
carrier should feel that the amount was 
voluntarily paid, certainly if the carrier 
accepted it, there is nothing to hinder 
the carrier from voluntarily refunding it. 

It seems a matter should be as fair 
one way as another, and your views will 
be appreciated, with any citations. 


Answer 


Under the facts you set forth, you 
paid an undercharge due but for the 
running of the limitation period within 
which an action therefor could be 
brought. In our opinion you are not en- 
titled to a refund of the amount col- 
lected as an undercharge. 

As between the equities involved in 
the retention of the undercharge col- 
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“Call NAVAJO first”’ 


Ski here, young man; you're never jumping at conclusions when you Call NAVAJO first. You expect 
the finest freight service on the highway and that’s exactly what you get. Snow question about it. 
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This new map shows our thru service between 
San Francisco, Oakland, Los Angeles...and 
Kansas City, Omaha and Chicago. Keeshin 
Freight Lines, connecting at our terminal in 


Chicago, join us in offering our combined 
routes, equipment, personnel and facilities to 
bring you the finest freight service on the 
highway, coast to coast. 


NAVAJO FREIGHT LINES 


GENERAL OFFICES: 3901 MEDFORD STREET, LOS ANGELES 63, CALIFORNIA + ANgelus 3-6181 
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f lected by the carrier after the expira- 
tion of the period within which it 

i h could bring an action for the under- 
charge and the refund of an under- 

charge, it is our opinion that the reten- 


yet ‘ (12 
tion of an admitted undercharge volun- 
tarily paid to the carrier is consistent 
with the principle that a carrier must 
collect the full amount of its legally pub- 
lished charges. 
The decision in Mid State Horticul- 





tural Co., Inc. v. Pennsylvania R.R. Co.. 
320 U.S. 356 merely holds that a shipper 
may not waive the provisions of the 


° limitation period within which a carrier 
Our thanks to you, Mr. Traffic Manager. Everyone must bring an action for its charges. 


associated with Allied appreciates how much your confidence 
has meant. Again, this year—and for the 22nd straight 
time—Allied is the nation’s No. 1 long distance 

mover. More people have been moved by Allied than 
by any other van line in the nation. Whenever you 
want finer, more dependable service, call on your 
Allied agent ... always, a good man to know. 







Tariff Interpretation— 







Ex Parte Increases Applicable to 
One Factor of Combination Rates 


Question—Texas 


We would like to have your opinion 
relating to the applicability of ex parte 
increases. 

Carloads of pipe were shipped from Los 
Angeles, California, to Herndon, Virginia, 
a point not included in Group A, and 
combination rates of $1.86 to Washing- 
ton, D.C., and 20¢ beyond (a commodity 
rate) were applied. No through rate ex- 
isted to destination point. 

It is our opinion that the lowest com- 
bination should apply but we are stymied 
by maximum increases already having 
been published. If Trans-Continental 
Freight Bureau Tariff 3-T, Item 5973, 
had not included the 26 cent maximum 
the rate would have been $1.05 to Cin- 
cinnati (Group E) and if Central Terri- 
tory Railroads Bureau Tariff No. 469-A 
had not reissued their rates to include 
X-162-166 maximum increases we could 
claim combination as follows: $1.05 plus 
44¢ (Cincinnati to Herndon, Virginia) 
Packing! Local moving! Complete storage plus 1l¢ plus 17¢, or a through rate of 


facilities! Allied agents operate 860 of the nation’s oe decision, if any, has the Com- 
best warehouses in more than 400 communities mission given where the publication of 


from coast-to-coast. increased rates exceeded the maximum 


allowable under Tariff of Increased Rates 
; | 
. | ull value tinal protection : 


and Charges X-162-B, X-166-C? Do 

you believe a reparation claim is in 
order? 

Of the nationwide van lines, only Allied offers you 

transit protection up to the full value—written into the 

bill of lading itself. 





















Faster service with Allied. More than 2,200 modern, 
well-equipped vans get your loads right there—and on 
schedule —thanks to its major, leased-wire 
dispatching service. 
























Answer 


The question of double increases being 
applied to combination rates has been 
discussed by us on page 2 of the Novem- 
ber 26, 1949 issue of the TraFFIc WorLD, 
page 124 of the TRAFFIC WoRLD’s Ques- 
tions and Answers Book, Volume 2 and 
on page 4 of the April 21, 1951 issue of 
the TRAFFIC WorLD, page 126 of the 
TRAFFIC WORLD’S Questions and Answers 
Book, Volume 3. 

As pointed out in these discussions, 
there has been no formal ruling on this 
subject. However, the Commission has 
this subject under consideration in West- 
ern Pennsylvania Refiners Traffic Asso- 
Ei NE ae ciation v. The Baltimore & Ohio Railroad 

CS ak Company, Interstate Commerce Com- 
mission Docket No. 30,800. 
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Liability of Carrier— 






For Refusing to Make Delivery 
Without Delivery Receipt 


With respect to our answer to Missouri 
on page 13 of the December 29, 195! 
Traffic World: 

In Skinner v. Chicago, etc., R. Co., 12 
Iowa 191, it is held that a carrier has 
the right to demand a receipt for the 
goods as a condition of delivery. 












Your local Allied Agent is the No. 1 Specialist in local and ot 
distance moving, storage and packing. See your classified tele- 
phone directory. Agents from coast to coast. 


NO.1 ON U.S. HIGHWAYS ¢ NO.1 IN SERVICE ¢ NO. 1 IN YOUR COMMUNITY 
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ES, tops in SERVICE will be the goal of The Line of Cham- 
pions in 1952. 

We enter the New Year confidently, because we've done so 
much in the last year to improve our fleet and other facilities 
for BETTER SERVICE. 

More than a million dollars’ worth of new equipment is at 
your service. 

And never in the history of the Geo. F. Alger Co. (we’re 
celebrating our 35th anniversary this year) have we had so 
many Championship Drivers to serve you. Champions of to- 
day ... and tomorrow .. . are carrying the Alger banner 
on to greater things in 1952. 


May we have the privilege of serving you? 





3050 Lonyo Road 
Vinewood 1-9200 
Detroit 9. Mich. 


OPERATING IN MICHIGAN, OHIO, ILLINOIS, INDIANA, KENTUCKY 


TRAFFIC WORLD 
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FROM OUR 
READERS 


Discussion of transportation subjects by our readers 
is invited for use in this column. Letters must be 
brief and writers must identify themselves. Anony- 
mous communications will not be published. Ac- 
dress letters to ‘From Our Readers” Editor. 


CUULELEUUOUUOQEOOQQELOOQUOOUOOEEOCOEEEUOAESUOSEUOOOUUCOOOOEGSOSUOQUUOOAEULLAUUELEUUTT 


Whiteside on Rates, Services 


Cleveland, O. 


I like your December 29 editorial. 
Shippers and carriers have for many 
years realized that each needs the other 
and their differences may usually be set- 
tled at the conference table without re- 
course to the law. The various classes of 
carriers may some day realize that there 
are distinct fields of transportation and 
establish rates based on costs plus 
profit and allow the shipper to choose 
his transportation according to which 
service is most desirable. 

The broad public outlook in transpor- 
tation on the part of industrial traffic 
managers which you speak of is, I be- 
lieve, a realization that the precise rates 
paid for transportation, so long as they 
are within the zone of reasonableness, 
are not so important as the compara- 
tive rates with other industries. A gen- 
eral increase needed by carriers affects 
all rates but leaves conpetitive situations 
the same. What burns the industrial 
traffic manager is general increases 
which prove to be not general when pub- 
lished. The A.T.A. serves notice that 
they will “protest the railroads’ effort to 
obtain new ‘cushioning’ rates on non- 
competitive freight to offset losses from 
unfairly low charges they may use to 
woo traffic from motor carriers”. This 
looks like the pot calling the kettle 
black because a recent Central States 
general increase, which shippers in a 
preliminary conference generally agreed 
not to protest, proved not to be a gen- 
eral increase. Some commodity rates 
were not increased at all and some a 
lesser amount than 10 per cent. Motor 
carriers are now building a case to show 
that Pittsburgh arbitraries are needed 
because of difficult transportation con- 
ditions in the Pittsburgh area, but pro- 
pose no arbitraries on iron or steel. If 
the need of additional revenue is war- 
ranted on other freight, why not on iron 
or steel? 

The industrial traffic manager who 
rides along without protesting general 
increases only to see carriers trading 
dollars or actually losing money on cer- 
tain preferred tonnage certainly has a 
gripe. He feels that carriers are handling 
highly competitive tonnage at low rates 
at his exvense; that it is not necessary 
to handle any tonnage at less than rea- 
sonably compensatory rates, but let it 
go to the carriers with the lowest costs; 
that certain low-valued, heavy-loading 
commodities consistently offered in large 
volume belongs to the rails but in certain 
instances will move by truck but then 
at higher than rail rates because the 
transportation is worth more; that on 
the other hand motor carrier costs are 
lower than rail on certain tonnage and 
motor carrier rates should be lower than 
rail. 

Of course this problem has so many 
facets that it is as complicated and in- 
comprehensible as our whole economic 
structure. But we can’t help thinking, 
can we?—ALEx E. WHITESIDE, Trafic 
Manager, Harshaw Chemical Co. 
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locate 
your new plant ina 


HE TREND to plant decentraliza- 
é pen and the movement toward 
the medium-sized town has become 
more urgent because of the inter- 
national situation. This makes the 
Erie Area more than ever the right 
place to locate a new plant. 


For the Erie Railroad, because of 
its geographical situation, is rich in 
these medium-sized towns. Erie’s 
Industrial Development Depart- 
ment, from its long experience in 
this field, knows it. well. 


Among the other advantages of the 
Erie Area is a plentiful supply of 
the things needed by industry. Raw 
materials such as coal, iron, rubber, 


sand, lime, salt, lumber, gas, and 
petroleum abound, along with agri- 
cultural produce. The area has plenty 
of semi-finished ‘parts and products. 
On top of this, the area is the center 
of the nation’s largest single market 
...¥ of the people live, work 
and buy here. 


Industry is served. by the safe, de- 
pendable Erie Railroad which con- 
nects direct with New York Harbor 
for export business and offers its 
unsurpassed facilities for import 
and export trade. 


Our experienced personnel will be 
glad to discuss desirable locations 
with you. 


Erie Railroad 


SERVING THE HEART OF 


INDUSTRIAL AMERICA 


Here’s a typical town in the Erie Area show- 
ing industry and adjacent residential area. 


IF YOU'RE 
INTERESTED... 


Send an outline of your 
needs and preferred loca- 
tion to D. M. Lynn, Asst. 
Vice President, Room 505, 
Midland Building, Cleve- 
land 15, Ohio. All in- 
formation will be held in 
the strictest confidence. 


Mark of PROGRESS 
in Railroading 
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between CHICAGO 


and DENVER Was 


The thousand-mile Burlington main line woul 
between these important cities is a heavy-duty By 
railroad, modern in every respect . . . made to to pu 
order for present-day requirements of fast, 
efficient, dependable transportation. tion 


° . Expr 

Regularly-scheduled diesel-powered freight miss 
trains roll swiftly over this direct route, deliver- 
ing goods to factory, market or connecting rail- 


d more than 200 inter- 3730, 
ee nae roads. It is the route of the famous DENVER 5730, 


ZEPHYR and CALIFORNIA ZEPHYR — two of 


an Essential Link in Trans- a . 
America’s really fine passenger trains. wes 





With 22 principal gateways 


change points Burlington is 


continental Transportation. 





Whatever you have to ship, remember it’s shellt 
Burlington All The Way between Chicago and 
Denver, on sl 


Burlington Sen 
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Chicago, Burlington & Quincy Railroad a 

Colorado and Southern Railway | — vob 
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LATE NEWS 


TRAFFIC AND TRANSPORTATION NEWS 


Express Agency Permitted 
To Publish Surcharge 
Of 6 Cents a Shipment 


The Commission, January 24, by an 
order in Ex Parte No. 177, Increased 
Express Rates and Charges, 1951, au- 
thorized the Railway Express Agency 
to publish, on 30 days’ notice, subject 
to suspension and investigation, an 
additional charge of 6 cents a ship- 
ment on all less-than-carload rail 
express shipments moving at first- 
class rates and multiples thereof and 
at second-class rates and charges. 


The action was on a petition of the 
Express Agency which reached the Com- 
mission a day after it had denied recon- 
sideration of a petition for increases in 
addition to those granted last October. 

The Express Agency cited the increase 
of 4 cents an hour which automatically 
was granted workers under the escalator 
clause in agreements signed last year. 
It was estimated that the 6-cent increase 
would produce about $3,870,000 on an 
annuai basis. 

By fourth section order No. 16850, the 
Commission granted necessary authority 
to publish the increase without observing 
the aggregate of intermediates and the 
long-and-short haul provisions of sec- 
tion 4 of the interstate commerce act. 

The Commission also amended spe- 
cial permission No. 51758 to permit the 
Express Agency to depart from the Com- 
mission’s tariff rules to the extent speci- 
fied in the original permission issued last 
October. 

Omitted inadvertently from the report 
of Commission action in I. and S. No. 
5730, on page 40 of this issue of TRAFFIC 
WorLD, was the Commission’s statement 
that its finding that the proposed sched- 
ules involved were not shown just and 
reasonable was without prejudice to the 
establishment by the express agency of 
increases in its rates on fresh fish and 
shellfish of 22.5 cents a shipment on 
those under 100 pounds and of 22.5 cents 
a 100 pounds, minimum $1.50 a shipment, 
on shipments of 100 pounds or over, in 
lieu of the increases proposed. 


(See earlier story on page 43) 


Senate Transport Inquiry 


The Senate committee on rules and 
administration has ordered reported fa- 
vorvably S. Res. 258, to extend from Janu- 
ary 31, 1952, until January 31, 1953, the 
"ime for investigation by the Senate in- 
crstate and foreign commerce committee 

- transportation and communication 
croblems, conducted under authority of 
farrier resolutions. 


(See earlier story on page 62) 
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LATE NEWS 


TOO LATE TO CLASSIFY IN THIS ISSUE 


Western, Northwestern Shippers Oppose 
Further Rail Increases in Ex Parte 175 


California and Northwest Canners See Less Rail Revenue If Rates 


Are Increased, as Do Northwest Apple Shippers. 


Dates Set for 


Filing of Verified Statements, Replies, Memorandum Briefs. 


Eight days of hearing at Washing- 
ton in Ex Parte 175, Increased Freight 
Rates, 1951, came to an end late Jan- 
uary 23 after a few shipper witnesses 
from the west coast and the north- 
west had been heard. The hearing 
was then adjourned until February 
18, when the major portion of the 
shipper case will be heard, followed 
by argument February 25. 


At the opening of the afternoon ses- 
sion on January 23, Commissioner 
Aitchison, chairman of division 2, an- 
nounced that verified statements of par- 
ties other than petitioners would be 
received up to and including February 
11, and that replies thereto might be 
made by verified statement up to and 
including February 18. 

If it was desired to cross-examine 
any person filing a verified statement, 
the request should be made within four 
days of the time of the filing of the 
verified statement with the Commision, 
excluding the day of filing, the commis- 
sioner said. He said it was contemplated 
that notice of the desire to cross-examine 
would be lodged with the Commission 
and that notice be given by letter, tele- 
gram, or, if necessary, by telephone, to 
opposing counsel, within the four-day 
limit. 

Commissioner Aitchison also said that 
parties who desire to produce oral testi- 
mony at the adjourned hearing begin- 
ning February 18 would give notice to 
the Commission as far as possible in 
advance of that date. 

With reference to oral argument, 
scheduled to begin February 25, he said 
parties desiring to participate should 
give the Commission notice as far as 
possible in advance and before, but not 
including, February 21. 

He said that memorandum briefs or 
statements in lieu of oral argument 
might be submitted in the manner pro- 
vided by the special rules of procedure 
for the proceeding, before February 23, 
but not including that date. That, he 
said, would give time for all interested 
parties to study the memoranda and 
make reply if necessary. He said the 
ruling applied also to supplementary 
briefs, filed for the more complete devel- 
opment of argument. 

As to the filing of exhibits in reply 
to the case of the railroads, Commis- 


sioner Aitchison, in discussing the mat- 
ter with counsel for the railroads, said 
it did not seem feasible to set a hard 
and fixed rule for their reception. He 
said he thought it within the bounds 
of reason to ask that the exhibits, in 
good faith, be furnished as soon as 
possible. 

H. B. Dorau, professor of economics 
at New York University, the last witness 
for the railroads, completed his testi- 
mony at noon of January 23, and it 
was agreed that his cross-examination 
would be deferred until 3 o’clock on 
January 24, when Commissioner Aitchi- 
son said he thought the division would 
be free to hear it. 


Western Shipper Testimony 


The first of the western witnesses to 
offer testimony was Howard Freas, rate 
expert for the Public Utilities Commis- 
sion of the State of California, on be- 
half of that agency, and on behalf of 
the Mountain-Pacific States Conference 
of Public Service Commission. 


He offered an exhibit showing the 
results of the operations of the principal 
railroads serving the Mountain-Pacific 
Territory in relation to national railroad 
operations. 

For the first 10 and 11 months of 
1950 and 1951, he said, referring to one 
sheet of the exhibit, operating ratios 
of Class I railroads in the Western Dis- 
trict were lower than for the United 
States as a whole, and for the other 
regions or districts. Another sheet, he 
said, showed that for the five principal 
California railroads an operating ratio 
of 70.5 for the first 11 months of 1950, 
and of 75.6 for the same period in 1951, 
were lower than for the Western District 
Carriers. Those roads were listed as the 
Santa Fe, Northwestern Pacific, South- 
ern Pacific System, Union Pacific, and 
Western Pacific. 


For the same periods of 1950 and 
1951, he said, the operating results of 
10 other California railroads were less 
favorable than for the district as a whole. 

Another sheet showing operating re- 
sults of 10 Mountain-Pacific Class I 
railroads, other than California, for the 
first 11 months of 1950 and 1951, set 
out operating ratios, for the 1950 period 
1.44 points higher, and for the 1951 
period, 2.6 points lower, than for the 
Western District. 

Another sheet of his exhibit which Mr. 
Freas said should be read in connection 
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with the following page showing approxi- 
mately 14 per cent of investment in road 
and equipment and other transportation 
property by the five principal Califor- 
nia Class I railroads in relation to the 
total investment for the country set up 


other relationships of the five California . 


roads. It showed, for 1940, total cor- 
porate surplus of those roads as 41.5 per 
cent of the US. Class I total, and 
amount of dividends declared as 16.3 per 
cent of the country’s total. For 1945, the 
percentages, respectively, were 24.8 and 
21.5; for 1949 they were 23 and 29.1; and 
for 1950, the relationship of the five 
California roads to the US. Class I 
roads’ total was 22.6 per cent of the total 
corporate surplus, and 26.5 per cent of 
the amount of dividends declared. 


On still another sheet, Mr. Freas 
showed the actual volume of revenue 
tons originated on Class I railroads as 
compared to potential volume of reve- 
nue tons based on physical volume of in- 
dustrial production for the years 1940 
through 1950, each year but 1947 showing 
a “loss of revenue tons relative to in- 
dustrial production,” the revenue tons 
for 1950 appearing as a minus 260,877,061 
as compared with a minus 84,596,438 tons 
in 1941, with 1940 taken as 100. 

The next to the last sheet of his ex- 
hibit showed gross expenditures for ad- 
ditions and betterments to rail property 
by Class I railways and a comparison of 
the index of expenditures with indices 
of wholesale prices and railway wages. 
With 1940 taken as 100, gross expendi- 
ture index for 1951 was shown as 310:5; 
index of wholesale prices of all commodi- 
ties as 224.7; and index of railway em- 
ployes average straight time hourly rate 
as 237.1. 

The final sheet of Mr. Freas’ exhibit 
compared surplus and dividends as a 
“per cent” of 1950 investment in railway 
transportation property exclusive of ac- 
quisition adjustments. For the five Cali- 
fornia railroads, surplus was shown as 
$1,454,841, or 34.2 per cent of investment, 
and dividends as $32,810, or 1.9 per cent 
of investment. ior U.S. Class I roads, 
surplus was shown as 21.7 per cent of 
investment, and dividends of $312,099 was 
shown as 1.1 per cent. 

Having completed description of his 
exhibit, Mr. Freas said he had not been 
able to complete a tabulation of the 
estimates of traffic from the revised veri- 
fied statements of the railroads. How- 
ever, he said he thought it safe to say 
that eastern and southern railroads, "by 
and large, with the exception of coal, 
expected increased revenue ton-miles, 
while the western lines almost without 
exception anticipated a decrease. He 
said it was felt that the western carriers 
were unduly pessimistic, in view of the 
“tremendous increase” in population and 
expansion of industrial employment in 
the Western District, and the forecast 
by the Shippers’ Advisory Board for the 
district that there would be an increase 
of 4.4 per cent in car loadings, as against 
@ national estimate of a 2.2 per cent 
increase, for the first quarter of 1952. 

Asked from the bench about reduc- 
tions by the transcontinental railroads, 
Mr. Freas said where that had been done 
it was because of the “absolute alterna- 
tives” of reducing the rates or foregoing 
the business to the trucks. 

Stanfield B. Johnson, for the Southern 
Pacific, having developed with Mr. Freas 
that the latter understood it to be the 
philosophy of the California commission, 
and the other commissions for which he 
spoke, that their decisions must benefit 
the public and also permit a reasonable 
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return to utilities, asked if the witness 
knew that the California agency had 
permitted a fare increase for the Pacific 
Greyhound Lines estimated to permit a 
return of 6.4 per cent on net investment, 
and an increase in the rates of the 
Pacific Gas & Electric Co. that would 
produce a return of 5.9 per cent. Mr. 
Freas agreed, although he said he had a 
slightly smaller figure in mind in the 
latter instance. Commissioner Aitchison 
asked what was the relevance of the line 
of questions. Mr. Johnson replied that 
he wanted to show there should be no 
legal difference between the treatment 
of the railroads and other utilities, and 
that the information had a bearing on 
the cost of capital. Asked if he consid- 
ered the rate of return of 4.3 per cent 
for the railroads of the Western District, 
if they obtained the increase sought, to 
be unreasonable, Mr. Freas said he con- 
sidered the rate of return as only one of 
the standards of determining whether a 
utility or a railroad was getting proper 
treatment. 

Mr. Johnson said that when a group 
of public utility commissions was in 
opposition to the railroads, it was proper 
to inquire into what was considered a 
reasonable rate of return. Mr. Freas said 
he had not said the commissions were 
in opposition, but added that “we see 
that the carriers in the Western District 
are in a somewhat better position than 
the rest of the carriers in the country,” 
but were asking for the difference be- 
tween the increase permitted in August 
and the 15 per cent. 

C. R. Tulley, of Portland, Ore., execu- 
tive officer of the Northwest Canners 
Association, described an exhibit he of- 
fered. Among other things, he said that 
cases produced in 1951 were 113.7 per 
cent of the 1946 production, but that 
shipments to the transcontinental groups 
had fallen to 49 per cent of the 1946 
shipments in terms of pounds. The total 
of rail and water shipments, he said, 
was 66 per cent of the 1946 figure, with 
1951 shipments by water 295 per cent of 
the 1946 movement, due to the restora- 
tion of the water movement. Two graphs 
in his exhibit, he said, showed the re- 
lationship of freight rate increases to 
transcontinental rail shipments of 
canned fruits and vegetables from Ore- 
gon, Washington, Idaho and Montana, 
the shipments showing a downward 
trend as against an upward trend in 
rates, and another graph showed a some- 
what similar relationship of rate in- 
creases to price increases. Another graph 
showed similar trends for fresh cherries 
and peaches. 

Commissioner Mahaffie asked Mr. Tul- 
ley’s recommendation to the Commission 
as to its action. He said that the asso- 
ciation believed that further increases 
of any sort on transcontinental move- 
ments would not increase revenues from 
the shipments of canned goods by rail. 
He said there should be no increase, but 
that, if there was, it should be subject 
to “hold-downs.” 

Robert C. Paulus, president, Paulus 
Brothers Packing Co., Salem, Ore., pack- 
ers of canned goods, and a member of 
the advisory committee of the Northwest 
Canners Association, asserted that the 
profit of his company was growing pro- 
gressively smaller, falling from 3.4 per 
cent in the fiscal year ended March 31, 
1949, to 2.11 per cent as of the same date 
in 1950, and estimated at fifty-five one- 
hundredths of one per cent for the 
current fiscal year. He said that that 
“puts us in a worse position than the 
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railroads as far as earnings are con- 
cerned.” 


P. Steele Labagh, for the Canners 
League of California, said it was the 
position of the league that canned goods 
could not bear any additional increase. 
but that, if the Commission did grant 
any increase, it was requested that there 
be the same “hold-downs” as in the past. 


Mr. Labagh offered an exhibit 
which he said showed, among other 
things, rates on canned foods from Pa- 
cific Coast points to New York City as 
compared to those applying from other 
producing points. As an example of the 
differential, and the change in the dif- 
ferential, he said that a four cents a 100 
pounds differential under Brighton, 
Colo., existing in the June 30, 1946, rate, 
had increased to a present differential 
of 22 cents, and that it would be 25 
cents under the proposal of the railroads. 
From Baltimore, Md., he showed a 1946 
differential of 77 cents a 100 pounds, in- 
creased to $1.4076 at present, and which 
he said would increase to $1.59 under 
the railroads’ proposal. 

He said that high rail rates were 
proving a handicap in marketing in com- 
petition with other producing points, and 
was causing decentralization, which he 
said decreased the rail business, in some 
cases, where a plant was located on the 
eastern seaboard, resulting in an all- 
truck movement from that plant. 

Mr. Johnson asked Mr. Labagh’s com- 
ment on an annual revort of the Cali- 
fornix Packing Co. The witness said 
few packers compared with it in opera- 
tions, but agreed that the book value for 
1951 of the company’s stock was $98. 
He said that earnings of $13.34 a share 
were due in part to the sale of capital 
assets and damage payments received 
from the government. 

Ernest Falk, a member of the North- 
west Horticultural Council, offered an 
exhibit dealing ‘with apple shipments 
and other factors affecting the industry 
at Wenatchee and Yakima, Wash. He 
showed, for the two districts, 16.1 per 
cent of the shipments moving by truck 
in the 1950-51 season, and 23.2 per cent 
in the 1951-52 season. The percentages 
by rail were shown as 83.9 per cent in 
the 1950-51 season, and 76.8 per cent 
in the 1951-52 season. Another sheet 
snowed the percentage of truck ship- 
ments rising from 3.5 in the 1942-43 
season to the 23.2 per cent figure for the 
latest season. 

Mr. Falk showed the extent of injury 
to production due to frost in the blos- 
soming season, and to freezing of trees 
in the two areas. He also tabulated the 
relationship of prices paid by fruit 
farmers to prices received, saying that 
it had risen from 64 in 1939 to 78 in 1950. 

He said that, although the current 
season could not be considered as typical 
because of the short crop due to the 
frost and freezing of the trees, an ex- 
amination of the record of shipments to 
date bore out his prediction at the 
earlier Portland hearing in Ex Parte 175 
that a diversion of tonnage to motor 
carriers would be accelerated by any 
increase in rail rates. 

Mr. Falk asserted that fair and equita- 
ble rates, which did not unduly disturb 
the historical competitive market re- 
lationships, and which afforded growers 
a reasonable opportunity to profit on 
their operation, would result in greater 
revenue for the carriers than the re- 
quested increase would provide. He said 
he believed that the increase sought 
would result in materially reduced ton- 
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to everyone serving 
America’s shipping needs 


The new postal regulations, effective January 
1, 1952, say that packages moving between 
First-Class U.S. Post Offices: * 


* must not weigh more than 40 Ibs. in Parcel 
Post zones 1 and 2, nor more than 20 Ibs. in 
zones 3 to 8 inclusive; 


* must not measure more than 72 inches (length 
and girth combined ). 
These regulations will mean that millions of 


packages formerly handled by Parcel Post 
will be in need of shipping service. 


Who Must Provide Service ? 


With the Post Office releasing this large vol- 
ume of traffic, private shipping companies 
like Railway Express will see to it that these 


“For information about exceptions to these regulations, consult 


your Local Express Agent. 
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shipments get fast, dependable service. 


Express Ready 
To meet the new demands, Railway Express 
is taking steps to make sure any shipment 
... to anywhere . . . at anytime gets its full 
share of service. 
And “full share of service” means — 


* consistently fast transportation 


¢ dependable pick-up and delivery schedules 
within prescribed vehicle service limits 


¢ careful handling at all times 
But .. . you only get all these benefits all the 
time by having one company handle your 
shipment from pick-up through delivery. 
Then there’s never a question about who 
is responsible for the handling of your 
shipment. 
And — there’s only one nation-wide organi- 
zation that can give you the complete ship- 
ping service you want .. . Railway Express 
Agency! 
So, for the shipping service you need 
.. for whatever you ship or receive — 


ALWAYS ASK 


THE EXPRESS MAN | 
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nage for the carriers through diversion 
to motor carriers and through the de- 
struction of orchards. 


(See earlier story on page 53) 





Practitioner Committee on 
Fees Opposes Bill for 1.C.C. 


License Fees for Carriers 


The committee on fees of the As- 
sociation of Interstate Commerce 
Commission Practitioners has recom- 
mended that the association oppose S. 
2352, a bill introduced by Senator 
Johnson, chairman of the Senate 
committee on interstate and foreign 
commerce to establish annual license 
fees for services provided by the Com- 
mission (T.W., Jan. 19, p. 62). 


The bill would amend section 18 of 
the interstate commerce act by adding 
the following sub-paragraph: 


“(3) Each person holding a certificate, 
permit, or license under this act shall 
pay to the Commission annually such 
license fee as the Commission shall de- 
termine to be fair and reasonable for 
such certificate, permit, or license for 
the purpose of reimbursing the United 
States for the costs of administering 
this act. Such fees shall be covered into 
the Treasury.” 

At the same time, John R. Mahoney, 
of New York, N.Y., chairman of the 
committee which was set up at the 
time Congress included in the appropria- 
tion act provisions by which agencies 
such as the Commission might make a 
charge for any service of value provided 
by it, announced that the committee had 
been enlarged to represent all sections 
of the country. He said it now consisted 
of himself as chairman, and the follow- 
ing members: 

Homer L. Carpenter, Karl D. Loos, 
Giles Morrow, and Donald Macleay, of 
Washington, D.C.; Donald A. Schafer, 
Portland, Ore.; Leland D. Smith, Hous- 
ton, Tex.; Neal J. Holland, Boston, Mass.; 
R. L. Murphy, Atlanta, Ga., and Philip 
H. Porter, Madison, Wis: 

Mr. Mahoney also said that the Na- 
tional Industrial Traffic League had ap- 
pointed George. H. Shafer, general traf- 
fic manager, Weyerhaeuser Lumber Co., 
St. Paul, Minn., as chairman of its com- 
mittee on fees. At the suggestion of 
Commissioner Mahaffie, Mr. Mahoney 
said, Mr. Shafer had met with the prac- 
titioners’ committee to coordinate the 
work of the two groups. The practi- 
tioners’ committee was originally ap- 
pointed at the suggestion of the Com- 
mission, which asked that the practi- 
tioners advise the agency concerning the 
idea of levying fees, as embodied in the 
appropriations act. Mr. Mahoney said 
the committee planned an early report 
of its work with the Commission on that 
legislation. 


Mr. Mahoney said that, in its report 
to the association, the committee recom- 
mended opposition to the Johnson bill 
for the following reasons: 


“(a) The bill appears to be a pure 
general revenue measure. The proceeds 
therefrom would not help the Interstate 
Commerce Commission to increase its 
Meagre budget, since the bill provides 
that the fees collected shall be covered 
into the general Treasury. 
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“(b) Even if the proceeds were credited- 
to the Interstate Commerce Commission 
by the Treasury, the bill should be op- 
posed because of the impropriety of Con- 
gressional delegation to a governmental 
agency of the power to levy fees for the 
direct or indirect support of itself. 

“(c) The bill would tend to undermine 
the traditional independence of the In- 
terstate Commerce Commission. If the 
Commission were to levy fees on holders 
of certificates, it could be subject to the 
danger of giving more attention to those 
certificate holders who contributed the 
heaviest amounts. 

“(d) The bill would impose an unfair 
burden on the Interstate Commerce 
Commission because of the impossibility 
of determining the relative value of cer- 
tificates to the holders thereof. 

“(e) In the last analysis the general 
shipping public would be paying for the 
tax imposed on the carriers, since the 
carriers would necessarily treat any 
money paid as an operating expense and 
would reflect it in higher rate levels. 

“It is impossible to distinguish the 
general public from the shipping public. 
The result would be that the general 
public would be paying a higher rate 
level, but would not be relieved of any 
tax load.” 


(See earlier story on page 24) 





Carloadings Totaled 747,662 
In Week Ended January 19 


Loading of revenue freight for the 
week ended January 19, 1952, totaled 
747,662 cars, the Association of American 
Railroads announced. This was a de- 
crease cf 32,088 cars or 4.1 per cent below 
the corresponding week a year ago, but 
an increase of 128,499 cars or 20.8 per 
cent above the corresponding week two 
years ago, when loadings were reduced 
by restricted coal mining operations, it 
said. 

Loading of revenue freight the week 
ended January 19 increased 4,905 cars 
or seven-tenths of one per cent above 
the preceding week. 


Coal loading amounted to 163,626 cars, 
an increase of 4,860 cars above the cor- 
responding week a year ago, but a de- 
crease of 4,869 cars below the preceding 
week this year, said the A.A.R., adding: 


Miscellaneous freight loading totaled 371,- 
166 cars, a decrease of 20,489 cars below the 
corresponding week last year, but an in- 
crease of 6,940 cars above the preceding week 
this year. 


Loading of merchandise less than carload 
freight totaled 70,373 cars, a decrease of 
10,568 cars below the corresponding week in 
1951, but an increase of 2,861 cars above the 
preceding week in 1952. 


Grain and grain products loadings totaled 
52,509 cars, a decrease of 2,081 cars below 
the corresponding week in 1951, and a de- 
crease of 1,596 cars below the preceding 
week this year. In the Western Districts, 
grain and grain products loadings for the 
week of January 19 totaled 35,940 cars, a 
decrease of 175 cars below the same 1951 
week, and a decrease of 847 cars below the 
preceding 1952 week. 

Livestock loading amounted to 8,729 cars, 
a@ decrease of 839 cars below the same week 
in 1951, and a decrease of 1,106 cars below 
the preceding week this year. In the West- 
ern Districts, loading of livestock for the 
week of January 19 totaled 6,384 cars, a de- 
crease Of 1,041 cars below the same week a 
year ago, and a decrease of 891 cars below 
the preceding week this year. 

Forest products loadings totaled 45,264 
cars, a decrease of 3,559 cars below a year 
ago, but an increase of 1,230 cars above a 
week ago. 

Ore loading amounted to 19,358 cars, an 
increase of 954 cars.above last year, and an 
increase of 1,369 cars above last week. 

Coke loading amounted to 16,637 cars, a 
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decrease of 366 cars below a year ago, but 
an increase of 76 cars above the previous 
week this year. 


All districts reported decreases compared 
with the corresponding week in 1951 except 


the Pocahontas and Southwestern. All re- 
ported increases compared with the cor- 
responding week in 1950. 


Cumulative Loadings 


1952 1951 1950 

Week of Jan- 

Wary & 2.6 612,780 662,427 505,753 
Week of Jan- 

weary 28 -..... 742,757 783,015 629,543 
Week of Jan- 

wary 19..... 747,662 779,750 619,163 

WORE. ocpsice 2,103,199 2;225,192 1,754,459 





Rail Tariffs to Restore 


Rates on Ex-Lake Grain 


Tariffs effective January 29, restoring 
rates on ex-lake grain, for export, from 
Buffalo, N.Y., and other lake ports to 
north Atlantic ports, that existed prior 
to their suspension by the Commission 
in I. and S. No. 5641, Export Grain, 
Buffalo to New York, 278 I.C.C. 31, have 
been filed by the railroads by special 
permission No. 52523, granted by the 
Commission. 


At the Commission it was said that 
the Massachusetts federal district court 
had refused a petition of the Baltimore 
& Ohio Railroad and other Baltimore 
and Philadelphia interests for continu- 
ance of its stay order in the court 
proceeding involving these rates (T.W., 
Jan. 12, p. 35). This left the way open 
for filing of the tariffs, it was said. 


The court had set aside the Commis- 
sion’s order in I. and S. No. 5641 in 
which the Commission found not shown 
just and reasonable a proposal of north- 
ern railroads to reduce the rate on ex- 
lake grain, for export, from Buffalo and 
other lake ports to the north Atlantic 
ports of New York, N.Y., Albany, N.Y., 
Boston, Mass., and Portland, Me., by 
one-half cent a 100 pounds, thereby 
equalizing these ports with Baltimore 
and Philadelphia (T.W., Aug. 4, 1951, 
p. 15). The US. Supreme Court af- 
firmed the judgment of the district court 
(T.W., Dec. 8, 1951, p. 11). 


The district court, in August, 1951, 
granted a stay of proceedings pending 
the appeal which was taken to the Su- 
preme Court. The B. & O. and others 
later asked the court to continue its 
stay order pending disposition of further 
proceedings before the Commission. 

The Commission, early in January, 
accepted a petition of the B. & O. and 
other Baltimore and Philadelphia in- 
terests for further hearing, reargument, 
and reconsideration in I. and S. No. 5641. 
The Commission’s order permitted re- 
plies to this petition to be filed on or 
before January 28. 





Suspended Tariffs 


I. and S. M-4046 Petroleum Products— 
Memphis to Kentucky, from January 24, 
to and including August 23, certain 
schedules as set forth in motor tariff 
MF-I.C.C. No. 7 of Wade E. Davis, dba 
Davis Transport, Paducah, Ky. The 
suspended schedules propose to establish 
new motor common carrier rates on 
petroleum and petroleum products in 
bulk in tank vehicles, from Memphis, 
Tenn., and points in Tenn., within ten 
miles of Memphis, to points in western 
Kentucky. 














Packaged paper loaded on dead skids are quickly carried 


from car to bulkhead on electric low-lift platform trucks. 


Delivering Paper 


TO MEET DEADLINE SCHEDULES 


To feed the mammoth maws of New York’s ever-hungry 
»resses, miles of paper are delivered and handled each day 
at four huge Lackawanna piers, strategically located within 
close proximity to the city’s great newspaper and printing 
industry. 

Special mechanized equipment at Piers 13, 41 and 68 on 
the Hudson River and at Pier 26 on the East River, with 
their spacious bulkhead and side dock areas, facilitates 
paper transfers from car floats to trucks and speeds them 
on their way. 

Whether it’s paper or other packaged freight, heavy ma- 
chinery, perishables or bulk traffic, modern Lackawanna 
eficiency adds up to preferred handling for your shipments. 
That’s why so many of the world’s smartest shippers specify 
Lackawanna—to or through New York. 


Lackawanna Railroad (Gea 


Rolls of skid paper are hell into waiting 
trucks from bulkhead platform 
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Marine War Risk Insurance 


‘Progress Report’ Issued 


War risk insurance policies to cover 
U.S.-flag merchant ships had not been 
issued to the American public, but the 
preparation of plans for supplying such 
insurance in the event of an emergency 
was nearing completion, said Secretary 
of Commerce Sawyer in a report trans- 
mitted to Congress on progress of his 
insurance activities of a maritime nature 
in the third quarter of 1951. 


Secretary Sawyer’s report, the text of 
which was printed in the Congressional 
Record of January 17 at the request of 
Senator Magnuson, of Washington, was 
issued pursuant to a quarterly report re- 
quirement of Public Law 1763, Eighty- 
first Congress, authorizing the Secretary 
of Commerce to supply war risk in- 
surance and certain marine and liability 
insurance. 


The Commerce Secretary said he had 
continued in force the war risk hull and 
protection and indemnity insurance pre- 
viously provided at the request of the 
Secretary of the Navy “in connection 
with vessels chartered by the Maritime 
Administration to American operators 
on condition that they be time-chartered 
to the Military Sea Transportation Serv- 
ice.” 

“No new policies have been issued in 
connection with these vessels,” Secretary 
Sawyer said. “A total of 161 such ves- 
sels was insured under the provisions 
of this law. This insurance has been 
provided without premium in considera- 
tion of an agreement that the Secretary, 
Department of the Navy, will indemnify 
the Maritime Administration for all 
losses covered by such insurance.” 

Under the program of war risk insur- 
ance for “the American public,” Secre- 
tary Sawyer said, it was expected that 
issuance of such insurance, to become 
effective “at such time as commercial 
insurance would automatically terminate 
because of the outbreak of war between 
any of the four great powers,” would be 
ready to operate immediately “if, as and 
when an emergency should arise.” He 
added that no fees or premiums had 
been collected and that no contracts had 
been executed, but that “another draft 
of a contract has been submitted to the 
American War Risk Insurance Agency 
under which it would act as underwrit- 
ing agent for issuing policies.” 





Talks by Port Official 


The Port of New Orleans has an- 
nounced that Andre Mouton, manager of 
its mid-continent offices at Chicago, will 
Speak at the following meetings: Feb- 
ruary 5, East Peoria Rotary Club, Pe- 
oria, Ill.; February 8, Lions Club of 
Evanston, Evanston, Ill.; February 13, 
Farm Loan Association Convention, 
Cedar Rapids, Ia., and February 14, Farm 
Loan Association Convention, Vinton, Ia. 





THE WEEK IN TRANSPORTATION 


Business Recession Would Bring Serious 
Troubles to Railroads, Says D. V. Fraser 


Results Will Be Equally Serious If Commission Fails to Approve 


Higher Rail Rates, or If Rail Unions Renew Demands for Wage 


Increases, Katy President Tells Railway Supply Men in Chicago. 


A serious recession in business 
would bring “monumental troubles” 
to the railroads of the United States, 
Donald V. Fraser, president of the 
Missouri-Kansas-Texas Railroad, St. 
Louis, declared January 18 in an ad- 
dress before the Chicago Railway 
Supply Group, in the Union League 
Club, Chicago. 


“It can be equally serious in the not 
far distant future if the Commission 
does not soon act favorably upon the 
railroads’ request 
for higher freight 
rates, or if there are 
renewed demand 
for wage increases,” 
declared Mr. 
Fraser. 

“Our industry 
stands virtually 
alone in not shar- 
ing in the general 
postwar prosperity,” 
asserted the Katy’s 
president. “T he 
rate of return on 
net worth for 1950 
for the railroads was about 4 per cent, 
compared with 8 per cent for public utili- 
ties and 18 per cent for manufacturers. 
In 1949 the railroads earned only 2.91 
per cent on investment, and in the four 
preceding years the return averaged 3.3 
per cent. 

“These earnings have been insufficient 
to enable the railroads to acquire the 
equity capital needed for modernization 
and expansion, and the fact that earn- 
ings have been so low at a time when 
the volume of traffic has been at record 
peacetime levels, indicates that even a 
mild recession in business will place 
them in a critical position.” 

Throughout the recent past, the speak- 
er said, the railroads had managed to 
finance the cost of their vast improve- 
ment programs in great part by bor- 
rowing against future earnings. 

“Much of our plant modernization 
within the past ten years was financed 
under conditions which were much more 
favorable than those existing today,” 
said he. 

“A continuation in the immediate fu- 
ture of improvement projects in the rail- 
road industry will be possible only be- 
cause of economies that have already 
been effected through the prudent ap- 
plication of modern tools and modern 
ideas. Had not railroad facilities and 





D. V. Fraser 


methods been thus brought to top effi- 
ciency, operating costs today would be 
so much higher that the industry would 
be tottering on the brink of bankruptcy.” 

The rapid increase in ownership of 
diesel power, and the use of modern 
freight and passenger cars, were only a 
few of the important progress factors, he 
said. 


“The question looms large in the minds 
of railroad managers as to how much 
longer they can sustain, under present 
conditions, a continuing heavy program 
of capital improvement,” he declared. 
“The situation confronting the railroads 
becomes more precarious when we con- 
sider the possibility of even a slight re- 
cession in the volume of business, the 
continuing rise in wage rates, and the 
almost certain ill effects of the infla- 
tionary spiral.” 


Says Future Is Doubtful 


“When we look into the future of our 
industry,” said Mr. Fraser, “there is the 
question as to whether our railroads 
will long continue to operate as free 
enterprises. ... 


“Our vision of the future has been 
veiled by an abundance of traffic created 
by war and defense activities, and by the 
coincidence of startling improvements in 
railroad equipment. The most revolu- 
tionary of these improvements has, of 
course; been the diesel locomotive, which 
has permitted miraculous economies in 
operations. These circumstances have 
merely kept our heads above water—and 
they are circumstances on which we can- 
not depend for future prosperity. 


“The fundamental and basic ills 
plaguing the railroads are still with us, 
and the prospects for good business vol- 
ume in 1952, possibly extending into 1953, 
will at best merely give temporary stimu- 
lus and relief, unless heroic action is 
taken meantime to remove the causes of 
the illness.” 


‘Subsidies Increase Cost’ 

“Government subsidies to competing 
agencies of transportation had vitally 
affected the railroads’ earning power,” 
the speaker continued. “With the aid of 
federal and state funds, these competing 
transportation agencies are able to 
syphon off selected, high-revenue traffic. 
This has the effect, too, of shunting the 
railroads into a ‘stand-by’ service, but 
expecting them always to be there, with 
their vast plant, and trained personnel, 
ready to perform on a 24-hour, year- 
around, basis, and during periods when 
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other transportation agencies fail to 
function. 

“T doubt if there are any people in the 
world who take railroad transportation 
as much for granted as here in America. 
This is a dangerous situation, for more 
than ever today our nation’s railroad 
plant must be used to capacity in order 
to operate with some margin of profit. 

“One of the greatest evils in the sub- 
sidy system as set up in our country is 
that it increases the cost of transporta- 
tion as a whole. 

“ .. The total cost of transportation 
includes not only the immediate charge 
to the user, but the cost in taxes that 
goes to maintain the federal and state ex- 
penditures that benefit only a part of 
our national transportation system.” 


Comments on Explosives Case 


In recent hearings in connection with 
a petition before the Commission by some 
60 trucking concerns seeking permanent 
authority to transport explosives over the 
public highways, said Mr. Fraser, “it was 
brought out that the Department of De- 
fense awards munitions shipments on 
the basis of bids.” 

“Trucking companies have been able 
to bid on attractive movements of ex- 
plosives and other government materials 
—not all movements—at rates substanti- 
ally under the published railroad rates,” 
said he. “The railroads, obligated as 
they are by certain red: tape~ require- 
ments, cannot in numerous’ instances 
meet these bids, and valuable shipments 
are being lost by the rails. Apparently no 
regard is given to the availability of rail- 
road facilities, set up to safely and 
efficiently handle these mass movements; 
to the wear and tear to publi highways 
made by the heavy truck loads, not to 
mention the real public hazard of putting 
this explosive material on our public 
streets and highways... . 

“The same situation exists as to many 
commercial shipments, especially in the 
heavy industries. Some manufacturers 
are perfectly content to let the railroads 
handle the bulky, heavy movements of 
raw materials, but distribute the high- 
revenue, finished products by competitive 
transportation agencies because of dif- 
ferences of probably a few cents in freight 
charges. By so doing, they contribute to 
higher rates on the bulk traffic that can 
be handled only by the railroads, as well 
as to deterioration of the highways, 
which are provided and maintained by 
public funds—the taxes that these in- 
dustries pay.” 


Asks for Greater Leeway 


Mr. Fraser urged that railroad man- 
agement be given greater leeway and 
incentive in adjusting their prices to 
meet the rapidly changing economic 
conditions. 


“Without such incentive, there is dan- 
ger that railroad management, and busi- 
ness men generally, may lapse into the 
pattern pursued by the British which 
led to their recent socialistic experi- 
ment,” he said. 

Further deterioration in the railroads’ 
financial condition would make their 
nationalization almost inevitable, the 
speaker averred. 

There were some bright signs on the 
horizon that could bring relief and bene- 
fit to the railroad industry, he concluded, 
and the most encouraging development 





was the progress report issued by Sena- 
tor Bricker, of the Senate subcommittee 
on domestic land and water transporta- 
tion. 

“If the findings of this Senate study 
should result in the establishment and 
effective application of a fair and im- 
partial national transportation policy, 
most of the troubles confronting the 
railroad industry would be cured,” he 
said. “However, it will be necessary for 
Congress to implement the recommenda- 
tions of the transportation committee, 
which means that it must have support 
by our legislatures.” 

Mr. Fraser was introduced by Robert 
Covert, Union Asbestos & Rubber Co., 
Chicago. 





Illinois League Opposes 
Bill to Require Carriers 


To Pay I.C.C. License Fees 


Opposition to S. 2352, one of 19 bills 
recently introduced by Senator John- 
son, of Colorado, to amend existing 
transportation laws, was voted by the 
Illinois Territory Industrial Traffic 
League at its annual meeting Jan- 
uary 18 in the Palmer House, Chicago. 


S. 2352 would require each carrier sub- 
ject to the interstate commerce act to 
pay to the Commission an annual fee 
in an amount to be determined by the 
Commission. for its certificate;- permit, 
or_ license... The. other 18. bills introduced 
by Senator Johnson (T.W., Jan. 19, p. 62) 
were referred to the league’s legal and 
education committees for study, and the 
league mav hold a special meeting to 
consider the measures. 


The league authorized its representa- 
tives to varticinpate in a hearine of the 
Tllinois Commerce Commission, February 
1, in supvort of a petition of MDlinois 
railroads that the commission grant the 
full 9 per cent freight rate increase on 
intrastate rates alreadv granted on inter- 
state rates by the Commission in Ex 
Parte 175, Increased Freight Rates, 1951. 
Last November the state commission per- 
mitted a 6 ner cent increase in intra- 
state rates (T.W., Nov. 10. p. 58), but on 
motion of the railroads it subsequently 
agreed to reopen the case. 

After a discussion of general motor 
carrier rate increases, the league voted 
to ask suspension of a move by the 
Central Southern Motor Carrier Asso- 
ciation to increase its rates 6 per cent, 
effective February 6. The increase would 
be exactly the same as that granted 
the railroads in Ex Parte 175, and would 
be a surcharge with the same expiration 
date as that of the rail increases. The 
league’s suspension request will be based 
on a contention that it is wrong for 
motor carriers arbitrarily to increase 
rates to correspond with railroad rate in- 
creases. 


Southern Governors’ Case 


Should the reopened “Southern gov- 
ernors’ case,” No. 27746, State of Ala- 
bama, et al., v. New York Central 
Railroad Co. et al. now reopened 
for further hearing March 19 before the 
Commission (T.W., Jan. 12, p. 46), bring 
into issue commodities involving in- 
dustries in Illinois Territory, the league 
will recommend that the Central Terri- 
tory Traffic Conference participate in the 
proceeding. The C.T.T.C. represents ship- 
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pers’ organizations in Illinois, Wisconsin, 
Michigan, Indiana, Ohio, and Pittsburgh. 


The league expressed approval of a 
decision by the C.T.T.C. to participate 
in the hearings before the Commission 
in Chicago on the section 5a applications 
of the Central States Motor Freight Bu- 
reau and the Chicago Suburban Motor 
Carriers Association. 


Goldsmith Elected President 


W. E. Goldsmith, general traffic man- 
ager, R. G. LeTourneau, Inc., Peoria, was 
elected president of the Illinois league, 
succeeding F. L. Partridge, secretary and 
traffic manager of the Burlington (Ia.) 
Shipper’s Association. 

Other officers elected were R. V. Craig, 
general traffic manager, Allied Mills, Inc., 
Chicago, first vice-president, and R. C. 
Berrey, general traffic manager, US. 
Gypsum Co., Chicago, second vice-presi- 
dent. A. J. Maurer, assistant traffic di- 
rector of the Chicago Association of 
Commerce and Industry, was reelected 
secretary-treasurer. 





Fruit and Vegetable Group 
Plans Transport Discussion 


At Cleveland Convention 


Many phases of the transportation 
problem will be discussed at a meet- 
ing to be held in connection with the 
forty-eighth annual convention of 
the United Fresh Fruit and Vegetable 
Association January 28-31 in the 
Cleveland hotel, Cleveland, O., ac- 
cording to an announcement by the 
association of the convention pro- 
gram. 


The transportation session will be held 
in the Empire Room of the Cleveland 
hotel on January 30, beginning at 9 a.m. 


“Karl D. Loos, Washington attorney, 
will speak on “The Transportation Di- 
lemma’, in which he will discuss the 
financial condition of railroads, effect 
of inflationary forces on their finances, 
the serious effect of across-the-board 
increases on the movement of fresh 
fruits and vegetables, and other aspects,” 
says the association. “C. W. Taylor, 
director of the Bureau of Service, Inter- 
state Commerce Commission, will dis- 
cuss the present supply of refrigerator 
cars and the question of applying 
penalty demurrage. John N. Kelley, 
chairman of the United Refrigerator car 
committee will speak on ‘The Modern 
Refrigerator Car Construction Program’. 
C. B. Moore, managing director of the 
Western Growers Association, will report 
on the development of a ‘WGA’ crate 
and other work directed toward the de- 
velopment of more satisfactory con- 
tainers for the transportation of Cali- 
fornia and Arizona fruits and vegetables. 
Harry E. Boot, an attorney with the 
American Trucking Associations, Inc., 
Washington, D.C., will explain the prin- 
ciples involved in the trip leasing case, 
MC-43.” 

The transportation meeting, says the 
association, will wind up with a panel 
discussion on loss and damage claims. 
Participants will be W. J. Augello, vice- 
president and general traffic manager, 
F. H. Vahlsing, New York; Fred Leonard, 
general traffic manager, Wisconsin Dis- 
tributing Co., Appleton, Wis.; Roy R 
Scott, sales manager, Harden Farms, 
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Inc., Salinas, Calif.; Reber Smith, freight 
claim agent, Southern Pacific Railroad; 
Oo. J. Wullstein, freight claim agent, 
Union Pacific Railroad, and H. H. 
Young, freight claim agent, Pennsylva- 
nia Railroad. 

James K. Knudson, administrator, De- 
fense Transport Administration, will 
speak at a luncheon on the third gen- 
eral business meeting day, January 30. 





Greater Unity in Trucking 
Industry Urged by 


A.T.A. President Mullady 


Asserting that attacks against one 
part of the trucking industry were 
inevitably harmful to other seg- 
ments, Walter F. Mullady, president 
of the American Trucking Associa- 
tions, Inc., urged greater industry 
unity than ever before to meet the 
attacks successfully in an address be- 
fore the third annual convention of 
the California Motor Transport As- 
sociations at Coronado, Calif., Jan- 
uary 24. 


Mr. Mullady advocated immediate at- 
tention to “twin projects inside our own 
lodge”—wholehearted cooperation be- 
tween employers and employes in pro- 
moting the industry’s well-being, and 
full unity among the various branches 
of the industry. He said that California 
had for years been one of the most 
progressive states in achieving manage- 
ment-employee cooperation through 
jointly-sponsored undertakings, notably 
in the field of highway safety. He said 
another outstanding achievement of this 
type had been made by the Dan Dugan 
Oil Transport Co., Sioux Falls, S.D., 
which “has made more progress in em- 
ploye relations in a matter of a few 
years than most operators, including 
myself, have in our business lifetime.” 
The company, he said, had a corps of 
workers “who really know about the 
Dugan business; who are proud of it and 
loyal to it; who feel a sense of partner- 
ship in it and will fight at the drop of 
a hat to protect the good name of the 
company and of the industry.” 


Mr. Mullady said that every big busi- 
ness in America was devoting a lot of 
time to telling its own story to the people 
working in it, and he urged the trucking 
industry to take similar action “because 
a sense of partnership between manage- 
ment and employes is the surest guaran- 
tee that the true interests of manage- 
Ment and labor will be protected by the 
maximum number of vigilant people.” 

“Right now,” he said, “the trucking 
industry from coast to coast is the vic- 
tim of attacks due in large measure to 
the basic conditions of our main highway 
System. Some of the attacks are com- 
petitively inspired.” 

But the nature of the attacks, from 
whatever source, he said, was such that 
“whatever is done to one branch of the 
industry hurts another, and some times 
more deeply.” 

As an illustration, he cited the re- 
cently-enacted ton-mile tax law in New 
York, which he said was designed pri- 
Mavily to tax dry freight and liquid car- 
Tiers hauling in excess of 18,000 pounds 
but which he said had worked great 
hardships on the household goods car- 


riers—a segment of the industry not in- 
tended to be affected by the law. 

“The New York law, designed to 
heavily tax other than household goods 
carriers is so written that interstate 
reciprocity goes out of the window,” he 
said. “So, here we have the household 
goods carriers, never intended to be the 
“special victims of an anti-truck law 
actually in a position where they will 
suffer acutely because they, perhaps more 
than any other branch of our industry, 
require freedom from state barriers due 
to the nature of their operation.” 

“If we are going to survive,” he added, 
“we need to broaden the base of under- 
standing of our problems and our 
achievements among truck owners and 
among those who derive their living from 
the industry.” 

Mr. Mullady said an anti-truck cam- 
paign of the 1930’s, which he said was 
exposed by a Senate investigation, had 
“failed dismally” but that the current 
campaign “may succeed in spots” at 
least temporarily. 

The reason, he said, was the tre- 
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mendous increase in the number of auto- 
mobiles, buses and trucks since 1940 on 
a network of main highways that was 
inadequate for modern traffic. 


“The war,” he said, “prevented any 
highway building programs and it is cor- 
rect to say that we have gained little 
main road improvement since. Mean- 
while, the increase in vehicle registra- 
tions is up 50 per cent and these vehicles 
are now traveling main highways which 
are totally inadequate. 


“We are trying to compress over 50 
million cars onto highways which bulged 
at the seams with only 32 million in 
1940. 


“The great burst of highway building 
in the twenties and thirties gave us our 
greatest mileage of hard-surfaced road- 
way ...and that roadway is now nat- 
urally reaching the end of its normal 
life expectancy.” 





Budget for 1953 Asks $1,157 Million 


For Government Transport Activities 


Increase in Appropriation for 1.C.C. Requested. President, in 
Budget Message, Suggests That Airline Industry Should Begin in 
Near Future to Pay User Charges for Federally-Provided Airways. 


Appropriation requests totaling 
more than $1,157 million for federal 
government activities in the trans- 
portation field were made in the gov- 
ernment’s budget for fiscal year 1953 
that President Truman transmitted 
to Congress on January 21. 


Total government exepnditures for the 
fiscal year ending June 30, 1953, were 
estimated in the budget at $85.4 billion, 
described by the President in his budget 
message as an increase of $14.5 billion 
over the current (1952) fiscal year and 
an increase of $45.3 billion over 1950. 
He said that. in the absence of new 
revenue legislation, the expenditures 
proposed for fiscal year 1953 would result 
in a deficit of $14.4 billion, as against 
a deficit of $8.2 billion for the current 
fiscal year. 

In addition to reiterating earlier re- 
quests for enactment of legislation to 
separate the subsidy element from the 
amounts paid to air carriers for trans- 
portation of mail and to reduce “present 
unwarranted tax benefits for the ship- 
ping industry,” President Truman made 
@ proposal, not contained in his earlier 
messages to Congress, that the airline 
industry “should begin in the near future 
to bear its fair share of the cost of fed- 
erally provided facilities through a sys- 
tem of airway user charges.” 


Estimates for Commission 


For the Interstate Commerce Com- 
mission, the 1953 budget called for ap- 
propriations totaling $11,778,000, as 
against $11,543,000 requested by the 
Budget Bureau and $10,474,535 actually 
appropriated for the Commission for the 
current fiscal year. The new budget 
indicated that a supplemental appropria- 


tion of $827,000 would be asked for the 
I.C.C. for the current year, to meet salary 
increases. 

The total of $11,778,000 proposed to 
be appropriated for the Commission for 
1953 was itemized as follows: General 
expenses, $9,975,000 (compared with $8,- 
784,935 appropriated for fiscal year 1952); 
railroad safety, $1,042,000 (compared with 
$983,000 appropriated for 1952), and loco- 
motive inspection, $761,000 (compared 
with $706,000 for the current year). 

It was pointed out in the budget dis- 
cussion of the item of $9,975,000 for “gen- 
eral expenses” of the Commission that 
that represented an increase of $471,065 
compared with 1952. 

“The principal increases,” the budget 
statement continued, “are requested to 
permit faster disposition of (a) appli- 
cations of motor carriers for operating 
authority and -(b) proceedings involving 
the lawfulness of rates, fares, and 
charges; and to examine a greater num- 
ber of tariff publications filed with the 
Commission.” 


Other Budget Requests 


Appropriation requests for other trans- 
portation activities of the government for 
fiscal year 1953 and the amounts actually 
appropriated for those activities for fiscal 
year 1952 were set forth in the budget as 
follows: 

National Mediation Board, $1,130,000 
for 1953 (including $570,000 for National 
Railroad Adjustment Board) and $1,092,- 
000 for 1952; Civil Aeronautics Adminis- 
tration, $161,741,499 for 1953 and $158,149,- 
528 for 1952; maritime activities of De- 
partment of Commerce (Maritime Ad- 
ministration and Federal Maritime 
Board), $212,543,000 for 1953 and $281,- 
899,240 for 1952; Bureau of Public Roads, 
Department of Commerce, $452,000,000 
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for 1953 and $360,224,621 for 1952; Civil 
Aeronautics Board $3,980,000 for 1953 and 
$3,625,000 for 1952; construction and 
maintenance of rivers and harbors by 
Corps of Engineers, Department of the 
Army, $286,670,000 for 1953 and $192,- 
657,613 for 1952; Tennessee Valley Au- 
thority, navigation operations, $2,765,000 
in 1953 and $2,742,000 in 1952; General 
Accounting Office, transportation di- 
vision, $6,239,000 in 1953 and $6,525,000 in 
1952; General Services Administration, 
traffic management, $428,600 in 1953 and 
$342,000 in 1952; Alaska Railroad, Depart- 
ment of the Interior, $16,000,000 in 1953 
and $2,000,000 in 1952; Defense Trans- 
port Administration, $2,500,000 expendi- 
ture expected for 1953, for which supple- 
mental appropriation request will be sub- 
mitted after anticipated enactment of 
legislation further extending defense 
production act of 1950, as against $2,543,- 
000 appropriated for fiscal year 1952; total 
of estimates for transportation activities 
for 1953, $1,157,800,000. 


Information contained in the Presi- 
dent’s message and in the budget itself 
showed that the amounts of the appro- 
priations requested and the actual ex- 
penditures contemplated for fiscal year 
1953 would differ in many instances; 
that is, the proposed expenditures would 
be smaller in some cases, and larger in 
others, than the amounts sought to be 
appropriated. Those differences were 
explained in part by the anticipated 
availability of funds from prior years’ 
appropriations for use in fiscal year 1953. 
Such “carry-over” funds, it was ex- 
plained, might be added to the amounts 
proposed to be appropriated to cover 
anticipated expenditures larger than the 
sums appropriated. In other cases, the 
expenditures scheduled for the new fiscal 
year might be less than the amounts of 
the appropriation estimates,’ leaving a 
balance for “unliquidated obligations” at 
the end of the year. 


Expenditures for Roads 


Thus, though the budget called for an 
appropriation of $452,000,000 for the Bu- 
reau of Public Roads, it showed thai 
estimated expenditures by the bureau for 
fiscal year 1953 would be $459,559,286 
(exclusive of an item of $4,100,000 for 
the Inter-American Highway). That fig- 
ure was compared with an estimated 
expenditure total of $454,375,911 by the 
bureau for the current fiscal year, in- 
cluding a supplemental appropriation 
request of $60,000,000 to be added to the 
$394,375,911 actually appropriated. 


In his budget message, President Tru- 
man summed up, in one tabulation, pro- 
posed net expenditures for 1953 and esti- 
mated expenditures for fiscal year 1952 
for various activities under the genera! 
heading, “Transportation and Communi- 
cation.” According to that table, the 
total net expenditures for the purposes 
stated would be reduced from $2,153 mil- 
lion for fiscal year 1952 to $1,643 million 
for fiscal year 1953. ‘The table also 
showed recommended amounts of “new 
obligational authority” for 1953 for the 
purposes specified. Taken from that 
tabulation, the expenditure estimates for 
1952 and 1953 and the recommended 
obligational authority for 1953 are shown, 
in that order, after each of the items 
in the following: 

Promotion of merchant marine: Mar- 
itime Administration, $287 million, $164 


million, and $72 million. Provision of 
Navigation aids and facilities: Coast 
Guard, $230 million, $239 million and 
$239 million; Corps of Engineers, $118 
million, $100 million and $115 million 
(for “navigation projects” only, so- 
called multiple-purpose river and harbor 
projects being excluded); Panama Ca- 
nal Co., $10 million, $9 million and $3 
million. Promotion of aviation~ (Civil 
Aeronautics Administration) $181 mil- 
lion, $166 million and $143 million. Provi- 
sion of highways: Bureau of. Public 
Roads, present programs, $454 million, 
$459 million and $12 million; extension 
of federal-aid and forest highways un- 
der proposed legislation, authorization of 
$417 million for 1953; Alaska roads and 
other, $26 million, $21 million and $20 
million. 


Postal service (deficit), present pro- 
grams, $814 million, $669 million and 
$669 million, the 1953 expenditure figure 
to be offset by anticipated additional 
revenue of $225 million to be produced 
by postal rate increases under pro- 
posed new legislation. Regulation of 
transportation: Interstate Commerce 
Commission, $11 million, $12 million and 
$12 miilion; Civil Aeronautics Board, $4 
million, $4 million and $4 million; De- 
fense Transport Administration, $2 
million, $3 million and $3 million. Other 
services to transportation: Reconstruc- 
tion Finance Corporation, receipts of $5 
million in 1952 and $13 million in 1953; 
Coast and Geodetic Survey, $12 mil- 
lion, $12 million and $13 million; Alaska 
Railroad, $12 million, $15 million and 
$16 million. Regulation of communica- 
tion: $7 million, $8 million and $8 mil- 
lion. 


Seaway Project Funds 


The budget included the information 
that at a later date there would be 
submitted to Congress a request for an 
appropriation of $20 million for initiat- 
ing construction of the St. Lawrence 
project under proposed legislation ex- 
pected to be enacted in the next fiscal 
year. 

“Joint accomplishment of the project 
with Canada,” the budget said, “will 
result in a total installed power capacity 
of 1,881,000 kilowatts, of which the 
United States share would be 940,500 
kilowatts. In addition, the project will 
provide access to the Great Lakes for 
large oceangoing vessels.” 

The budget indicated that a supple- 
mental appropriation request of $2,754,- 
375 would be made for the. D.T.A. in 
fiscal year 1953, but that a carry-over 
of D.T.A. funds from the preceding 
fiscal year would reduce actual expendi- 
tures of that agency in 1953 to about 
$2,500,000. 

Traffic Management 

With respect to the item for the traffic 
management activities of the General 
Services Administration, the budget con- 
tained the following statement: 

“To achieve economies in transporta- 
tion of property, services are rendered 
to civil agencies by supplying traffic data 
on rates, freight classifications, packag- 
ing, and consolidating shipments. For 
1953 it is proposed to extend the service 
to field offices of the agencies in order 
to increase the coverage from 37 per 
cent of the $400,000,000 annual freight 
traffic to 52 per cent, with potential an- 
nual savings of $42 million compared 
with $3 million in 1952.” 

President Truman told Congress that 
efficient transportation and communica- 
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tion services were critical factors in an 
economy mobilizing for defense. 

“Current economic activity,” he said, 
“has already created traffic loads which 
in total exceed any peacetime peak 
levels. Further traffic increases are in 
prospect as defense production con- 
tinues to expand. ... 

“The federal government is assisting 
the transportation and communication 
industries to adjust their operations to 
these expanding needs. In addition, the 
government has temporarily undertaken 
new activities to meet abnormal require- 
ments arising out of the defense emer- 
gency. Among these are the port pro- 
tection activities of the Coast Guard, 
the direct operation of merchant vessels 
by the National Shipping Authority, and 
the transportation controls of the De- 
fense Transport Administration and 
other agencies.” 


Ship Construction 


Taking up the subject of the mer- 
chant marine, the President observed 
that, in a temporary emergency pro- 
gram, the Maritime Administration in 
the Department of Commerce was now 
building 35 vessels capable of operating 
at high speeds for greater safety from 
submarine attack, and that the M.A. 
might have to undertake additional 
construction of that sort in future years. 

“Expenditures for this new program, 
which were less than $1 million in the 
fiscal year 1951,” the President said, 
“will increase to an estimated $134 mil- 
lion in 1952 and $144 million in 1953.” 


He then discussed the work of the 
National Shipping Authority as an 
emergency agency within the M.A. 
through which the government operated 
470 vessels reactivated from the reserve 
fleet, to relieve a worldwide shortage of 
dry-cargo ships. He said that revenues 
derived from operations of those ships 
were expected to exceed expenditures 
by $99 million in 1953. Those net 
receipts into the N.S.A. revolving fund 
would account for most of the decline 
in over-all maritime expenditures be- 
tween 1952 and 1953, he added. 

Operating Subsidies 

The President noted that the Federal 
Maritime Board now had under review 
the determinations of operating-differ- 
ential subsidies for post-war years and 
was developing improved procedures for 
determining such subsidy rates in the 
future. Expenditures for this program, 
he said, were estimated at $60 million 
for 1952 and $75 million for 1953. 

Referring to the “direct subsidies” to 
U.S. merchant ship operators, the Presi- 
dent said that, though he strongly 
favored all assistance necessary to main- 
tain an adequate merchant marine, he 
was again recommending to Congress 
the immediate reduction of present un- 
warranted tax benefits for the shipping 
industry “as an initial step toward the 
elimination of this hidden form of sub- 
sidy.” 

“Whenever the Congress finds that 
public policy requires government as- 
sistance in any field,” the President con- 
tinued, “it should provide that assistance 
directly through appropriations and not 
indirectly through preferential tax meas- 
ures. Such tax provisions generally fail 
to distribute the assistance where it is 
most needed and where it will produce 
the best results. Moreover, they provide 
concealed benefits which are exempt 
from the annual scrutiny the Congress 
normally gives appropriations. Because 
they are concealed, these benefits are 
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difficult to reduce or to eliminate when 
the need for them no longer exists. 


“For more than a quarter of a cen- 
tury, the government has operated the 
Inland Waterways Corporation, primar- 
ily to promote the development of com- 
mon carrier barge service on the Mis- 
sissippi and Warrior Rivers and their 
tributaries. In establishing the corpora- 
tion, the Congress intended that it be 
sold to private operators after it had 
demonstrated the economic feasibility of 
full-scale common carrier operations. 
That possibility has never been demon- 
strated with sufficient certainty to en- 
courage any substantial offer for these 
properties. The equipment has deterio- 
rated seriously and will require rehabili- 
tation of the government is to continue 
these services. I recommend that the 
Congress consider promptly whether to 
relax the statutory conditions which now 
limit sale of the corporation or whether 
to appropriate sufficient funds to permit 
the line to be rehabilitated.” 


Coast Guard Expenditures Up 

Because of responsibilities placed on 
the Coast Guard in the present emer- 
gency, including “its new program for 
protecting the nation’s ports against 
sabotage,” expenditures of that agency 
were being increased from $162 million 
for fiscal year 1951 to an estimated $230 
million for 1952 and $239 million for 1953, 
the President said. 

“River and harbor improvements by 
the Corps of Engineers,” he continued, 
“will be held to a low level in 1953, in 
keeping with the over-all policy of re- 
stricting public works activity during the 
present emergency. Only one new navi- 
gation project is being recommended, and 
construction of existing projects will be 
curtailed. River and harbor navigation 
expenditures will decline from an esti- 
mated $118 million in the fiscal year 1952 
to $100 million in 1953.” 


The “one new navigation project” men- 
tioned by the President was identified, 
in the budget itself, as “lock No. 19” in 
the Mississippi River, at Keokuk, Ia. The 
new lock proposed to be built at that 
point, at an estimated cost of $2,500,000 
in 1953, was required “to replace an 
existing obsolete structure in imminent 
danger of collapse,” according to the 
budget. 


Among the multiple-purpose projects 
not included by the President in his esti- 
mate of $100 million for “navigation 
projects” for 1953, though listed under 
the heading of “rivers and harbors” work 
of the Army Corps of Engineers for 1953, 
were the McNary lock and dam, calling 
for an appropriation of $66 million; The 
Dalles lock and dam, involving an esti- 
mate of $37.5 million for 1953, and Chief 
Joseph dam, in the Columbia River, for 
which an appropriation of $25.3 million 
for 1953 is asked. 


Promotion of Aviation 


The President averred that federal 
Promotion of civil aviation had con- 
tributed to “the spectacular growth” of 
alr transportation since the end of World 
War II. He said that aircraft capacity 
operated by scheduled and nonscheduled 
airlines in the last six years had ex- 
panded tenfold. He then described 
“rN some major activities of the 


“The present emergency, which has 
Substantially increased air traffic, has 
Correspondingly increased the normal 
workload for aviation programs,” he con- 
tinued. “It has also required the in- 
auguration of new activities such as the 


identification and control of air traffic 
for purposes of air defense. Despite 
these increased responsibilities, expendi- 
tures for the fiscal year 1953 will be held 
below the level of 1952. This results 
largely from the limitation of airport 
grants and airway modernization to 
those projects which are most essential 
in this emergency period.” 


In discussion of government subsidies 
to airlines, the President said that those 
subsidies were now merged with compen- 
sation for carrying mail but that they 
should be provided separately, “so that 
the Congress and the public may have 
a full opportunity to evaluate them.” He 
noted that the C.A.B. had recently com- 
pleted a study estimating the amount 
of subsidy contained in air mail pay- 
ments to the domestic airlines and was 
now making a similar study with re- 
spect to international airlines. 


Air Subsidy Separation 


“Although these studies represent a 
significant step in the right direction,” 
he said, “the full benefits of subsidy 
separation will be obtained only when 
the board is able to make direct subsidy 
payments from funds appropriated for 
that specific purpose. I therefore recom- 
mend again that airline subsidies be 
completely separated from payments for 
carrying the mail. Any such separation 
should apply uniform standards to al] 
carriers, international as well as domes- 
tic. 

“For the fiscal year 1951, the Civil 
Aeronautics Board has estimated that 
the subsidies to domestic airlines alone 
amounted to nearly $35 million, or 56 
per cent of the total mail payments re- 
ceived by those lines. In view of the 
increased profitability of airline opera- 
tions, the board is taking immediate 
steps to reduce or eliminate subsidies 
wherever possible. The airline industry 
as a whole has now reached a stage of 
development where it needs less govern- 
ment support than in former years, and 
this subsidy should be curtailed .. . 


At this point in his message the Presi- 
dent made his proposal for airway user 
charges “as an important further step 
in the direction of financial independ- 
ence” of the air carriers. 


Highway Program 


Partly as a result of the steel shortage, 
said the President, the federal-aid high- 
way construction program would remain 
below the authorized annual level of 
$500 million, “with expenditures esti- 
mated at $412 million in the fiscal year 
1952 and $400 million in 1953.” He added 
that in that program special emphasis 
was being placed on the Interstate 
Highway System. He called for exten- 
sion of federal-aid highway legislation 
for an additional two-year period. He 
said that “a new authorization of $400 
million annually—$100 million below the 
present authorization—should enable the 
—- to discharge this responsibil- 
i = 

In his budget presentation concerning 
the postal service, the President said, 
in part: 

“T am seriously concerned about the 
excessive levels to which the postal 
deficit has risen in post-war years. For 
the fiscal year 1946 through 1952, the 
cumulative postal deficit will exceed $3 
billion. This huge loss reflects the fail- 
ure of postal rates to keep pace with 
the substantial post-war increases in 
salaries, transportation charges, and 
other operation costs. Postal rates were 
raised during the first session of the 
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present Congress . . . However, these 
increases . . . were more than offset by 
salary increases concurrently enacted. 
They have since been made even more 
inadequate by railroad rate increases 
recently authorized by the Interstate 
Commerce Commission. 


“The Postmaster General .. . is tak- 
ing . . . steps to improve the efficiency 
of the postal service . .. To further im- 
prove efficiency, I again recommend early 
enactment, with certain amendments, of 
the Post Office Department reorganiza- 
tion bill... 

“On the basis of postal rates now en- 
acted, the postal deficit for the fiscal 
year 1953 would be nearly $670 million. 
With the exception of first-class mail, 
all postal services will be operated at a 
loss in 1953. According to preliminary 
estimates of the Post Office Department, 
the loss on second-class mail alone will 
amount to roughly $250 million. The 
newspapers and magazines which use 
this class of mail now benefit from rates 
which cover only a small fraction of 
cost, thus receiving a large and unjusti- 
fied subsidy. Another major subsidy 
goes to those who distributed advertising 
circulars and other material through 
third-class mail, on which the loss in 
1953 is estimated at about $150 million. 
Parcel post and foreign mail will sustain 
losses estimated at approximately $125 
million and $75 million, respectively. 

“In the interest of sound fiscal and 
postal policy, the heavy losses experi- 
enced on these various classes of mail 
should be immediately reduced and even- 
tually eliminated. The postal deficit as 
a whole should be reduced to a level 
representing the cost of government mail, 
other services to federal agencies, and 
similar items which are properly charge- 
able to general tax revenues. To achieve 
this objective, additional revenue of 
about $500 million annually must be 
raised through increased postal rates. 
I recommend that a major part of the 
increase be authorized during the present 
session of the Congress and that the 
balance be provided one year later so as 
to permit a reasonable transition to the 
new rates. Specifically, I recommend 
immediate rate increases adequate to 
yield $300 million on an annual basis. 
Part of this increase can be effected by 
administrative action of the Postmaster 
General and will not require action by 
the Congress. 

“This budget assumes that the new 
rates will become effective for only part 
of the fiscal year 1953 and that addi- 
tional revenue actually received in that 
year will amount to $225 million. The 
Postmaster General will shortly present 
specific rate proposals designed to carry 
out this recommendation, and I most 
strongly urge prompt and favorable ac- 
tion by the Congress.” 


Propeller Club Essay 


Contest Is Announced 


The Propeller Club of the United 
States, Port of New Orleans, announces 
that its seventeenth annual essay con- 
test for high school students will close 
March 31. Prizes ranging from ocean 
cruises to substantial cash awards will 
be given winning entrants. High school 
students throughout the country are 
eligible. Essay must consist of not more 
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than 1,000 words on the subject, “The 
American Merchant Marine—Indispen- 
sable to Our Freedom.” 

George E. Schneider, traffic manager, 
New Orleans Public Service, Inc., is 
chairman of the contest committee. 

The Propeller Club of the United 


States is a non-profit organization with 
centers in 21 U.S. cities, dedicated to the 
promotion of an American merchant 
marine: Steamship companies support- 
ing the annual. essay contest by making 
ocean cruises available to contestants in- 
clude Lykes Bros. Steamship Co., Stand- 
ard Fruit & Steamship Co., and United 
Fruit Co. In 1951, 24 ocean cruises were 
among the prizes awarded, according to 
Tom Burke, chairman of the club. 


Tariff Research Group Chairman Tells of 
Progress Made Toward Achieving Goal 


Says Plan Is Being Constructed Group Believes Offers a Solution 
To Problem of Uniformity. More Practical Administration of 
Fourth Section Seen as Necessary Unless Law Is Changed. 


“Modern industry and commerce 
are turning more and more to basic 
research for solutions to persistent 
and fundamental problems,” said 
Charles S. Baxter, chairman, Rail- 
roads’ Tariff Research Group, in an 
address before the Traffic Club of 
Baton Rouge, La., at its annual 
dinner, January 15. 


“The railroad industry has already ex- 
posed its practices and problems of op- 
erations, maintenance, and accounting, 
to the probing light of basic research, 
and it is perfectly natural that it should 
turn to research to provide the formulae 
for simpler tariffs. The chief traffic of- 
ficers of the railroads of the United 
States created this Tariff Research 
Group as the instrumentality to chart 
the course toward better freight tariffs.” 


In the early part of his address Mr. 
Baxter gave an interesting historical re- 
view of the development of the freight 
tariff and of the many complications 
accompanying such development. 


“Dissatisfaction with our freight tar- 
iffs reached a climax in 1950,” said he. 
“Shippers, railroad local freight agents, 
railroad accounting officers, and others, 
———— tones were demanding re- 

e - 


In his later discussion of research and 
the objectives of the tariff research pro- 
gram, Mr. Baxter said: 

“All too often the term research sug- 
gests a project undertaken by a team of 
professors each with a long string of 
academic degrees. Certainly in some 
lines of endeavor, like science and en- 
gineering, research teams must have that 
kind of composition. 

“But the more common applications of 
research techniques are not nearly so 
demanding and awe-inspiring. As ap- 
plied to freight tariffs, research entails 
a detached, objective analysis of the 
background and development of every 
element of the tariff structure and a dis- 
passionate appraisal of the performance 
of each such element. In the process 
trouble spots and mal-functioning of the 
parts will be isolated and remedies will 
be proposed. 


Working in ‘Gold-Fish Bowl’ 
“There is one unique difference in our 
technique. Research is usually carried 
on quietly. It’s the candid camera idea. 


The subject doesn’t know his picture is 
being taken. We are making a lot of 
noise and doing our work in a ‘gold-fish 
bowl.’ We have asked the tariff-using 
public to tell us what serves them best 
in the way of freight tariffs. We have 
let the public see and react to our outline 
for research. This partnership with the 
tariff-using public will be a hall-mark 
in every move we make. 


“Now for a discussion of some of the 
more basic problems of tariff complexity 
and how they developed and grew into 
problems. 


“We will put uniformity at the head 
of the list. It has been a cherished goal 
since 1887 and a lot has already been 
accomplished. Tariffs are uniform in 
size and over-all appearance, and differ- 
ences in format, style and general ar- 
rangement are relatively slight. Much 
uniformity in the phraseology of textual 
provisions has also been achieved. 


“But tariff users have shown us that 
uniformity has not been carried far 
enough. Identical rules in tariffs issued 
by the same source often carry differing 
titles above them. The text differs 
amongst provisions having a common in- 
tent. There are differences in the ar- 
rangement, location and numbering of 
provisions having a common effect. Wide 
variations exist in the methods of stating 
rates and routing instructions. 


“Critics claim that these differences 
cause an extravagant waste of the tariff 
user’s time. He is compelled to read too 
much before he can vouch for the accu- 
racy of his conclusion. They admit that 
the tariffs applying in the home locality 
of the rate man give little trouble be- 
cause he uses them often and soon 
becomes familiar. with their virtues, 
shortcomings and idiosyncrasies. It’s 
always the tariffs in the other territories 
which are insufferable and intolerably 
complex. 

“There could be no more eloquent 
argument for absolute uniformity under 
which a rate man will be as much at 
home and can operate with equal effi- 
ciency in one tariff as another. 


“Pride of authorship has been one 
force delaying absolute uniformity. One 
publishing officer is shown the handi- 
work of another. He agrees that his 
opposite number has done a creditable 
job, but dismisses any suggestion of get- 
ting on the band-wagon with the com- 
ment that his rule accomplishes the 
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same purpose, though the language may 
differ, and besides the users in his terri- 
tory have apparently found his way of 
doing it acceptable. 


Solution Promised 


“Probably the factor which has weigh- 
ed more heavily against the attainment 
of absolute uniformity is the absence 
of any formal system under which it 
could be worked out and any coopera- 
tive arrangement under which it could 
be preserved. We are constructing a 
plan which we believe offers a solution 
to this problem. It hasn’t been perfected 
yet, but we expect to put it on exhibi- 
tion this spring. 


“We are thoroughly sold on the need 
for this kind of uniformity and firmly 
believe it can be achieved. 

“Ambiguity in rules, regulations, com- 
modity descriptions and other types of 
tariff matter consisting chiefly of words 
and phrases is an ancient and familiar 
whipping boy. Laymen laugh indul- 
gently at us tariff folk for our quaint 
ways—they politely put it—of fouling up 
simple statements. The roots of ambi- 
guity go deep and travel in diverse direc- 
tions. 


“When federal regulation started in 
1887 the freight tariff immediately ac- 
quired stature as a legal instrument and 
it is quite possible that the business-man 
who had been making the tariffs abdi- 
cated in favor of the lawyers. With all 
due respect to the legal profession, it has 
its own unique way of putting the Eng- 
lish language to work. After they had set 
the pattern the tariff compiler, without 
benefit of legal degree, took over, and 
our tariffs today reflect his version of 
legalese. No wonder many of our tariff 
provisions confound both the lawyer and 
the business-man. 


“A new language, or at least a new use 
of the same language, was born. Words 
and phrases acquired two meanings—one 
an ordinary meaning, the other a trans- 
portation meaning. People in our line of 
business began asking ‘What is it in a 
transportation sense’? 

“In the early days of rate regulation 
the Commission rejected the double 
meaning principle. It said that words 
were to be given their ordinary mean- 
ing, and that there as no such thing as 
a separate dictionary for use in trans- 
portation circles. 
1883 entitled ‘Hurlburt v. Lake Shore and 
Michigan Southern Railway’ found in the 
Commission’s printed reports at page 
122, in Volume 2, a dispute had arisen as 
to the meaning of the terms ‘hub blocks’ 
and ‘hub blocks in the rough.’ The rail- 
road defendants put on as a witness a 
member of the Official Classification 
Committee, who attempted to testify as 
to the meaning of the terms from a 
transportation standpoint. 
mony was not admitted. The Commis- 
sion said that it was not the meaning 
as understood in transportation circles 
that should govern, but the meaning 
used and acted upon in the business in 
which the blocks are dealt in and used. 


“Maybe we would have clearer tariffs 


etoday if the Commission had held fast 


to this position. It didn’t, however, later 
surrendering to the arguments. that 
transportation was a unique science and 
that ordinary usage of the English 
language was inadequate for its many 
peculiarities. 


“Then we have had refinements and 
super-refinements in our rate struc- 
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ture—some probably necessary, some not. 

“There arose in this country a body 
of rate experts who demonstrated the 
powers of a clairvoyant in reading the 
terms of tariffs. Frequently they would 
find ways to impart meanings to tariff 
provisions which the maker of the tariff 
never intended, and each time there was 
set in motion an action to restate the 
provision to tighten it down. Often 
this attempt opened the door to another 
clairvoyant, and by the time a given 
rule went through this process several 
times it lost all meaning whatever and 
became a frightening jungle of words. 

“Refinements have been made for 
other purposes. Technological advances 
produced new and different uses for the 
same substance. The impossible job 
of writing lucid commodity descriptions 
arrived when the same substance started 
moving in two entirely different channels 
of trade under different marketing con- 
siderations. Our efforts to split hairs 
and surround these different descrip- 
tions with enforceable safeguards fur- 
ther complicated a situation already vir- 
tually out of hand. 


Routing Instructions 


“We have another problem in making 
our rates subject to reasonable routing 
instructions. Our tariffs today are filled 
with a mass of these. Up to a certain 
point routing is necessary in order that 
traffic may move promptly, economically, 
and with adequate remuneration to the 
carriers handling it. This could be ac- 
complished on a much more modest scale 
than we find in our tariffs. Most of that 
you find in tariffs is there in obedience 
to a decision of the Commission based on 
its notion of the requirements of the 
fourth section. 


“If the fourth section is not repealed 
or modified by Congress we must pursue 
a more practical administration of it 
by the Interstate Commerce Commis- 
sion. 


“Another major problem in our tariff 
structure is the vast number of rate 
alterations which a tariff man must pur- 
sue before he comes up with a figure 
— might possibly be the correct 
rate. 

“Commodity rates alternate with the 
class rates because the Commission has 
held many times that a commodity rate 
higher than the concurrent class rate is 
Prima facie unreasonable. 


“All-commodity” rates have been es- 
tablished in some instances as a meas- 
ure to meet the competition of other 
forms of transportation, and these usu- 
ally alternate with other kinds of rates. 
Sub-normal commodity rates have been 
established for competitive reasons and 
Provisions are made for their altera- 
tion with other kinds of rates. The 
usual product is the multiple section 
type of tariff. 


Application of Combination Rate 


“By far the most troublesome and 
costly member of the family of alterna- 
tions, from the standpoint of the tariff 
user and his employer, is that one which 
sets up the priority in application of 
& combination rate which figures less 
than through rates otherwise published. 
These so-called aggregate rules throw 
the door wide open to limitless pos- 
sibilities, and put the tariff user in the 
Position where he can never be certain 
of the accuracy of the rate he finally 
checks. 

“Aggregate rules were never a problem 
of consequence before the era of truck 


competition and the establishment by 
the railroads of subnormal rates to meet 
that competition. The effect of aggre- 
gate rules is to extend the area affected 
by the competitive influence to points 
not so affected—a doctrine of rate mak- 
ing which condemns itself for its utter 
lack of logic. Here again we must reckon 
with the administrative principles em- 
braced by the Commission in its actions 
under the Fourth Section, and relief 
from this heavy burden of tariff com- 
plexity can come only from a Congres- 
sional action, or from a new concept of 
its duty under the statute which we 
have hoped the Commission will ulti- 
mately embrace. 


“Certainly, if we are to secure genuine 
improvement in our freight tariffs we 
must have the sympathy, the under- 
standing, the statesmanship, and the ac- 
tive cooperation of all groups and indivi- 
duals concerned. The railroads and the 
shippers are united in this effort. Each 
has demonstrated a willingness to give 
and take in finding solutions. The regu- 
latory commissions—federal and state— 
must recast some of their administra- 
tive precepts to put them in tune with 
the realisms of 1952. Our Research 
Group has undertaken this task in an 
environment which augurs well for its 
success. The Commission, the shippers 
and the railroads, have all declared 
their determination to cooperate unsel- 
fishly in a spirit of true statesmanship 
until the job is finished. In these happy 
circumstances we will not concede the 
possibility of failure.” 





T-M-K Shippers Board 
Reaffirms Request 


For Steel for Box Cars 


The joint meeting of the executive 
and railroad contact committees of 
the Trans-Missouri-Kansas Shippers 
Board, held recently in the DeSoto 
Hotel in St. Louis with 99 members in 
attendance, reaffirmed the board’s 
request to federal officials that suffi- 
cient steel for the building of 10,000 
new freight cars monthly, together 
with steel sufficient to maintain ade- 
quate repair programs on the rail- 
roads, be allocated. 


Following a report on the annual meet- 
ing of the National Association of Ship- 
pers Advisory Boards, presented by 
Stephen Hirschmug]l, vice-chairman, and 
traffic manager, Cupples Co., St. Louis, 
the meeting approved those resolutions 
adopted by the national association. 


A resolution directing board members 
to develop information on slow rail op- 
erations and submit it to the general 
chairman, G. W. Thompson, general 
traffic manager, Missouri Portland Ce- 
ment Co., St. Louis, was adopted. Mr. 
Thompson will progress such cases 
through the interested railroads, the car 
efficiency committee, and the district 
manager of the car service division, As- 
sociation of American Railroads. The 
executive committee recommended that 
a@ survey be made of the commodities 
listed in the board’s quarterly forecasts, 
to determine the proportion of total dis- 
trict loadings be reported, and to ascer- 
tain if the supplemental list should be 
enlarged. Reports of slow movements of 
railroad freight through the St. Louis 
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and Kansas City terminals were dis- 

cussed, and the railroads were urged to 

= @ program to improve the situa- 
on. 


O. W. Limestall, general superintend- 
ent of transportation, Rock Island Rail- 
road, Chicago, reporting for the railroad 
contact committee, pledged that rail- 
roads would continue their efforts to im- 
prove movements through terminals. 


R. E. Clark, manager, closed car sec- 
tion, car service division, A.A.R., Wash- 
ington, D.C. reporting on the national 
transportation situation, said that antic- 
ipated increases in total carloadings 
during the current year would continue 
to tax the capacities of the railroads and 
would probably result in some “spot 
shortages.” Open top equipment was in 
particularly critical supply at present, 
he reported. 


The applications of 15 new members 
were approved. The board will hold its 
spring meeting March 20 in the Robi- 
doux Hotel, St. Joseph, Mo. 





Atlantic States Shippers 
Reelect Weller President 


At 28th Annual Meeting 


Walter W. Weller, eastern traffic 
manager of the Weyerhaeuser Sales 
Co., Newark, N. J., was reelected 
president of the Atlantic States 
Shippers Advisory Board at its 
twenty-eighth annual meeting Janu- 
ary 17 in the Benjamin Franklin 
hotel, Philadelphia, Pa. 


Other officers reelected were: R. E. 
Covey, traffic manager, Sylvania Divi- 
sion, American Viscose Corporation, 
Fredericksburg, Va2., 
as first vice-presi- 
dent; Charles E. 
Roeder, general 
traffiCc manager, 
American Home 
Foods, Inc., New 
York, N.Y., as sec- 
ond vice-president; 
and Charles S. 
Decker, general 
traffic manager, 
The Borden Co., 
New York, N.Y., as 
general secretary. 

The following 
were elected members-at-large of the 
executive committee: C. J. Blaker, traf- 
fic manager, Hazard Insulated Wire 
Works, division of Okonite Co., Wilkes- 
Barre, Pa.; H. L. Copp, traffic manager, 
The Firth Carpet Co., Auburn, N.Y.; 
W. A. Davis, assistant to traffic man- 
ager, Cities Service Oil Co., New York, 
N. Y.; H. M. Frazer, general traffic 
manager, F. W. Woolworth Co., New 
York, N.Y.; C. A. Hunt, traffic man- 
ager, Trenton Chamber of Commerce, 
Trenton, N.J.; F. G. Ibach, general 
traffic manager, E. J. Lavino & Co., 
Philadelphia, Pa.; E. F. Lacey, execu- 
tive secretary, National Industrial Traf- 
fic League, Washington, D.C.; F. L. 
McDonough, manager, transportation 
bureau, Chamber of Commerce, Rich- 
mond, Va.; D. J. MacMillan, general 
traffic manager, P. Lorillard Co., Inc., 
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New York, N.Y.; W. H. Musselman, 
assistant secretary and treasurer, Bethle- 
hem Fabricators, Inc., Bethlehem, Pa.; 
H. E. Pike, traffic manager, Lily-Tulip 
Cup Corporation, New York, N.Y., and 
L. A. Schur, general traffic manager, 
Stromberg-Carlson Co., Rochester, N.Y. 

The board instructed President Weller 
to appoint a committee to be headed by 
him to call on Charles E. Wilson, di- 
rector of the Office of Defense Mobiliza- 
tion, to inform Mr. Wilson of the “creat 
need for increased manufacture of 
freight cars.” 

The challenge of sound public rela- 
tions for the railroad industry was 
public understanding and support “if 
the railroads are to survive as a servant 
of the people or go down the slick 
road of socialism that is greased with 
the promises of politicians,” Ralph C. 
Champlin, vice-president in charge of 
public relations for the Pennsylvania 
Railroad, told members of the board 
at the luncheon sponsored by the Traf- 
fic Club of Philadelphia. 

“The railroads need public understand- 
ing and we need it soon,” said he. With- 
out public support there is little reason 
to be optimistic about our hopes to 
change the present trends in time to 
avoid public . . . instead of private . os 
management for most if not all rail- 
roads. Today the railroads face the 
brutal fact that they have got to win 
their argument for the freedom of pri- 
vate management to operate at a profit, 
or nothing else they do will matter.” 

“We are going to convince people that 
private capital offers the best deal for 
everyone or we are going to lose our 
chance to argue,” said Mr. Champlin. 

Pointing to the economic competition 
ahead, Mr. Champlin said that the 
basic efficiency of the railroads “must 
be sharpened to a fighting edge in the 
battle for revenue for long-haul freight 
and passenger patronage.” 

“The typical citizen must be convinced 
that privately-managed railroads serve 
him well, and better than any type of 
authority control could ever serve him, 
and the typical citizen rides the day 
coach, the bus and his private auto- 
mobile,” said he, adding that “we must 
pay a lot of attention to the people who 
ride the day coaches for how they get 
treated and what they think is vital 
to our existence.” ; 

The speaker was introduced by Presi- 
dent Weller. 


Shipping Complaints 


In the report of the committee on car- 
load transportation service, R. A. Cooke, 
chairman, comments of shippers on rail- 
road service were discussed, the chair- 
man asserting that the “leading cause of- 
trouble is the poor condition of cars re- 
ceived for loading.” The second, he con- 
tinued, was poor railroad service and the 
third, inadequate car supply. Continuing, 
Chairman Cooke said: 

“The chief cause of complaints is 
one with a dual responsibility. It has 
often been said that while shippers are 
under no legal compulsion to clean 
cars, nevertheless they have a moral 
duty to cooperate with the railroads in 
furnishing clean cars for loading pur- 
poses. This responsibility does not de- 
volve upon the shipper alone but upon 
the receiver as well. Both shippers and 





receivers should make every reasonable 
effort to cooperate with the carriers on 
the matter of cleaning cars. However, 
lack of shipper accountability should not 
lessen the responsibility of the carrier 
to do everything within its power to see 
that clean cars are furnished for load- 
ing. 

“The complaint concerning poor rail- 
road service is one that rests entirely 
on the hands of the carriers. Other 
things being equal, the carrier offering 
the best service will finally receive the 
lion’s share of any shipper’s business. 

“Car supply is the third most im- 
portant complaint and is one that is 
receiving the untiring attention of the 
car service division of the Association 
of American Railroads. Faced with an 
unbalanced car supply due to heavy 
shipper requirements, shortage of cars, 
inadequate car production principally 
because of the lack of steel and the high 
retirement rate of worn-out equipment, 
the Association of American Railroads 
and the car service division in particular 
have done a job that warrants com- 
mendation from every right-thinking 
person. 

“This effort on the part of the car 
service division could not and would 
not do what has been done unless the 
shipping public had not so loyally co- 
operated in loading cars heavier and 
sparing no expense to promptly unload 
cars when received, literally making one 
car do the work of two. 

“It is a healthy sign to find more 









using the board as sounding device for 
complaints. You perhaps recall the an- 
nouncement at the April 6 and 7, 1949, 
meeting at Baltimore advising that only 
one complaint as to poor service was 
received. 


“While complaints in other service 
categories such as bad order equipment 
for route, inadequate tracing informa- 
tion and poor freight station service are 
in the minority, yet they none the less 
merit the undivided attention of the 
railroads in the board territory. Good 
tracing is a primary requisite of good 
transportation service. Of all the com- 
plaints, it would appear to be one of 
the easier to correct. Complaints about 
freight station service are important 
because they represent the ‘grass roots’ 
part of railroad operation. First impres- 
Sions are lasting and operating officials 
should take every reasonable step to see 
that their employees in daily contact 
with the shipping public render the best 
possible station service. 


“In conclusion, we wish to assure 
Board members that the carload trans- 
portation committee is at your service. 
Let it be understood however, that your 
committee was not created to receive 
and render individual service on com- 
plaints. Its function is to see that com- 
plaints are directed to the proper chan- 
nels and handled to a conclusion by 
the operating officials represented in 
order to give lasting satisfaction to the 
complainant.” 





Ford K. Edwards Discusses Factors 


Entering Into Making of Freight Rates 


Former I.C.C. Bureau Head, Now Coal Association Economist, Tells 


Practitioners of Washington, D.C., Chapter There Seems to Be No 
‘Authoritative’ Basis for Computing ‘Meaningful Rate of Return.’ 


Methods of determining the ade- 
quacy of freight rate levels and 
transportation revenues had been im- 
proved in recent years, but there still 
appeared to be no “authoritative” 
basis for computing “a meaningful 
rate of return” for the carriers, Dr. 
Ford K. Edwards told the District of 
Columbia chapter of the Association 
of I.C.C. Practitioners at its January 
meeting in Washington. 


Dr. Edwards, former director of the 
Commission’s Bureau of Accounts and 
Cost Finding, now director of the Bureau 
of Coal ‘Economics of the National Coal 
Association, discussed factors entering 
into the making of freight rates, in a 
paper entitled, “Motivations in Trans- 
portation Pricing.” He gave his presen- 
tation a number of humorous touches 
and prefaced his treatment of some 
technical and complex cost-finding prob- 
lems with an informal discussion of his 
own experience and acquisition of knowl- 
edge about rate-making principles, 
partly through criticism of his work by 
the I.C.C. practitioners. 

By a “meaningful” rate of return, he 
said, he meant “a rate of return on a 
figure the contents of which are above 
suspicion.” He had introduced his dis- 


cussion of the “rate of return” questions 
in his paper by saying that “one vexing 
problem is that of establishing a mean- 
ingful rate base against which the rate 
of return can be computed.” 


Several Bases for Rates 


“Actually,” he continued, “there are 
several bases each of which serves to 
bring attention to separate aspects of the 
problem. This includes present-day 
reproduction or replacement costs, prop- 
erty costs scaled down to reflect perma- 
nent impairment in earning capacity 
from the collapse of markets, net worth, 
capital stock, total securities outstand- 
ing, and total securities in the hands of 
the public. 


“Most of the above bases are used to 
show earnings or yields in major revenue 
proceedings. There still remains, how- 
ever, the basis which is usually consid- 
ered of major significance in showing 
rates of return. I refer to the cost of 
the property to the company, or money 
invested. This figure is no doubt the 
cornerstone of the overwhelming propor- 
tion of rate of return analyses that ap- 
pear in public utility cases today. 

“The Bureau of Valuation of the Com- 
mission has in the past released state- 
ments which have listed the so-called 
elements of value: Cost of reproduction 
except land and rights, original cost ex- 


TRAFFIC WORLD 








tions 
xing 
lean- 

rate 


. are 
2s to 
f the 
b-day 
orop- 
rma- 
acity 
orth, 
‘and- 
ds of 


ed to 
venue 
how- 
nsid- 
wing 
st of 
loney 
> the 
opor- 
t ap- 


Com- 
state- 
ralled 
iction 
t ex- 


January 26, 1952 


cept land and rights, present value of 
land and rights, and working capital in- 
cluding material and supplies. 

“The Bureau of Transport Economics 
and Statistics in turn has issued state- 
ments combining the last three items and 
deducting recorded depreciation and 
amortization, the product of the compu- 
tation being referred to as ‘Value of 
Property Used in Common Carrier Serv- 
ice. Needless to say, shippers quickly 
turned to these figures as being the only 
ones available anywhere which had some 
semblance of authorization behind them 
even though the statement carried the 
usual qualification that it had not been 
considered or adopted by the Corfimis- 
sion. The Commission has referred to 
these figures in its reports in computing 
rates of return. 


Shipper Now ‘On His Own’ 


“IT am now informed that the earlier 
statements of the Bureau of Transport 
Economics and Statistics showing these 
semi-authoritative figures will not be re- 
issued, although data on book deprecia- 
tion and amortization will still be made 
available. This means, I gather, that 
each shipper desiring to show the rate 
of return on the property elements must 
hereafter assemble his own figures and 
take the responsibility for them. 

“Turning to the carriers’ own book 
figures, the Commission in the past has 
severely criticized them as not being 
representative of the property devoted to 
serving the public (Five Per Cent Case, 
32 I.C.C. 328 (1914), 35 I.C.C. 269 (1915)). 
Of course, since uniform accounting was 
adopted by the Commission back in 1907, 
the additions and betterments have been 
recorded on the books at cost. However, 
from available analyses I would esti- 
mate that 30 to 40 per cent of the present 
rail book cost figures carry directly back 
to the prior periods. 

“As to the merit of these figures, the 
Commission in its twenty-second annual 
report to Congress (1908), p. 85, said: 

“Tt is sufficient to refer to the well- 
known fact that no court, or commission, 
or accountant or financial writer would 
for a moment consider that the present 
balance-sheet statement purporting to 
give the ‘cost of the property’ suggests, 
even in a remote degree, a reliable meas- 
ure either of money invested or of present 
value. ... 

“The attitude of the Commission at 
that time is further revealed by its added 
statement in the same report that one 
and only one cure seemed possible for 
such a situation, and that was for the 
government to make an authoritative 
valuation of railway property and to pro- 
vide that the amounts so determined 
should be entered upon the carriers’ 
books as the accepted measure of the 
capital assets.” 

After expressing, at this point in his 
paper, his opinion as to lack of an au- 
thoritative base for computing a mean- 
ingful rate of return, Dr. Edwards said: 

“Even the ‘elements of value’ figure of 
the Bureau of Transport Economics and 
Statistics departed in several important 
respects from the cost concept, the most 
important of which is the fact that many 
of today’s roads bought their properties 
from bankrupt predecessors at well below 
100 cents on the dollar, and it is the in- 
vestment of the present firm and not its 
ancestors that one is interested in as 
the rate base.” 


In the first part of his discourse, con- 


cerning the “rationalizing” of freight 
rates, Dr. Edwards said that “to get the 


‘workable feel’ of rates and all that lies 
behind them could be something like 
understanding great literature—a long 
but satisfying task.” 

“While today it is recognized that 
freight rates fit nicely into general eco- 
nomic theory, the complications of con- 
stant costs, joint costs, increasing re- 
turns and differentiation notwithstand- 
ing,” he said, “nevertheless, it still seems 
to take an unconscionable amount of 
study and time before one begins to get 
the drift of the business. 


Market Influence on Rates 


“For my own part, when I first started 
teaching transportation principles, I 
simply told my students that some dozen 
factors, such as value of the commodity, 
value of service, risk, competition, costs, 
bulk, etc., entered into rate making, and 
then hurried on to something else before 
too many questions were asked. But, 
after some years I began to sense more 
clearly the manner in which the market 
really carried the ball. I reached that 
state of sophistication where I boiled the 
factors down to two—costs and value of 
service, or if you like, the factors of 
supply and the factors of demand. A 
shadowy third, public policy, hovered in 
the background as a stabilizing or re- 
straining influence. 

“But deep down in my own mind I 
knew that I had as yet no complete 
rationalization as to just where one drew 
the line between costs and value of serv- 
ice, and, without the answer, much of 
what I said was like building a bridge 
and leaving out the central span. 


“Looking back, I can see that what I 
needed in my teaching days was to knock 
up against reality and a few hard 
knocks; and it is here that I owe a debt 
of thanks to the members of the Prac- 
titioners’ Association. The hours I have 
spent trying to give rational answers to 
criticisms of the members of this group 
over the last 10 or 15 years, if added 
up, would account for a bigger portion 
of my existence than I care to admit. 


“I don’t think I was ever more startled 
than when Charlie Clark of the South- 
ern Railway, in the Class Rate Investi- 
gation back in 1942, charged that some 
of our ratios could be used in a manner 
to show that watermelons and peaches 
were more profitable than coal, when, as 
he implied, everyone in his right mind 
knew the opposite to be true. On that 
day I knew we had-‘to start all over 
again and figure out ways and means 
to simultaneously reflect, not only the 
level of the rate, but also the volume of 
the movement, on the carriers’ ‘net.’ It 
was a good six years later. 1948, before 
the first of these so-called ‘contribution’ 
studies of the Commission saw the light 
Of Gay ... 


‘Elementary Premise’ 


“What I would like to do here today 
is to throw away all the formulas and 
terminology that I have ever used in 
talking about costs, freight rates and 
transportation pricing. In its place I 
will try, in a few simple steps, to tie the 
logic and theory of rate making to the 
most elementary of all premises, namely 
that ‘people, by and large, tend to avoid 
throwing their money away.’ This 
proposition may sound to you as being 
too simple, or even silly, yet thoughtful 
economists have pointed out that if this 
were not true most economic theory as 
we know it today would have to be re- 
written. The only thing that I might 
add here for clarification is to make 
clear that it is the individual’s ‘own 
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money’ that he is not supposed to throw 
away. When it comes to some other 
party’s money, that is something else 
again...” 


Economists, Dr. Edwards said, would 
say that the average housewife—the 
“little woman”—who went on a bargain- 
hunting expedition was “maximizing her 
satisfactions.” That term, as well as 
“stretching father’s pay” and “not 
throwing your money away” were all one 
and the same thing, he added. He said 
that “one must not belittle ‘the little 
woman.’” 

“Driven by the urge to ‘stretch her 
dollars’ as she sees it, and unceasingly 
weighing and exploring her alternatives 
in the market place,” he continued, “she 
collectively decides what industry shall 
produce and what it shall not produce. 
By her reactions she sets the level of 
the prices at which the goods must sell, 
the amount of labor and capital that can 
be profitably employed in this industry 
and that, and, indeed, the long-run sal- 
ary and profit levels that can be main- 
tained. 

“No factor of production, be it man- 
agement, labor or capital, can be so 
powerful that she cannot eventually pull 
it down if she has good cause and sets 
her mind to it . . . She cannot be ap- 
proached with a club, but must be wooed 

. Yet, the wooer must beware, for 
she is shrewd and has no scruples what- 
soever of getting something for nothing, 
the wails of the giver notwithstanding. 

“Now let us turn to the production 
side of the economy. Businessmen are 
not supposed to throw their money away 
either, or to overlook the opportunity 
to earn an honest dollar, which amounts 
to the same thing. However, they have 
— name for it—maximizing the 
net.’ 

“Now how does a seller of salted pea- 
nuts go about maximizing his net? How 
does General Motors of the Southern 
Pacific maximize its profits? The answer 
lies in three factors—costs, prices and 
volume—with the heart of the problem 
resting in the seller’s ability to estimate 
the effect of price cn the consumer’s buy- 
ing actions:” 

After stating that a business firm 
maximized its “net” by “equating its 
marginal revenues to its marginal costs,” 
Dr. Edwards said that that meant noth- 
ing more than “applying a succession of 
‘doses’ of working capital, plant, ma- 
chines, or labor to one’s business just so 
long as each dose continues to increase 
aggregate profits.” 


“This dosing procedure,” he added, “‘is 
universal in its application. Coal opera- 
tors dose themselves with new cutting or 
loading machines; banks dose themselves 
with vice-presidents, and railroads. dose 
themselves with diesels and—the coal 
industry hopes—hopper cars.” 


Though a producer of salted peanuts 
needed only to keep his eyes on his net 
income to determine whether added 
doses of sales and costs had made him 
better off or worse off, a large industrial 
corporation or railroad that handled 
hundreds of thousands of individual 
products or services could not do that, 
because all those products or services 
were affecting the “net” simultaneously, 
said Dr. Edwards. 


“Furthermore,” he continued, “sueh a 
firm has a substantial body of constant 
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or fixed costs, which are related to the 
firm’s operations as a whole and cannot 
very well be traced back to any indi- 
vidual product or service. Indeed, most 
industrial firms find that there is nei- 
ther any necessity nor any advantage 
in trying to make the arbitrary appor- 
tionments that would here be required. 

“The answer lies in maximizing, not 
the ‘net’ itself, but rather the contribu- 
tion which each product makes to this 
body of constant costs. It is obvious 
that anything which maximizes the con- 
tribution to the constant costs, other 
things being equal, will automatically 
maximize profits. 


“This whole principle, which has come 
to be labeled by some as the ‘contribu- 
tion’ principle, is now widely applied in 
industry ...It is also used by a num- 
ber of the larger Class I roads with 
research departments or cost staffs. It 
is the basis for the so-called ‘contribu- 
tion’ studies made by the Commission’s 
cost section. Its unique advantage is 
that it brings not only the level of the 
rate into the analysis, but the influence 
of volume... 


“The key question is not merely that 
the revenues from given movements ex- 
ceed the dose of out-of-pocket costs 
which their handling occasions, but that 
there be such an adjustment of the rates 
as to take maximum advantage of the 
volume potential of the traffic, thus 
bringing the contribution to a maximum, 
and serving the best interests of both 
the carrier and the shipper. 

“The practical application of the con- 
tribution principle in the pricing of rail- 
road services has probably been carried 
as far, if not further, than in any other 
industry .. .” 

Dr. Edwards said the National Asso- 
ciation of Cost Accountants had made 
studies showing that the figures of great- 
est importance in measuring the “con- 
tribution” were: (1) the per cent of rev- 
enues or sales dollar (over and above 
out-of-pocket costs) which was carried 
down to constant costs, and (2) the ag- 
gregate dollar amount of such contribu- 
tion. 

He then presented a tabulation show- 
ing the “per cent of revenue dollar” and 
“aggregate contribution” in terms of dol- 
lars made by each of six commodity 
groups to the railroads’ “constant costs 
or burden, including passenger deficits,” 
according to the 1948 contribution studies 
of the I.C.C. cost section. Those com- 
modity groups and figures were as fol- 
lows: 

Bituminous coal, 31 per cent, $323 mil- 
lion; products of agriculture, 28 per 
cent, $293 million; animals and products, 
21 per cent, $60 million; products of 
mines, 26 per cent, $488 million; products 
of forests, 28 per cent, $128 million; 
manufactures and miscellaneous, 47 per 
cent, $1,650 million; total, 37 per cent, 
$2,619 million. 

Dr. Edwards pointed out that, accord- 
ing to that tabulation, the percentage of 
the 1948 revenue dollar on bituminous 
coal that was carried down to constant 
costs or burden (37 per cent) was higher 
than for any other commodity group 
except “manufactures and miscellane- 
ous,” where the percentage was 47, while, 
for all traffic combined, it was 37 per 
cent. 

“This is all the more startling,” he 
added, “when one considers that the car- 





load destination value on coal averaged 
about $8 per ton compared to well over 
$200 on manufactures and miscellaneous 
and over $80 for all traffic combined.... 


“No other single commodity class 
remotely approached bituminous coal in 
the contribution which it gave to the 
constant costs, passenger deficits and net 
income of the railroads in 1948 or, I 
might add, gives them today. . .” 


Regulation and Competition 


Public policy, said Dr. Edwards, had 
backed away from letting the natural 
play of economic forces go all out in the 
field of transportation, but had en- 
deavored at the same time to maintain 
a high degree of competition—‘“a situa- 
tion which seems to generate a good deal 
of debate on the question of rates of 
return.” He suggested that “in the long 
run, and under competitive conditions,” 
the market itself would determine profit 
levels and rewards. 

“Historically,” -he continued, “the 
spokesmen for business seem prone to 
plead for higher rates of return than 
the market will grant on an industry- 
wide basis. Thus, spokesmen for the 
railroads have referred to a 6 per cent 
return, yet only the big coal roads han- 
dling coal and relatively little else but 
coal have consistently maintained this 
return over the last several decades. The 
hard fact of the matter is that over the 
last 75 years the industry-wide level of 
earnings, whether based on yields to 
the investors or return on rail net book 
cost, where available, has hovered around 
the 4 per cent mark.... 

“Perhaps part of the answer rests in 
the fact that we are here talking about. 
industry-wide figures, whereas. there 
have usually been substantial segments 
of the industry the profit levels of which 
have been well above the average for 
all. Thus, while in 1950 the Class I 
roads as a whole earned 4.7 per cent on 
the elements of property value, 5.5 per 
cent on net worth and 9.9 per cent on 
capital stock, 41 per cent of the 55 large 
steam roads and all 76 of the smaller 
Class I roads, or almost two-thirds (64 
per cent) of the Class I plant, averaged 
out with a 6 per cent return on the prop- 
erty, 6.7 per cent on net worth, and 12.7 
per cent on capital stock. 


Shirt-Sleeves-to-Shirt-Sleeves Cycle 

“A second interesting feature is that 
members of an industry are in many 
cases like families on a social register 
that travel a cycle of ‘shirt-sleeves-to- 
shirt-sleeves.’ Take some 50 major Class 
I steam roads—of the top ten in earning 
ratios in 1929 (return on net worth) 
only one was still among the top ten 
in 1950. All the remainder had plum- 
meted downward, four ending up in the 
bottom ten in 1950. Of the top ten in 
1950 there was only one that had not 
had to work itself up from a position 
far down the list in 1929. Reorganiza- 
tions accounted for but a very limited 
part of the reshuffling that went on. 
Furthermore, the rates of return of the 
1950 newcomers were for the most part 
better than those of the corresponding 
top ten in 1929...” 

In discussion of the “burden” that pas- 
senger service deficits imposed on the 
freight net railway operating income of 
@ number of large railroads, Dr. Edwards 
said that a “strange feature” of this 
problem was “the almost universal ac- 
ceptance of a situation which represents 
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a breakdown of the basic concept that 
one should not throw one’s money away.” 


A question that could not be avoided, 
he said, was whether or not the market 
could be made to produce given rates of 
return. 


Authorized and Actual Rate Boosts 


“Thus,” he elucidated, “the authoriza- 
tion for rail freight rate increases be- 
tween 1948 and 1950 ran to some 11.2 
per cent, but the actual rate level as a 
whole rose but 7.5 per cent, and the aver- 
age revenues per ton-mile rose but 6.2 
per cent. In short, the authorizations 
were apparently only about two-thirds 
effective in the period.” 

Dr. Edwards concluded his paper with 
the following: 


“This little sketch on the subject of 
the rate of return may have been but a 
bit of mental exercise on my part, as a 
lot of water has gone over the dam since 
Smythe v. Ames. The concept of fair 
return on fair value had to yield to the 
realities of the market place, section 15A 
of the act has been written in a form 
that is as applicable to the Ford Motor 
Co. as to the Illinois Central, and, finally, 
the Supreme Court has put its blessing 
on it all in the Hope Natural Gas case. 
This, I believe, is as good a place as any 
to drop the subject.” 





Nation Running Out of 
‘Main Roadways,’ Belson 
Tells Traffic Club 


Walter W. Belson, director of pub- 
lic relations, American Trucking As- 
sociations, Inc., said that “this coun- 
try is rolling rapidly toward a major 
transportation crisis,” in an address 
at the forty-third annual banquet 
of the Milwaukee Traffic Club at 
Milwaukee, Wis., January 16. A na- 
tive of Hartford, Wis., and a former 
resident of Milwaukee, Mr. Belson 
was the first truck representative to 
address an annual dinner meeting of 
the club. 


Trucks were a key essential to the na- 
tion’s economy but now were being im- 
peded by inadequate main highways, 
said Mr. Belson. 

“We are literally running out of main 
roadways,” he said, “in terms of the 
number of vehicles using them. Our net- 
work of main highways already was 
crowded in 1940 when this country had 
a total of 32,000,000 motor vehicles. To- 
day, we have 52,000,000 vehicles using 
virtually the same roads, and the entire 
national economy is suffering from hard- 
ening of the traffic arteries.” 

Mr. Belson said that vast tonnage of 
freight and great numbers of passengers 
were transported by water, air and rail 
carriers, but all three were directly 
dependent upon highway transportation. 
If the nation’s trucks were to stop roll- 
ing, he added, the “whole mass produc- 
tion and distribution system of this 
country would collapse.” 

Declaring that “nearly everything 
rides at least part of the way by truck,” 
Mr. Belson said the trucking industry 
last year performed 137 billion ton-miles 
of intercity freight service. 

“This nation,” he said, “cannot afford 
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to underestimate the importance of that 
service, coupled with the service the 
trucking industry performs as a partner 
with the other forms of transportation, 
in our current preparedness economy. 


“America must have adequate high- 
ways to meet defense requirements, as 
well as to maintain production and dis- 
tribution of civilian goods. Continuing 
failure to provide them will prove more 
and more costly, and possibly disastrous.” 


Mr. Belson said American railroads 
today are “giving you the finest and 
most economical rail transportation in 
the world” but highway transportation 
“is the secret of our new economy.” 

“Today, a man can open a factory or 
plant anywhere he chooses so long as he 
is on an alley, a street, or a highway,” he 
said. “At once, by means of truck trans- 
portation, he is on the main line to every 
other point in the land.” 

This was not true 50 years ago, he 
said, when the railroads still had a vir- 
tual monopoly of land transportation. 
Development of the trucking industry 
had brought that monopoly to an end 
and had given the nation’s shippers 
more than a single choice of transpor- 
tation service, he said. This had been 
done, he added, not through stifling of 
competition but through the creation of 
new services to meet new production and 
distribution problems. 

“The startling fact is,’ said Mr. Bel- 
son “that while truck transport has 
grown to the point where it is a major 
factor in transport, rail ton mileage to- 
day is at a level which is the greatest in 
120 vears, excepting only the four war 
years.” 


Traffic Personnel to Be 
Added to Staffs of G.S.A. 
Deputy Regional Directors 


Initiation of a “regional traffic 
management program” has been pro- 
vided for in Federal Supply Service 
Order No. 48 issued by Clifton E. 
Mack, commissoner of Federal Sup- 
ply Service, General Services Admin- 
istration. 


The order sets forth general instruc- 
tions for the operation of the “Traffic 
Management Activity” in the Federal 
Supply Service in regional offices, as 
established by Administrative Order No. 
53, Supplement No. 8. Continuing, the 
order (No. 48) provides: 


“2. Responsibilities. The traffic man- 
agement function to be performed in 
regional offices is set forth in Adminis- 
trative Order No. 53, Supplement No. 8, 
as ‘Devising of methods under which 
transportation services for use of execu- 
tive agencies can be obtained more 
economically and efficiently.’ In per- 
forming this function, the traffic man- 
agement staff shall: 

“a. Maintain close liaison with ship- 
ping and receiving installations of exec- 
utive agencies .within the region to 
assist in identifying and solving trans- 
por ation problems, referring to the Cen- 
tral Office those cases which cannot be 
solved locally; 

“). Advise local shipping representa- 
tives of executive agencies as to the 
proper interpretation and application of 
pol’ cies and methods of traffic manage- 
me:t promulgated by the General Serv- 
Ices Administration, and review their 


shipping practices and procedures to 
assure that such policies and methods 
are being properly interpreted and ap- 
plied, bringing to the attention of proper 
authority any changes in conditions or 
circumstances which may require 
changes in policies or procedures; 


“c. Examine practices and procedures 
at shipping and receiving installations of 
executive agencies for the purpose of 
effecting improvement in their internal 
operations. 


“d. Examine freight tariff files and 
traffic and transportation publications 
maintained by executive agency ship- 
ping installations to determine #€ they 
are kept current, and are limited to the 
minimum consistent with operational 
needs as set» forth in Personal Property 
Management Regulation No. 20. 

“e. Correlate and redistribute direc- 
tives, service orders, and other material 
issued by regulatory bodies, carrier as- 
sociations and others, pertaining to car 
service rules, embargoes, loading restric- 
tions, and other subjects, to shipping 
and receiving installations of executive 
agencies to the extent that, their in- 
terests may be affected thereby; 

“f. Conduct studies of the volume, des- 
tinations and frequency of shipments of 
various types of supplies, materials and 
equipment by executive agencies for the 
purpose of installing pool car and con- 
solidation operations; 

“eg. Review incidents of loss and dam- 
age to property in transit to determine 
causes and develop methods to prevent 
recurrence; 

“h. Establish schedules for equitable 
distribution of traffic by executive agency 
shipping installations; 

“i, Study published transportation 
rates applicable within the region to de- 
termine their reasonableness or unlawful 
application of such rates; 

“j. Investigate the needs of executive 
agency installations for average demur- 
rage agreements, transit privileges, and 
transport accessorial services, and make 
such arrangements with carriers to se- 
cure greater efficiency and reduced cost 
of services; 

“k. Assist purchasing and fiscal offi- 
cers of executive agencies on traffic and 
transportation problems encountered in 
the making and settlement of Govern- 
ment contracts for supplies, materials 
and equipment, and in the settlement of 
carriers’ claims against the Government? 

“], Furnish data and advice to execu- 
tive agencies regarding rates, routing, 
commodity classification, packing re- 
quirements, and other technical matters 
relating to the shipment of Government 
property. 

“3. Activation. The Traffic Manage- 
ment program in the regional offices, es- 
tablished under the Deputy Regional Di- 
rectors, FSS, will be activated as follows: 

“a. It is anticipated that on or about 
February 1, 1952, two members each will 
be added to the staffs of the Deputy 
Regional Directors, FSS, in the New 
York, Chicago, and Atlanta Regions to 
devote full time to the Traffic Manage- 
ment Activity, and that on or about Feb- 
ruary 15, 1952, two such members each 
will be added to the staffs of the Deputy 
Regional Directors in the San Francisco, 
Dallas, and Kansas City Regions. It is 
planned that traffic personnel will be 
authorized for other regions as funds 
therefor become available. 

“b. Each Deputy Regional Director, 
FSS, shall begin immediately to perform 
as much of the duties set forth under 
section 2 above as his present staff will 
permit. His initial action shall be to 
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adapt the principles covered to internal 
GSA regional operations by: 

“(1) Coordinating all FSS purchase, 
stores, and inspection activities affecting 
the preparation, documentation, and 
shipment of property with the appro- 
priate elements of the Traffic Manage- 
ment Activity; and 


“(2) Arranging for collaboration with 
other services and staff offices of the 
region to the extent necessary to accom- 
plish the objectives of the program in- 
ternally. 


“c, As, and to the extent that, regional 
traffic staffs are augmented sufficiently, 
activities shall be expanded to perform 
the duties related to other executive 
agencies as set forth in section 2. In so 
far as practicable such agencies should 
be encouraged to use adaptations of 
methods and procedures found most ad- 
vantageous in the internal operations of 
the regional office.” 





Farm ‘Co-Ops’ Fight for 
Agricultural Exemptions, 
Enforcement of Order 866 


The National Council of Farmer 
Cooperatives, at a session on January 
17 concluding its four-day meeting 
in the Edgewater Beach Hotel, Chi- 
cago, adopted resolutions opposing all 
efforts to repeal the agricultural 
commodities exemption in the motor 
carrier act, and demanding immedi- 
ate and vigorous enforcement of 
service order No. 866, Railroad Op- 
erating Regulations for Freight Car 
Movement. 


The two resolutions were adopted by 
the council after they had been sub- 
mitted by Don E. Edison, executive secre- 
tary of the Farmers Grain Dealers 
Association of Iowa, Des Moines, and 
chairman of the council’s transportation 
committee. The resolutions had been pre- 
viously adopted by the transportation 
committee November 1, at its annual 
meeting in St. Louis, Mo. (T.W., Nov. 10, 
p. 24). 


In the resolution opposing efforts to 
repeal agricultural commodity exemp- 
tions it was asserted that the Commis- 
sion’s decision in MC-C-968, Determina- 
tion of Exempted Agricultural Commodi- 
ties, decided April 13, 1951, narrowed 
such exemptions by “unrealistic classi- 
fication” of certain agricultural com- 
modities as manufactured commodities. 
Various transportation interests had at- 
tempted to get the exemptions limited 
or repealed, according to the resolution. 

The resolution uring enforcement of 
service order No. 866 stated that such 
enforcement was necessary “in order to 
promote more efficient utilization of the 
existing car supply.” 

Mr. Edison reported on the work of 
the transportation committee and re- 
viewed what had transpired at its an- 
nual meeting in November. 

After asserting that the transporta- 
tion bill paid by agriculture through 
the farmer cooperatives was enormous 
and that it represented a significant 
portion of the total income of the many 
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rail and motor carriers, he told the 
delegates that “your financial stake— 
the financial stake of farmer coopera- 
tives throughout the country—in this 
whole problem of transportation facili- 
ties, transportation services and trans- 
portation charges is, we believe, of such 
character and size that the cooperatives 
of the country cannot ignore or afford 
to relinquish to others the responsibility 
for presenting their views and repre- 
senting their interests in transportation 
matters.” 

He reported that a special subcom- 
mittee of the transportation committee 
had been set up and was now studying 
ways to render a more complete, aggres- 
sive and up-to-date service to farmer 
cooperatives, and that it would report 
its findings to the national council 
officers, perhaps before the next meet- 
ing of the council’s delegate body in 
1953. 


Railroad Rate Increases 


Reporting that several members of 
the committee had gone to Washington, 
D.C. to represent farmer cooperatives in 
the new railroad freight rate increase 
proceedings, Mr. Edison said that “we 
are greatly concerned over the pattern 
that seems to be becoming firmly fixed 
in recent years of continued authoriza- 
tions by the Commission of increases 
in freight rates.” 

“Apparently,” he said, “there has been 
no serious recognition of official re- 
sponsibility in any quarter to call a halt 
on the spiraling pattern of increased 
freight rates in which agricultural and 
other users of freight service have been 
caught between the blades of increased 
rail costs and the need for revenue to 
defray them. 

“Suggestions of shippers and shippers’ 
representatives that the Commission re- 
quire a stricter accounting from the rail- 
roads on their operations, that it take 
a closer look at the expenditures and es- 
timates of expenditures, and that it give 
greater consideration to reduction of rail 
revenues notwithstanding repeated in- 
creases in rates, have apparently been 
given little or no recognition so far.” 

Commenting on efforts to repeal or 
narrow the agricultural commodities ex- 
emption in the motor carrier act, Mr. 
Edison said there were three develop- 
ments in the last year which tended to 
reduce flexibility in the distribution of 
agricultural commodities. 


One of those developments, he said, 
was the Commission’s decision in Ex 
Parte No. MC-43, Lease and Inter- 
change of Vehicles by Motor Carriers, 
he said. 


“Discontinuance of the _ trip-leasing 
practice which has been engaged in for 
many years,” said Mr. Edison, “would 
tend to result in restricting the distribu- 
tion of the products of agriculture, in- 
creasing the mileage operated without 
cargo by both Commission-regulated car- 
riers and the transporters of agricultural 
commodities and farm supplies, and 
charging of higher transportation costs 
to the public in order to compensate both 
types of carriers for the increased mile- 
age without cargo.” 


Bricker Report 


Commenting on the so-called Bricker 
report, Mr. Edison said that “it appears 
to favor legislation primarily for the pro- 


tection of the carriers rather than the 
shippers.” 

Dealing with legislation in general, Mr. 
Edison said that “the question which 
arises is whether, in the regulation of 
interstate commerce, Congress and the 
regulatory agencies which it has estab- 
lished have the primary function to pro- 
tect the public interest or to promote or 
protect the interests of ‘special modes of 
transportation.” 


Record Ship Turn-Around 


Reported at Baltimore 


“What is believed to be a new record 
for the Port of Baltimore’ was estab- 
lished when more than 10,000 tons of 
import iron ore were dispatched from 
a vessel, the ship made ready and 
loaded with a full cargo of export coal 
and cleared for sailing in a total elapsed 
time of 57 hours and 20 minutes,” says 
the Export and Import Bureau of the 
Baltimore Association of Commerce. 


“This turn-around time of less than 
58 hours is the shortest elapsed period 
for a total inbound and outbound op- 
eration in Port history, according to 
the records of the Export and Import 
Bureau. 

“The vessel was the SS ‘Asian,’ a liber- 
ty ship which arrived at the Curtis Bay 
ore pier of the Baltimore & Ohio Rail- 
road and began discharging her 10,400 
tons of Liberian iron ore at 12:30 p.m., 
Friday, January 11. Dichmann, Wright 
& Pugh, Inc., were the owner agents 
and the charter agents for this vessel. 
By 6 p.m. Saturday, January 12, the 
ore was completely unloaded. 


“Overnight the ship was made ready 


and shifted from the ore pier to the 


Curtis Bay coal pier of the Baltimore & 
Ohio Railroad. The ‘Asian’ started tak- 
ing on coal at 7:45 a.m. Sunday, Janu- 
ary 13 and by 9:50 p.m. the same day 
was ready to sail with 9,868 tons of coal 
in her hold.” 


Delaware River Deepening 


The Army Board of Engineers for 
Rivers and Harbors will hold a public 
hearing February 11 on a Division En- 
gineer recommendation that the exist- 
ing 40-foot Delaware River channel to 
Philadelphia be extended to the upstream 
end of Newbold Island, five miles below 
Trenton, N.J. 

All parties whose interests may be 
affected by the proposed plans are in- 
vited to present views at the hearing, 
to be held at 10 a.m. in Building T-7, 
Gravelly Point, near Washington, D.C. 

The present congressionally authorized 
project depth from Philadelphia to Tren- 
ton ranges from 25 to 28 feet. The 
Division Engineer’s recommendation 
would still have to be considered by the 
Chief of Engineers after action by the 
Engineer Board before any change is 
recommended to Congress, it is pointed 
out. 


Recovery of French Railroads 


“In September 1944,” says the French 
National Railroads, “France had no rail- 
road system left: her rail centers had 
been pulverized by bombs, 2600 bridges, 
70 tunnels, 82 per cent of the locomo- 
tives, 80 per cent of the passenger cars 
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and 64 per cent of the freight cars had 
been destroyed. Today, the French Na- 
tional Railroads represents one of the 
world’s most outstanding achievements. 

“French trains are the fastest in Eu- 
rope. Every day they cover 12,500 miles 
(more than five times the distance from 
New York to Los Angeles) at more than 
62 miles per hour, and an additional 
19,000 miles (the distance from Cape 
Horn to the tip of Alaska) at a speed 
exceeding 56 miles per hour. 


“The speed of French trains has 
shrunk the map of France for the trav- 
eler. From Paris, Normandy is reached 
in 1 hour, Brittany in 4 hours, Alsace 
in 5 hours, the Alps in 7, the Mediter- 
ranean region in 9.... 


“Accuracy of timing is so regular that 
the French people set their watches by 
the train: 96 per cent of all express 
trains, and 99 per cent of all suburban 
trains arrive at their destination ex- 
actly on time. 


“Scientific maintenance, a most mod- 
ern signaling system, the recording of 
signals on every locomotive, electric in- 
terlocking towers—all these make the 
French Railroads the safest means of 
transportation. 


“For several years now there has been 
less than one passenger casualty in 
France per 600 million miles traveled 
by French National Railroads trains— 
an extraordinary record, when one con- 
Siders that to cover this distance it would 
take 30 centuries traveling 600 miles a 
day every day in the year.” 


Warehousemen to Meet 
In New Orleans, May 4-8 


J. Leo Cooke, president of the Ameri- 
can Warehousemen’s Association, has 
officially announced that the 61st A.W.A. 
convention will be held at the Hotel 
Roosevelt in New Orleans, May 4-8. 


“With plans for the convention pro- 
gram rapidly shaping up under the hard- 
driving leadership of Convention Chair- 
man Jay Weil, Jr., warehousmen may 
look forward with confidence to a con- 
vention of unparalleled size and signifi- 
cance,” said he. 

“Pre-convention registration of dele- 
gates has begun. Registration at the 
convention itself will commence at 12:00 
noon Saturday, May 3. Convention busi- 
ness sessions begin at 9:30 a.m. Monday, 


May 5. Business program plans will be | 


announced at a later date. 
“After-business entertainment will be 
among the most elaborate and varied of 
any meeting yet held. A gala ‘Sazerac 
Party’ will be held Sunday evening by 
New Orleans warehousemen, 1952 Con- 
vention hosts. In addition, a ‘Family 
Party’ featuring a charter boat tour of 


New Orleans harbor has been arranged | 


for Monday. Tuesday evening will be 


‘On The Town’ night. Delegates will be | 


free for the evening to explore the famed 
Vieux Carre region of the City. The 
A.W.A. president’s reception and ban- 
quet is scheduled for Wednesday, with 
convention adjournment on the following 
day. 

“Rounding out the social side of the 
6lst A.W.A. convention will be a full 
program of activity for wives of the 
delegates. Luncheons, teas, and walking 


tours of famous points of interest in the 
Old City will be included in the program 
of events.” 
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Rail, Motor Candy Rate Basis in South 
And South-to-Central Area Prescribed 


1.C.C. Division Requires Carriers to Maintain Rates Not Lower Than 


Column-57 Basis, Effective April 23. Report Issued in Suspension 


Case and 2 Investigations. Says Shippers Favor Proposed Rates. 


The Commission, division 2, in a 
decision covering competitive rail 
and motor exceptions ratings and 
rates on candy and confectionery, 
less-than-carload and less than 
truckload, in the south and between 
the south and Central Territory, has 
concluded that the intraterritorial 
and interterritorial exceptions rat- 
ings and rates in issue are and will be 
unlawful because unreasonably low 
in and to the extent that they are 
and will be lower than on the basis 
of column 57 (57 per cent of first 
class rates). 


A report and order were issued in 
I. and S. No. 5825, Confectionery Within 
Southern Territory, embracing No. 30691, 
Candy Between South and Central Terri- 
tory—Rail; and MC-C-1203, Candy Be- 
tween South and Central Territory—Mo- 
tor. 


The order required the rail and motor 
respondents to cease and desist, on or 
before April 23, from publishing, de- 
manding or collecting rates lower than 
on the basis prescribed and ordered them 
to establish by that date and to main- 
tain, rates not lower than on the basis 
of column 57, -including all authorized 
railroad general increases to January 15. 


The Commission said that the column 
57 basis was the basis now maintained 
on candy, both by rail and by motor 
carrier, from eastern seaboard points to 
southern destinations, and was also the 
basis in effect on this traffic from and to 
the points concerned in the instant pro- 
ceedings on shipments weighing less than 
500 pounds, 

The present rail and motor classifica- 
tion rating on candy, in less-than-car- 
load and less-than-truckload quantities, 
Was column 85 (85 per cent of first 
Class), said the Commission. 

“However,” it continued, “since Oc- 
tober 1, 1933, over the lines of rail car- 
riers, and since April 1, 1936, when 
Moved by motor carriers, in Southern 
Territory, in less than carloads and less 
than truckloads, candy generally has 
taken column 57 rates. 

_ Under the schedules considered here- 
In, the former column 57 rates apply 
On quantities of 500 pounds or less, and 
recuced rates in column 50 apply on 
quantities of 501 pounds to and including 


2,000 pounds, column 45 on quantities 
of 2,001 pounds to and including 18,000 
pounds, and column 40 on quantities 
over 18,000 pounds. No changes were 
made in the carload and _ truckload 
ratings of column 32.5, minimum 36,000 
pounds, and they are not in issue. 


“For about two years prior to De- 
cember 18, 1950, the motor-carrier 
column rates were approximately 10 per 
cent lower than the rail rates due to the 
fact that the rates published on candy 
by the rail carriers reflected authorized 
general increases which had not been 
made a part of the rates published by 
the motor carriers at that time. On 
that date, the motor-carrier rates on 
candy were increased generally to the 
level of the rail rates.” 


Rail Proposal 

Railroads parties to Agent W. L. Tay- 
lor’s tariff I.C.C. No. 105, by schedules 
filed to become effective August 12, 1950, 
proposed, in the title proceeding, said 
the Commission, to established reduced 
l.cl. exceptions ratings and rates on 
candy and confectionery, between points 
within Southern Territory. 

On protest of the Southern Motor Car- 
riers Rate Conference, it said, the Com- 
mission suspended operation of the 
scheduies until March 11, 1951, and, by 
order of October 11, 1950, the suspension 
order of August 11, 1950, insofar as it 
suspended operation of the schedules 
designated therein, was vacated as of 
October 26, 1950. The investigation con- 
cerning lawfulness of the ratings and 
rates which became effective on that 
date, however, was continued, it said. 

The proceedings in Nos. 30691 and MC- 
C-1203, the Commission said, were in- 
stituted as investigations on the Com- 
mission’s own motion into the rates, rat- 
ings, charges, rules, regulations, and 
practices, with respect to candy, l.c.l. and 
1.t.1., between points in the south, on the 
one hand, and points in Illinois and 
Central territories, on the other. 

The Commission said its order in these 
cases would continue in force until fur- 
ther order of the Commission. 

Present interterritorial rail ratings un- 
der investigation in No. 30691 were the 
same as those applying in Southern Ter- 
ritory, they having become effective on 
June 29, 1950, from points in Illinois 
Territory, and on June 26, 1950, from 


cs 


Central Territory points, without pro- 
test, it said. 

The interterritorial motor-truck rates 
under investigation in MC-C-1203, it 
said, were commodity rates that were 
the same as the corresponding rail 
rates resulting from application of the 
reduced exceptions ratings. It said they 
had been in effect since September 19, 
1950. 

Motor Rates in South 


Motor carriers operating in Southern 
Territory, it said, had not published re- 
duced rail-competitive commodity rates 
on candy for application in that terri- 
tory, except from Nashville, Tenn., to 
Birmingham, Ala. It said that that re- 
duced rate was the same as the rail rate 
now in effect from and to those points 
by virtue of the vacation of the suspen- 
sion order in the title proceeding. 

The motor carrier protestants, it said, 
had agreed to cancel that rate, and “pre- 
sumably” would also cancel similar rates, 
if any, that had been established subse- 
quent to the date of the hearing in the 
cases, if the reduced rail ratings were 
found unlawful, and were required to be 
canceled. 

The present column-57 rate on candy 
in less-than-carload quantities from 
Memphis, Tenn., to Birmingham, for ex- 
ample, was $1.17 a 100 pounds, said the 
Commission. No change had been made 
in the rates on shipments in quantities 
of 500 pounds or less, it said. On ship- 
ments weighing from 501 to 2,000 pounds, 
however, it said, a column-50 rate of 
$1.05 was proposed; on shipments weigh- 
ing from 2,001 to 18,000 pounds a column- 
45 rate of 92 cents was proposed; and on 
shipments weight more than _ 18,000 
pounds, a column-40 rate of 83 cents was 
proposed. The column-57 motor rate 
was $1.08, which applied on shipments 
weighing less than 20,000 pounds, said 
the Commission. On shipments weigh- 
ing 20,000 pounds and over, a column-50 
rate of 75 cents applied, it said. 

Traffic studies by rail and motor car- 
riers indicated, it said, that both within 
and to the south, the great majority 
of the candy shipments weighed less 
than 500 pounds. 

“The rail carriers,” said the Commis- 
sion, “assert that the proposed reduced 
rates are necessary to meet motor-car- 
rier competition and to encourage candy 
manufacturers to ship in heavier quanti- 
ties. The principal. motor-carrier re- 
spondent herein, Gordon ‘Transports, 
Inc., states that the proposed reduced 
motor-carrier rates are necessary to 
place motor carriers on a competitive 
basis with the rail carriers. Both the rail 
and motor-carrier respondents contend 
that their proposed rates are reasonably 
compensatory.” ‘ 

The Commission said most of the ship- 
pers and shipper organizations rep- 
resented at the hearing favored the 
proposed rates. 

It said the evidence failed to show 
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that the rail carriers had obtained any 
additional traffic by reason of the re- 
duced rates, or that shipments generally 
had moved in greater volume since the 
reduced rates were made effective. 


The Commission said that in connec- 
tion with cost studies made in the pro- 
ceedings, it must be borne in mind that 
the rail costs shown were approximations 
and covered only out-of-pocket costs. 

“They do not include any of the con- 
stant costs,” it continued. “If the latter 
were included, it seems reasonable to as- 
sume that the total rail costs would ex- 
ceed all of the proposed rail rates. While 
the motor-carrier costs as shown are 
somewhat lower than the rail costs, the 
evidence indicates that in order to afford 
both forms of transportation an oppor- 
tunity to obtain a fair share of the 
traffic, the rates of both the rail and the 
motor carriers must be approximately 
on the same basis. As stated, the prot- 
estant motor carriers have indicated their 
willingness to establish rates on the basis 
which we here find to be reasonable as 
a@ minimum for the rail respondents. 
Candy is a commodity of relatively high 
value which should bear its full share 
of the total transportation burden. 


“Based on the evidence before us, we 
find that the less-than-carload rail rates 
and the less-than-truckload motor-car- 
rier rates in issue in these proceedings 
should be no lower than on the basis 
of column 57, including all of the au- 
thorized rail-carrier general increases to 
date. This is the basis now maintained 
on candy, both by rail and by motor 
carrier, from eastern seaboard points to 
southern destinations, and is also the 
basis in effect on this traffic from and 
to the points here concerned on ship- 
ments weighing less than 500 pounds.” 





Olympic-Griffiths West 
Coast Operation Approved 


The Commission, division 4, by a re- 
port in W-434, Sub. 5, Olympic-Griffiths 
Lines, Inc., Extension—Pacific Coast, has 
granted the named carrier, of Seattle, 
Wash., authority to operate as a com- 
mon carrier by self-propelled vessels, in 
the transportation of commodities gen- 
erally between all Pacific coast ports in 
Washington and Oregon, on the one 
hand, and those in California, on the 
other, except to the extent that such 
operations are authorized by Olympic’s 
present certificate. 

Issuance of a fourth amended cer- 
tificate was withheld pending certifica- 
tion to the Commission that suitable 
vessels had been acquired, and that 
Olympic would be ready to begin the 
operations on or before August 1. The 
Commission said such certification should 
be made at least 30 days prior to the 
date on which actual operations were to 
begin. 

“The record is clear,” said the Com- 
mission, “that because of the Korean 
situation, and the present defense emer- 
gency, considerable lumber traffic has 
been funneled to tidewater which ordi- 
narily would have moved by rail. Never- 


theless, we cannot overlook the growth 
of the lumber industry along the Oregon 
coast, the development of the resources 
of the Willamette Valley, and the ex- 


panding markets along the Pacific coast, 
especially California. 

“These facts warrant the conclusion 
that the area’s enlarged economy is per- 
manent and will continue to grow in 
the future although perhaps not at such 
an accelerated pace as at present. 


“We think it clear that the potentially 
available traffic has increased and that 
the territory involved is amply able to 
support the service proposed by appli- 
cant without jeopardizing in any degree 
any of the existing services.” 

The Commission said the application 
was opposed by Coastwise Line, Oliver 
J. Olson & Co., Pacific Coastwise Con- 
ference (American Hawaiian Steamship 
Co., Pope & Talbot, Inc., and Coastwise 
Line), and Pacific Southwest Railroad 
Association. 





Coal Demurrage Complaint 
Dropped, I.C.C. Finding 


It Barred by the Statute 


By a report and order in No. 30620, 
Saljoan Coal & Coke Corporation v. 
Reading Co., the Commission, divi- 
sion 3, has dismissed the complaint 
in the proceeding, relating to demur- 
rage on coal, on finding that it is 
barred from Commission considera- 
tion. 


It said the complainant, a wholesale 
dealer in coal, alleged that demurrage 
charges sought to be collected by the 
railroad defendant on 516 cars of bitu- 
minous coal held at the railroad’s Port 
Richmond piers, Philadelphia, Pa., which 
moved in three shipments from points 
in Pennsylvania and West Virginia to 
Philadelphia for export, were unreason- 
able, inapplicable, unjustly discrimina- 
tory, and unduly preferential. 

The Commission said a court action 
by the railroad for recovery of the 
demurrage charges on these cars was 
pending, it having been filed June 16, 
1950. That date, however, it said, was 
more than two years from the time 
when the cause of action accrued on 
these shipments. 

“The 90-day extension specified in 
section 16(3)(d) of the [interstate com- 
merce] act for the filing of complaints 
with the Commission is not operative as 
to the instant complaint because the 
court action referred to therein was not 
brought within the two-year period,” said 
the Commission. “The lapse of the 
statutory period not only bars the rem- 
edy but destroys the liability. Midstate 
Horticultural Co., Inc. v. Pennsylvania 
R. Co., 320 U.S. 356.” 

The three shipments, it said, were un- 
loaded into vessels by the carrier on 
January 13 and 19 and February 18, 1948, 
respectively. 


Railroad’s Position 


The defendant railroad took the posi- 
tion, it said, that the pending suit de- 
prived the Commission of jurisdiction to 
determine the question of whether the 
defendant’s claim was barred by the 
statute; that the cause of action did not 
accrue until July 1, 1948; and that the 
charges sought to be collected were not 
unreasonable. 

Said the Commission: 

“It is well settled that, even though a 
court action is pending, the Commission 
may, and should, upon the filing of a 
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timely complaint, consider the reason- 
ableness of the rates or charges involved. 
Brunswick-Balke-Collender Co. v. Pere 
M. Ry. Co., 147 I.C.C. 517, 519.” 

It said the governing tariff, Agent W. S. 
Curlett’s I.C.C. No. A-859, provided for 
the. determination of demurrage on an 
average basis of detention of all cars 
during three-month periods.. By serv- 
ice order No. 87, Demurrage on Coal, it 
said, this period was reduced to two 
months, but amendment No. 11 thereto 
provided for an extension of the settle- 
ment period beginning December 1, 1947, 
until March 1, 1948. It said amendment 
No. 12 further extended the settlement 
period to May 1, 1948, in cases where 
excess credits had not accrued because of 
the frozen condition of the coal which 
delayed or prevented the unloading of 
cars. Amendment No. 13, it said, ex- 
tended the settlement date to July 1, 1948, 
where insufficient credits had not ac- 
crued because of the frozen condition oi 
the coal during the period ended March 
1, 1948, and by reason of a curtailment 
of the coal production during the period 
ended May 1, 1948. 

The Commission said a delay caused 
by libeling the vessel originally assigned 
to the first shipment and a delay on the 
high seas of a vessel assigned to the 
second shipment, did not come within 
either of the conditions provided in 
amendments Nos. 12 and 13, both of 
which had to be met before the settle- 
ment date could be extended. 


“There is no evidence that the com- 
plainant’s coal was actually frozen or 
that there was a curtailment of coal 
production which affected any of these 
shipments,” said the Commission. 

“It thus appears that the settlement 
date was not extended on the first two 
shipments beyond March 1, 1948. There 
is no indication that the third shipment 
was. affected in any way by the amend- 
ments to service order No. 87. Just when 
the cause of action on that shipment ac- 
crued is not revealed, but it is clear that 
it accrued more than two years prior to 
June 16, 1950.” 





1.C.C. Clarifies Prior 
Report on Rail Rates on 
Carrots, Other Vegetables 


The Commission, on reconsidera- 
tion. has modified a prior report in 
No. 30074, Texas Citrus and Vege- 
table Growers and Shippers v. Atchi- 
son, Topeka & Santa Fe Railway Co. 
et al., relating to rates on carrots, 
with tops, and other vegetables, say- 
ing that the findings as modified, 
“will provide any necessary clarifica- 
tion.” (Prior report 279 I.C.C. 671.) 


A report and order on reconsideration 
were issued in No. 30074. The order 
was made effective April 24, on 30 days’ 
notice. 

The Commission said the case was re- 
opened for reconsideration on petitions 
of the Western Growers Association, 
and transcontinental, southwestern, and 
eastern railroads. 

On reconsideration, the Commissicn 
found that the assailed rates on carro‘s, 
with tops, in carloads, minimum weight 
28,000 pounds, from points in Texas ‘0 
destinations in Official, Western Trunk 
Line, and Southern territories, were aiid 
for the future would be unreasonab!e 
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to the extent that they exceeded or might 
exceed rates ranging from 101 cents a 
100 pounds on carrots with tops at 700 
miles, to 182 cents at 2400 miles. 


It also found that the assailed rates 
on vegetables, fresh or green (other than 
cold pack), as described under the head- 
ing “Vegetables, fresh or green” in the 
Western Classification, other than those 
on cabbage, carrots, with tops, onions, 
without tops, and potatoes (including 
sweet potatoes and yams), in straight 
or mixed carloads, minimum weight 20,- 
000 pounds, from points in Texas to 
destinations in Official Territory east of 
Illinois Classification Territory were and 
for the future would be unreasonable to 
the extent that they exceeded or might 
exceed rates ranging from 120 cents on 
“other vegetables” at 700 miles, to 197 
cents at 2400 miles. 


The rates prescribed were detailed in 
an appendix to the report. 

The Commission also found that the 
record afforded an inadequate basis for 
a finding under section 1 of the inter- 
state commerce act with respect to as- 
sailed westbound rates to Arizona and 
California. 

The Commission said: 

“In publishing rates on the bases pre- 
scribed, (a) distances shall be computed 
over the shortest routes over which car- 
load traffic can be transported without 
transfer of lading; (b) publication of 
rates from known shipping points to the 
destinations indicated will be considered 
as substantial compliance with the fore- 
going findings; (c) origins in the lower 
Rio Grande Valley, including Harlingen, 
in the Laredo section, and in the Eagle 
Pass-Winter Garden section should be 
grouped, and (d) reasonable grouping of 
other origins and destinations will be 
permitted, the rates from and to grouped 
points to represent a fair average of 
rates constructed on the mileage basis 
set forth in the appendix.” 

It said that findings 1, 2 and 3 in the 
original report were modified accord- 
ingly and finding 4 in that report was 
affirmed. It also said that to all rates 
prescribed might be added the general 
increases authorized in Ex Parte 175, 
Increased Freight Rates, 1951, 281 I.C.C. 
557. 


Dissenting Expression 


Commissioner Cross, dissenting, said, 
among other things, that he disagreed 
with the findings concerning the rates on 
carrots and certain other vegetables to 
Southern Territory and to certain por- 
tions of Official and Western Trunk Line 
territories. 

“The prescribed rates, in my judg- 
ment,” he said, “are lower than the rec- 
ord warrants.” 

He said the instant report, in sub- 
Stance, affirmed findings 1 and 2 of the 
prior report by substituting for the per- 
centage bases used in the prior report 
two mileage scales, the levels of which 
approximated the average of the levels 
prescribed in the prior findings. 


Commissioner Cross said Chairman 
Rogers and Commissioners Lee, Johnson, 
and Mitchell joined in his expression. 


The Commission said that in the prior 
report it found “that the assailed rates 
on carrots with tops, in carloads, from 
points in Texas to destinations in Official, 
Western Trunk Line, and Southern Ter- 
ritories, are and for the future will be 
unreasonable to the extent that they 
exceed or may exceed column 30 rates, 
Minimum 28,000 pounds, based on the 
Same first-class or class-100 rates as the 
present column ratings, the present arbi- 





traries over Corpus Christi, Tex., where 
applicable; to be observed as maxima.” 

“We further found,” it continued, “that 
the assailed rates on vegetables, fresh or 
green (other than cold pack), as de- 
scribed under the heading ‘Vegetables, 
fresh or green’ in Western Classification, 
other than those on cabbage, carrots 
with tops, onions without tops, and po- 
tatoes (including sweet potatoes and 
yams), from Texas origins to destina- 
tions in Official Territory east of Illinois 
Classification Territory, are and for the 
future will be unreasonable to the extent 
that they result in charges which exceed 
or may exceed those which would result 
from the application of column-33.5 rates, 
minimum 20,000 pounds, based on the 
first-class or column-100 rates and arbi- 
traries specified in the finding referred 
to in the preceding paragraph. 

“We further found that the assailed 
rates from points in Texas to points in 
Arizona and California are and will be 
unreasonable to the extent that they 
exceed or may exceed the present ratés 
on like traffic eastbound between the 
same points, subject to the carload mini- 
mum weight on such eastbound traffic. 

“We further found that in other re- 
spects the assailed rates are not shown 
to be unreasonable, and that the allega- 
tion of undue prejudice and preference 
has not been sustained. An appropriate 
order was entered.” 





Texas-Mexico Border Motor 
Rights Denied Applicant 
Affiliated With Forwarder 


The Commission, division 5, has de- 
nied a common carrier motor au- 
thority certificate to Juan de la Cruz 
Guerra, of Piedras Negras, Mexico, 
who seeks the right to transport 
general commodities, with exceptions, 
between Eagle Pass, Tex., and points 
in Texas within five miles of Eagle 
Pass, on the one hand, and, on the 
other, the Mexican boundary at Eagle 
Pass, over irregular routes. It has is- 
sued a report and order in MC-110316, 
Sub. 3, Juan de la Cruz Guerra, Com- 
mon Carrier Application. 


It said the applicant, a Mexican citi- 
zen, Was employed as general manager 
of a forwarding agent which would use 
his transportation service if the applica- 
tion was granted. It said the forward- 
ing agent arranged for transportation of 
shipments between Mexican and US. 
shippers and vice versa. 


“We believe,” continued the Commis- 
sion, “that his proposal to serve the gen- 
eral public, while affiliated with a for- 
warding agent which is one of the prin- 
cipal shippers of, or controls, the traffic 
he proposes to transport, is inconsistent 
with the public interest. 


“Applicant’s position with Rudolfo 
Flores & Co., would enable him to con- 
duct his motor carrier operations with- 
out the usual cost of maintaining termi- 
nal or office facilities or of solicitation 
and advertising, and without being de- 
pendent upon these operations for a live- 
lihood. 


“At the.same time he would be in a 
position to control the traffic of an im- 
portant shipper and thereby to effec- 
tively eliminate all competition insofar 
as that shipper’s traffic is concerned. It 
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can readily be seen that to authorize the 
proposed operation under those circum- 
stances would open wide the door to 
destructive competitive practices con- 
trary to the national transportation pol- 
icy declared by Congress.” 


The Commission said that Juan H. 
Rodriguez, Benito Ibarra, Jesus M. Her- 
rera, Genaro Robles, Amador Jiminez, 
Valenti G. Garcia, and Teofilo C. Oli- 
vares opposed the application. 


It said it was apparent that the protes- 
tants were presently engaged in the same 
practices which they were admonished to 
discontinue in a previous case involving 
the same applicant and decided Septem- 
ber 15, 1949. 


In that proceeding, Juan de la Cruz 
Guerra, Common Carrier Application, 49 
M.C.C. 657, the Commission said, division 
5 stated, among other things, that al- 
though it was of the opinion that no 
need had been shown for the service of 
an additional motor carrier, certain prac- 
tices of the existing motor carriers ap- 
peared to be in violation of various pro- 
visions of the interstate commerce act 
and the Commission’s rules and regula- 
tions thereunder. 

“Foremost among these matters,” the 
prior report is quoted as saying, “is the 
practice of the so-called booking agent 
in assigning traffic on a rotating basis 
among the individual carriers who are 
members of the association [an associa- 
tion of carriers to facilitate handling of 
shipments at the border]... 

“The members of the association are 
common carriers .. . and there can be 
little doubt that the described agreement 
is one for the pooling or division of traf- 
fic, or of service. In the absence of an 
order approving such an agreement or 
contract, these carriers appear to be en- 
gaging in unauthorized practices in this 
respect .. .” 

The Commission said the record in the 
instant proceeding contained no mention 
of any corrective action taken by the 
protestants since the aforementioned de- 
cision of 1949, and that, inasmuch as 
their operations were much the same 
now, apparently none had been taken, 

“We are justified in presuming, there- 
fore,” it continued, “that they have since 
that time knowingly and willfully con- 
tinued to engage in the described unau- 
thorized operations contrary to the pro- 
visions of the act and our rules and 
regulations thereunder. 

“Under these circumstances, the car- 
riers in question are again admonished 
to bring their operations within the re- 
quirements of the act, failing which con- 
sideration must be given to appropriate 
action.” 





Rail Safety Relief Denied 


The Commission, division 3, has denied 
the Rock Island, the Oklahoma City- 
Ada-Atoka, and the Frisco railroads re- 
lief from the Commission’s safety re- 
quirements to permit them to continue 
to use a hand-operated switch without an 
electric lock on the Frisco end of a 
detour connection between the Frisco and 
the Rock Island within the limits of an 
automatic interlocking at a crossing of 
the Frisco with the Rock Island and the 
Atoka at Greig, Okla. 

A fifth report on further hearing and 
an order were issued, Commissioner 
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Johnson noting dissent, in Ex Parte 171, 
Rules, Standards, and Instructions for 
Installation, Inspection, Maintenance, 
and Repair of Automatic Signal Systems 
... St. Louis-San Francisco Railway Co., 
Chicago, Rock Island & Pacific Railroad 
Co., Oklahoma City-Ada-Atoka Railway 
Co. 





Lower Rail Rates on Coal, 
lll., Ind., to Mich., Not 
Unreasonable, Says 1.C.C. 


Reduced railroad rates on bitumi- 
nous coal, in carloads, from mines in 
Illinois and Indiana to Ontonagon, 
Mich., and certain points in Michi- 
gan intermediate thereto, have been 
found not unreasonably low or other- 
wise unlawful by the Commission, 
division 3. 


It issued a report and order in No. 
30661, Coal, Illinois and Indiana to On- 
tonagon, Mich. The proceeding, an in- 
vestigation instituted by division 2, on 
its own motion, was discontinued. 

The investigation, it said, concerned 
rates and charges applicable to trans- 
portation of bituminous coal, in carloads, 
from mines in Illinois and Indiana 
served by the Monon, the Chicago & 
Eastern Illinois, and the Milwaukee rail- 
roads, to Amasa and 11 other Michigan 
points. 

It said the reduced rates under in- 
vestigation were established on August 
28, 1950, from mines served by the Mil- 
waukee and early in September from 
mines served by the other two respond- 
ent railroads. The rates were protested 
and their suspension requested, it said, 
by coal producers in the Appalachian 
coal districts, the railroads maintaining 
lake-cargo coal rates from those fields 
to Lake Erie ports, and certain coal- 
dock operators. Suspension was declined, 
but the present investigation was insti- 
tuted, said the Commission. 


Rate Groups Set Forth 


The Commission said mines from 
which the rates applied were those in 
the Brazil-Clinton and Linton-Sullivan 
groups in Indiana served by the Mil- 
waukee; mines in those groups, the 
Princeton, Ind. group, and the southern 
Illinois, Springfield and Danville groups 
in Illinois, served by the C. & E. L, 
and mines in the Linton-Sullivan group 
served by the Monon. It said the des- 
tinations were in the Michigan upper 
peninsula northwest of Channing, Mich., 
and were served by the Milwaukee. 

In the adjustment of rates on coal 
to these destinations, the Brazil-Clinton 
group was the base group in Indiana 
and the southern Illinois group was 
referred to as the base group in Illinois, 
it said, adding that the rates from the 
other groups in these states were differ- 
entially related to the rates from the 
aforementioned groups. 


Comparisons made by the respondent 
railroads, the supporting interests, and 
protestants showed, it said, that the 
rates to Ontonagon, the northernmost 
destination, constituted smaller _per- 
centages of the “Midland scale” (pre- 





scribed on coal from certain mines in 
Illinois to destinations in Iowa in Mid- 
land Electric Coal Corp. v. Chicago & 
N.W. Ry. Co., 215 I.C.C. 562, 255 I.C.C. 
349, 232 I.C.C. 5, and to destinations in 
southeastern South Dakota in Traffic 
Bureau Sioux Falls C. of C. v. C.M. 
St. P. & P. Ry. Co., 251 I.C.C. 241) 
than did the rates from the same origins 
to representative destinations in north- 
ern Michigan and Wisconsin. 


It said that like comparisons to the 
same general effect were made by the 
use of average rates on coal from four 
of the origin groups to various destina- 
tions in Minnesota and Wisconsin; from 
the Linton-Sullivan and. southern Illi- 
nois groups to selected destinations in 
Michigan; from the “Inner Crescent” 
miles in the eastern fields to various Wis- 
consin destinations; and from the Clear- 
field (Pa.) district to representative des- 
tinations in New York and New England. 

“The ton-mile revenue under the 
rates to Ontonagon is generally less than 
that for similar distances under the 
foregoing rates with which they are 
compared,” said the Commission. “The 
distance used in making these compari- 
sons from mines in the Indiana and 
Illinois groups to Ontonagon were not 
those over the short tariff routes, and 
their value is impaired to that extent.” 

The Commission concluded that the 
evidence was insufficient to support a 
finding of undue preference and preju- 
dice. 

It said the Burlington Railroad pub- 
lished rates on like traffic from mines in 
Illinois served by it to the same destina- 
tions corresponding generally with those 
under investigation and had agreed to 
be bound as to the lawfulness of these 
rates by the decision in the instant case. 

The Illinois Coal Traffic Bureau, the 
Coal Trade Association of Indiana, and 
the National Container Corporation of 
Michigan supported the reduced rates 
and the Pennsylvania-and the New York 
Central railroads opposed them, the 
Commission said. 





Olin Rail Control Approved 


The Commission, division 4, by a 
“memorandum to the press” in Finance 
No. 17573, Arkansas & Louisiana Missouri 
Railway Co., et al. Control, an “un- 
contested finance case,” has announced 
approval of a report and order in the 
proceeding. 

By an application in the proceeding, 
Olin Industries, Inc., of New York, N.Y., 
asked the Commission for authority to 
acquire control of the Arkansas & 
Louisiana Missouri Railway, the Mans- 
field Railway & Transportation Co., the 
Louisiana & Pine Bluff Railway, and 
the Nacogdoches & South Eastern Rail- 
road (T.W., Dec. 22, 1951, p. 44). 





Moter Finance Action 


Under its expedited procedure in mo- 
tor finance cases, the Commission, divi- 
sion 4, has approved the purchase by 
Continental Southern Lines, Inc., Alex- 
andria, La., of certain operating rights 
of Continental Bus System, Inc., Dallas, 
Tex., and acquisition of control of the 
rights by Transcontinental Bus System, 
Inc. Dallas, through the purchase, effec- 
tive February 21. Any objections to 


the decision were to be filed with the 
Commission by February 7. 


A report 
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and order were issued in MC-F-5037, 
Transcontinental Bus System, Inc.— 
Control; Continental Southern Lines, 
Inc—Purchase (Portion)—Continental 
Bus System, Inc. 





‘Washington Agreement’ to 
Be Applied for Employes in 


New Orleans Terminal Case 


The Commission has decided that 
a fair and equitable arrangement for 
protecting the interests of railroad 
employes adversely affected by the 
New Orleans, La., union passenger 
terminal project would be provided 
by applying the terms of the “Wash- 
ington Agreement” of May 21, 1936, 
subject to specific limitations. 


In a report and order on further hear- 
ing in Finance No. 15920, New Orleans 
Union Passenger Terminal Case, the 
Commission said its finding was based on 
conclusions stated in its report and was 
in conformity with the decision of the 
Supreme Court of the United States in 
Railway Labor Association v. U.S., 339 
US. 142. 


The Commission said that the “intent 
and effect” of its findings were that all 
employes adversely affected by the New 
Orleans transaction should receive the 
protection afforded by the Washington 
Agreement, reduced as to dismissed em- 
ployes to the extent that they received 
compensation in other employment or 
under unemployment insurance laws; and 
that employes adversely affected prior to 
May 17, 1952 (four years from the effec- 
tive date of the order of approval of the 
New Orleans terminal transaction) were 
to receive as a minimum the protection 
afforded by the so-called “Oklahoma 
conditions” as prescribed in the Com- 
mission’s previous report for the period 
they were adversely affected prior to 
May 17, 1952. 


In this connection, however, the Com- 
mission continued, if the total amount 
of such compensation was less than the 
employes would receive under’ the 
Washington Agreement, as limited, ap- 
plied from the date of the adverse ef- 
fect, then they were entitled to the 
remaining benefits they would have en- 
joined under the latter. 

“While it is unlikely under the exist- 
ing circumstances that the situation will 
arise,” said the Commission, “should the 
amount of compensation to which an em- 
ploye is entitled under the original 
Oklahoma conditions applied to May 17, 
1952, equal or exceed the amount to 
which he would be entitled under the 
Washington Agreement, as limited, then 
he would be entitled to nothing under the 
latter.” 

The Commission said the Washington 
Agreement, entered into by the railroads, 
provided specific protection for employes 
thereafter adversely affected by any 
“joint action by two or more carriers 
whereby they unify, consolidate, merge, 
or pool, in whole or in part, their sep- 
arate railroad facilities or any of the 
operations or services previously per- 
formed by them through such separate 
facilities.” It said that with respect to 
displaced employes such protection ap- 
plied from the date of the adverse ef- 
fect. These employes, it said, were those 
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who lost their positions but were con- 
tinued in service in other positions. 

The “Oklahoma conditions” referred 
to appeared in Oklahoma Ry. Co. Trus- 
tees Abandonment, 257 I.C.C. 177, and 
in the Commission’s original report in 
the New Orleans terminal case. 





N.Y. State Distance Truck 
Tax a Factor in New York 


Central Abandonment Case 


The Commission, division 4, in a 
New York Central Railroad aband- 
onment proceeding, says it believes 
that application of the New York 
State weight distance truck tax will 
have little, if any, effect on the com- 
petitive situation existing between 
the railroads and the commercial 
motor vehicle operators in that state. 


Protestants in the abandonment pro- 
ceeding, it said, insisted that the levy- 
ing of the tax would greatly improve 
the competitive situation of the rail- 
roads as against the over-the-highway 
truckers with respect to obtaining traf- 
fic for transportation, and that the use 
of the line proposed to be abandoned 
would become increasingly important. 
It said they contended the law would 
increase truck operation cost as much as 
25 per cent, and that because of this 
added cost, milk traffic handled on the 
line would be returned to the N.Y.C. 


By a report and a certificate effective 
40 days from January 16, in Finance No. 
17111, New York Central Railroad Co. 
Abandonment, division 4 permitted 
abandonment bv the N.Y C. of a 15.75- 
mile portion of its Cape Vincent branch 
extending from Limerick to Cape Vin- 
cent, in Jefferson county, N.Y. Condi- 
tions for employe protection the same 
as in Chicago, B. & Q. R. Co. Aband- 
onment, 257 I.C.C. 700, were prescribed. 


“The constitutionality of the state 
weight distance truck tax has been chal- 
lenged in the state court, and a stay of 
its enforcement has been granted,” said 
the Commission. “Although the tax levi- 
ed thereunder has been ‘collected since 
October 1, 1951, the proceeds are being 
held in escrow pending final determina- 
tion of the court proceeding. 

“We are of the opinion that the ap- 
plication of the tax will have little, if 
any, effect upon the competitive situa- 
tion existing between the railroads and 
the common- and contract-motor ve- 
hicle operators in the state.” 


Traffic Held Insufficient 


The Commission said that under all 

circumstances, it was clear that the 
present and future traffic available for 
rail shipment in the territory tributary 
to the line to be abandoned, was in- 
sufficient to warrant continued mainte- 
hance and operation of the 15%-mile 
segment. 
_ It denied a petition for further hear- 
ing by protestants who desired to show, 
it said, that milk shipments from Cape 
Vincent to New York City were resumed 
on the line October 25, 1951, and would 
continue to move in the future, and to 
Show the present and future effect of 
oa highway use tax since. October 1, 

7 


_At oral argument, said the Commis- 
Slon, the railroad showed that even if 


all the milk claimed by the protestants 
to be available for handling over the 
line moved by rail, the net system loss 
from operation of the branch would ex- 
ceed $10,000 annually. 

The Commission overruled a motion 
of counsel for the New York Public Serv- 
ice Commission for dismissal of the ap- 
plication on jurisdictional grounds and 
because the railroad allegedly failed to 
maintain the burden of the proof. 


With regard to exceptions taken by 
protestants to the proposed report in 
the proceeding on the ground that it 
was cont ary to the provisions of the 
administrative procedure act to have 
the report prepared by a hearing exam- 
iner other than the one who conducted 
the hearing, the Commission said the 
examiner who prepared the proposed or 
initial report was qualified to preside at 
hearings pursvant to section 7 of that 
act. It also said: 


“We are of the opinion that certifi- 
cates of public convenience and necessity 
under section 1(18) of the interstate 
commerce act are initial licenses within 
the meaning of section 2(e) and 5(c) of 
the administrative procedure act, and 
that we have authority to direct a hear- 
ing examiner other than the hearing 
examiner who presided at the reception 
of evidence to prepare proposed reports 
in such cases.” 


The Commission said business estab- 
lishments utilizing the New York Cen- 
tral’s segment for the shipment of car- 
load traffic p-esented testimony in oppo- 
sition to the abandonment. It said civic, 
county, and state officials contended that 
to permit abandonment would be pre- 
mature in view of the probable develop- 
ment, “in the immediate future,” of the 
proposed St. Lawrence Seaway. It said 
protestants further maintained that 
abandonment would result in detriment 
to Jefferson county as a whole, and espe- 
cially to Watertown, because of the loss 
of its closest port at Cape Vincent, and 
would tend to isolate the so-called north 
country from the remainder of the state. 


RAILROAD ABANDONMENTS 


Milwaukee 


Examiner H. J. Blond, by a proposed 
report in Finance No. 17455, Chicago, 
Milwaukee, St. Paul & Pacific Railroad 
Co. Abandonment, has recommended 
that the Commission, division 4, permit 
abandonment by the Milwaukee of an 
18.2 mile end portion of its Faribault- 
Zumbro Falls branch line, the portion 
proposed to be abandoned extending 
from Zumbrota to the end of the line 
at Zumbro Falls, all in Goodhue and 
Wabasha counties, Minn. 

He proposed that abandonment be per- 
mitted subject to conditions for emp'oye 
protection the same as prescribed in Chi- 
caz0, B: & Q. R. Co. Abandonment, 257 
I.C.C. 700. 

The record warranted the conclusion 
that the area served by the line did not, 
and would not in the future, provide to 
the Milwaukee sufficient traffic and op- 
erating revenues to pay the line’s operat- 
ing expenses, said the examiner. 


“The area’s public need for transpor- 
tation,” he said, “can be furnished by 
motor carriers who presently handle a 
substantial portion of the materials orig- 
inating at or destined to points on the 
line. The added cost and inconvenience 
would be relatively slight. The highway 








39 


| ICC NEWS 


facilities in the area are adequate dur- 
ing most of the year, and by increasing 
the receivers’ storage capacities, coal and 
petroleum products shipments into the 
area can be handled by trucks.” 


R.G. & S. 


By an application in Finance No. 17624, 
the Rio Grande Southern Railroad Co. 
receiver has asked the Commission for 
authority to abandon the railroad’s en- 
tire line, a narrow-gauge system con- 
sisting of 162.6 miles of main-line track 
from Ridgeway, Ouray county, Colo., to 
Durango, La Plata county, Colo., and 
a 7.3-mile branch line extending from 
Vance Junction on the main line to Tel- 
luride, thence 2.5 miles to a mill of Tel- 
luride Mines, Inc., at Pandora, San Mig- 
uel county, Colo., together with all spur 
tracks, passing tracks, and yard facilf- 
ties. The R.GS. also asked authority 
to abandcn operation. It said it had 
been in receivership since December I, 
1929, and that during that time and for 
several years prior to that time, opera- 
tion of the line had resulted in substan- 
tial annual deficits. Traffic had steadily 
declined, said the railroad, adding that 
in 1951 its two largest customers, Tel- 
luride Mines, Inc., and Rico-Argentine 
Mining Co., the latter situated at Rico, 
Colo., had made long term contracts with 
truck lines to carry their freight. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of Com- 
mission reports. Mimeographed copies of 


such reports in full may be obtained by 
prompt application to the Commission. 


Frozen Fruits 


No. 30019, Baumer Foods, Inc. v. Santa 
Fe Railway et al. By the Commission, 
division 3. Complaint dismissed on find- 
ing it barred by statute because filed 
more than two years after dates of de- 
livery of inbound shipments at Chicago, 
Ill. The Commission said the complain- 
ant alleged that charges sought to be 
collected on 17 shipments of frozen apri- 
cots and peaches, moved from various 
California origins to Chicago, for storage 
in transit, and subsequently shipped to 
New Orleans, La., were unreasonable, 
unjustly discrimiratory, unduly prejudi- 
cial to the complainant, and unduly 
preferential of other receivers in New 
York, N.Y.. Boston, Mass., and other 
eastern points, and that collection of 
such charzes would be in violation of 
the ageregate-of-intermediates provision 
of section 4, interstate commerce act. 
The Commission said that the two-year 
period under section 16(3)(e) of the act 
bevan to run from the date of delivery 
or tender of delivery. Because no transit 
was available on these shipments when 
made to New Orleans, it said, the de- 
livery contemplated by the statute was 
the delivery at Chicago. Those deliveries 
took place more than two years prior to 
the filing of the instant complaint, as 
well as of court actions in April, 1948, 
said the Commission. These actions, 
within the purview of the courts, it said, 
could thus relate only to the outbound 
shipments from Chicago to New Orleans, 
and a 90-day extension specified in sec- 
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tion 16(3)(d) of the act was of no avail 
because the complainant assailed not the 
rate sought to be collected beyond Chi- 
cago, but the total or aggregate charges 
collected or sought to be collected on the 
inbound and outbound shipments com- 
bined. As to that issue, it said, the com- 
plaint was barred from the Commission’s 
consideration. The Commission said that 
under the governing tariff it was plain 
that transit was not available on those 
shipments. 


Trailers 


I. and S. M+3225, Trailers Between 
Points in United States. By the Com- 
mission, division 2. Found unjust and 
unreasonably low, proposed changed dis- 
tance rates and charges on trailers, 
truckaway and towaway, initial and sec- 
ondary movements, between specified 
points in the United States. Order re- 
quires cancellation of schedules to ex- 
tent found unjust and unreasonable, on 
or before March 9, on one day’s notice. 
Proceeding discontinued without preju- 
dice to establishment of rates in light of 
discussion in report. The Commission 
said contentions of the respondents that 
the proposed rates would be compensa- 
tory, and were designed to meet compe- 
tition, had not been sustained. It said 
present rates of Illinois Trailer Convoy, 
Inc., one of the respondents, were on 
substantially the same level as those of 
other carriers engaged in similar opera- 
tions in the same territory, and appeared 
to be reasonable. For trailers weighing 
from 3,501 to 5,000 pounds, it said, a 
proposed rate of 18 cents a mile a trailer 
of Doty Trailer Transport, Inc., which 
rate was under suspension but became 
effective September 1, 1950, was one cent 
higher than its rate of 17 cents which 
was in effect prior to that time. Ac- 
cordingly, it said, that respondent could 
not eliminate the unlawfulness found in 
its proposed rate by merely restoring 
the rate previously in effect, which was 
still lower. The Commission said the 
rates proposed would be subject to mini- 
mum charges that were on the same level 
as those presently maintained by Illi- 
nois Trailer, and by protestant common 
carriers, and that, in the circumstances, 
these charges appeared to be reasonable. 
The schedules, filed by Doty and Illinois, 
it said, were protested by Mid-States 
Trailer Transport, Inc., and others, and 
operation of the schedules was suspended 
until August 22, 1950, it said the re- 
spondents postponed operation of the 
schedules until September 1, 1950, when 
they became effective. 


Fresh Fish 


I. and S. No. 5730, Fish Between Mid- 
west and Eastern Points. By division 3. 
Schedules filed to become effective No- 
vember 30, 1949, by Railway Express 
Agency, Inc., and suspended to June 29, 
1950, on protest of the Department of 
Agriculture, the National Fisheries Insti- 
tute, Inc., and others, and voluntarily 
postponed by the respondent to March 3, 
ordered cancelled by February 25 on one 
day’s notice. The schedules proposed to 
increase express commodity rates on fish 
and shellfish originating in or distributed 
from the Great Lakes region and upper 
Mississippi River points to points in 
states north of the Ohio River and east 





of the Missouri River, excluding the New 


England states. The Commission said 
there could be no doubt that the severe 
increases proposed in many of the rates 
would result in serious diversions of the 
traffic. It found the proposed schedules 
not shown just and reasonable. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of motor 


carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 


*MC12547, King G. Este and John C. 
Ginocchio, dba Cargo Service of Cali- 
fornia, Los Angeles, Calif., Broker. 
Broker license denied. Operation at 
Los Angeles, in arranging for transpor- 
tation of general commodities, except 
household goods, between all U.S. points. 

*MC-107544, Sub. 18; Lemmon Trans- 
port Co., Inc., Marion, Va., Extension— 
Knoxville, Tenn., embracing MC-104057, 
Sub. 8, R. G. Craft and Ruth Vines 
Craft, dba Craft Transport Co., Gate 
City, Va., Extension—Knoxville, Tenn. 
Certificate granted in MC-107544, Sub. 
18; denied in MC-104057, Sub. 8. MC- 
107544, Sub. 18: Petroleum products, in 
bulk, in tank vehicles, Knoxville, Tenn., 
to Big Stone Gap and Norton, Va., over 
irregular routes. MC-104057, Sub. 8: Pe- 
troleum products, in bulk, in tank ve- 
hicles, from Knoxville and points within 
10 miles thereof to points in eight Va. 
counties, and Bristol, Va., over irregular 
routes. 

* MC-64983, Sub. 43, Reader Bros., Inc., 
Philadelphia, Pa., Extension—Plastics 
and Chemicals. Certificate granted. 
Synthetic resins and paper additives, in 
bulk, in tank vehicles, from Philadelphia 
and Bristol, Pa., to points in specified 
areas in Va., N.C., and S.C., over ir- 
regular routes. 

*MC-110420, Sub. 44, Quality Milk 
Service, Inc., Burlington, Wis., Extension 
—Tallow. Certificate granted. Tallow, 
in bulk, in tank vehicles, over irregular 
routes from points in Wis., except Mil- 
waukee and Cudahy, Wis., to points in 
the Chicago, Ill., commercial zone, and 
from Cudahy, Wis., to points in the Chi- 
cago commercial zone, except Chicago. 

* MC-111395, Kermyt W. Callahan and 
Neil Miller, dba Withers Van Lines, 
Miami, Fla., Common Carrier Applica- 
tion. Certificate granted. Household 
goods, over irregular routes, between 
points in a specified part of Fla., on the 
one hand, and, on the other, points in 
Ark., Ariz., Calif., Ia., Kan., Minn., Mo., 
N.M., Okla., Tex., and Wis. 

* MC-111847, Sub. 2, Liquids Transport 
Co., Inc., Tampa, Fla., Common Carrier 
Application. Certificate denied. Tall 
oil, in bulk, in tank vehicles, from 
Georgetown, S.C., Brunswick, Ga., and 
points in Ray county, Fla., to points in 
Hillsborough and Polk counties, Fla., 
over irregular routes. 

MC-720, Bird Trucking Co., Kewaskum, 
Wis., Modification of Certificate, embrac- 
ing MC-110831, H. A. Dahlman, dba 
Dahlman Truck Lines, Stevens Point, 
Wis., Modification of Certificate. Cer- 
tificates granted. On petition, commodity 
descriptions in certificate heretofore is- 
sued to predecessor of petitioners (John 
Charles Bird, deceased, formerly of 
Green Lake, Wis.) interpreted, and peti- 
tioners feund entitled to additional au- 


thority, as successors in interest, under 
the “grandfather clause” for operation 
as motor common carriers of dog food 
and of washing and cleaning supplies, 
and paper products, such as are dealt 
in by retail or wholesale grocery stores, 
from Chicago, Ill., to points in a de- 
scribed portion of Wis. The Commis- 
sion said it found that the term “canned 
goods” as used in the certificate here- 
tofore issued to the predecessor meant 
food that had been processed for preser- 
vation by placement in hermetically- 
sealed containers, and that it further 
found that the term “groceries” as used 
in said certificate meant articles for 
human consumption that were cus- 
tomarily served as food, or which were 
used in the preparation of food, except 
fresh meats. To the extent additional 
authority was sought for the transporta- 
tion of other commodities that might 
or might not be sold in grocery stores, 
the Commission added, the petition 
would be denied. 


UNCONTESTED FINANCE CASES 


Report and certificate in F.D. No. 17548, 
Owasco River Railway Acquisition and Op- 
eration, approved. By its application, the 
Owasco River asked authority to acquire 
and operate as an extension of its line of 
railroad, a track extending approximately 
“ of a mile in Auburn, Cayuga county, 


* * * 


Report and order in F.D. No. 17582, South- 
ern Pacific Co. Equipment Trust Certificates, 
granting authority to assume obligation 
and liability in respect of not exceeding 
$8,170,000 of Southern Pacific Co. equipment- 
trust certificates, series HH, to be issued 
by the Pennsylvania Co. for Banking & 
Trusts, as trustee, and sold at 99.012 and 
accrued dividends in connection with the 
procurement of certain new equipment. 
Approved. ah 


a 

Report and order in F.D. No. 17597, Illinois 
Northern Railway Notes, granting authority 
to issue at par not exceeding $550,000 of 
2-per cent 15-year unsecured notes, to be 
delivered to the applicant’s proprietary com- 
panies to evidence loans of a like aggregate 
amount made and to be made and the pro- 
ceeds used for additions and betterments. 
Approved. 


MOTOR FINANCE CASES 


MC-F-4637, Walter W. Petersen, et al.— 
Control Petersen & Petersen, Inc.—Pur- 
chase (Portion)—C. E. Courtright. Applica- 
tion of Petersen & Petersen, Inc., Grand 
Island, Neb., for authority to purchase cer- 
tain operating rights of C. E. Courtright, 
dba Courtright Transfer, Julesburg, Colo., 
and of Walter W. Petersen, Elizabeth M. 
Petersen, and Leo S. Petersen, for authority 
to acquire control of the rights through the 
purchase, denied. | a” 

MC-F-4675, Norman Spatz—Control; Dia- 
mond Transportation, Inc. — Purchase— 
Elmer E. Brown. Application of Diamond 
Transportation, Inc., New York, N.Y., for 
authority to purchase the operating rights 
of Elmer E. Brown, dba Brown’s Motor Ex- 
press, Providence, R.I., and of Norman Spatz 
for authority to acquire control of the 
rights through the purchase, denied. 

* 


MC-F-4776, G. P. Raymond—Control; Ray- 
mond Bros. Motor Transportation, Inc.— 
Purchase (Portion)—Midwest Coast Trans- 
port, Inc. Application of Raymond Bros. 
Motor Transportation, Inc., St. Cloud, Minn., 
for authority to purchase certain operating 
rights of Midwest Coast Transport, Inc., 
Sioux Falls, S.D., and of G. F. Raymond for 
authority to acquire control of the rights 


* through the purchase, denied. 
* ~ 


MC-F-4836, Paul A. Mavis—Control; Dallas 
& Mavis Forwarding Co., Inc.—Control and 
Merger—Reliable Drivers Corporation. Ap- 
plication for authority under section 210a(») 
of Dallas & Mavis Forwarding Co., Inc., of 
South Bend, Ind., for temporary operation 
of the motor-carrier rights and properties 
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of Reliable Drivers Corporation, of Baseline, 
Mich., granted, with conditions. 
. - * 


MC-F-4864, A. M. Whitney—Purchase— 
Central Van and Storage Co., Inc.—Purchase 
by A. M. Whitney, dba Whitney Transfer 
Co., Bowling Green, Ky., of the operating 
rights of Central Van & Storage Co., Inc., 
Nashville, Tenn., authorized. 

- * * 


MC-F-4942, John F. Beaird — Control; 
Salem Bus Lines, Inc.—Purchase—Joseph F. 
Berauer (Ray M. Allen, Receiver). Pur- 
chase by Salem Bus Lines, Inc., Clarksville, 
Ind., of the operating rights and property 
of Joseph F. Berauer (Ray M. Allen, re- 
ceiver), Salem, Ind., and acquisition by 
John F. Beaird, Clarksville, of control of 
Salem Bus Lines, Inc., through stock owner- 
ship, and of the rights and property 
through the purchase, authorized. 

* * * 


MC-F-4944, John Vander Pol, et al.—Con- 
trol; Peninsula Truck Lines, Inc.—Purchase 
—L. A. Tooker. By the Commission, division 
4. Purchase by Peninsula Truck Lines, Inc., 
Seattle, Wash., of the operating rights and 
certain property of L. Tooker, dba 
Tooker’s Motor Freight, Port ‘Townsend, 
Wash., and acquisition by John Vander Pol 
and Gus Vander Pol, Oak Harbor, Wash., 
and Henry Vander Pol, Seattle, of control 
of Peninsula Truck Lines, Inc., through 
stock ownership and of the operating rights 
and property through the purchase, au- 
thorized, effective February 21. 


ORDERS 


Petition for New Hearing 


In Motor Sale Case Denied 


The Commission has denied a petition 
for a hearing “de novo,” by an order in 
MC-F-4228, Leo J. Pelletier et al—Con- 
trol; Pelletier Trucking Co.—Purchase 
(Portion)—Saw Mill Supply Co., Inc. It 
said the petition, filed by the applicants 
in that proceeding, was denied because 
a hearing before a Commission examiner 
was valid. 

The petition, it said, cited Riss & Co., 
Inc. v. United States et al., decided by 
the U.S. Supreme Court, April 16, 1951, 
and sought a hearing de novo before an 
examiner duly qualified under the ad- 
ministrative procedure act. 

The Commission said that a hearing 
in this proceeding was held February 15, 
1950, before Examiner James L. Smith, 
who had been appointed as an examiner 
under the interstate commerce act in the 
Commission’s Bureau of Motor Carriers, 
but who had not been appointed as an 
examiner under the administrative pro- 
cedure act. 


The procedure considered in the afore- 
mentioned Riss case, said the Commis- 
sion, was dissimilar to that in MC-F- 
4228, “in that in the latter proceeding 
employes of the Commission’s Bureau of 
Motor Carriers did not appear as coun- 
sel or testify as witnesses, and the right 
to object to proceeding with the hearing 
before the examiner therefore did not 
exist...” 

The Commission also denied another 
petition by an order in MC-F-3973, 
Thomas J. Lyons—Control; Quinn 
Freight Lines, Inc.—Purchase—J. Nor- 
man Marshall, and MC-F-4641, Thomas 
J. Lyons—Control; Quinn Freight Lines, 
Inc-—P urchase—Boston-New York 
Transportation Co., Inc. 


It said that E. J. Scannell, Inc., inter- 
vener, petitioned for, among other things, 
reconsideration of a report and order 
of April 12, 1951, by division 4. The in- 
tervener also, it said, cited the afore- 
Mentioned Riss case in support of a 
mction to strike the record on the 
ground that the hearings were held be- 


fore officers who were not duly qualified 
under the administrative procedure act. 

The hearings in these cases, said the 
Commission, were before examiners ap- 
pointed under the interstate commerce 
act in the Commission’s Bureau of Mo- 
tor Carriers. 

The procedure considered in the Riss 
case, it said, was dissimilar to that in 
the two instant cases in that in the 
latter proceedings employes of the Bu- 
reau of Motor Carriers did not appear as 
counsel or testify as witnesses, and the 
right to object to proceeding with the 
hearings before the examiners therefore 
did not exist. 

The Commission denied the petition 
and overruled the motion to strike the 
record. 


Motor Group Says Federal 


Taxes Are Expense Item 


The National Traffic Committee, rep- 
resenting motor common carriers par- 
ticipating in the National Motor Freight 
Classification, have been permitted to 
intervene in I. and S. M-3866, Increases 
—Pacific Northwest. 

In that proceeding, Paul Coyle, chief 
of the complaint section of the Com- 
mission’s Bureau of Motor Carriers, rec- 
ommended that approval be given to a 
4 per cent increase in motor carrier rates 
in the Pacific northwest area. The car- 
riers had proposed an increase of 6 per 
cent (T.W., Dec. 8, p. 38). 


The traffic committee said that it pro- 
posed “to defend the principal advanced 
by the examiner (of including federal 
income taxes and surtaxes as operating 
expenses), for the determination of 
motor carrier operating ratios against 
attack by the various complainants.” 

The Office of Price Stabilization, in 
exceptions to the examiner’s report, op- 
posed Mr. Coyle’s recommendations, 
recommending a 2 per cent increase. It 


also asserted that if federal income taxes . 


were included in operating costs, each 
new tax levy by Congress would result 
in increased motor rates, thus nullifying 
the indirect control of inflation exerted 
by federal taxation (T.W., Jan. 12, p. 46). 


Fly Ash Reparation 


By an order in special docket No. 240, 
Application of Alcoa Steamship Co. to 
pay $24.79, in Mineral Mix Products Cor- 
poration v. Alcoa Steamship Co., the 
Federal Maritime Board has authorized 
Alcoa to pay the complainant, on or 
before February 15, $24.79, as reparation 
on account of unreasonable charges col- 
lected. 

The shipment involved was a consign- 
ment of fiy ash from New York City to 
Frederiksted, St. Croix, Virgin Islands, 
on which a cargo N.OS. rate of $19.50 @ 
ton of 40 cubic feet was collected. The 
board compared the value of fly ash, $9 
a ton, with values ranging between $750 
and $1,000 under the $19.50 N.O.S. cargo 
rate. The board awarded reparation on 
the basis of a rate of $18'a ton of 2,000 
pounds, later established by the carrier. 


Intercoastal Tariff Suspension 


The Commission has suspended from 
January 22 until August 21 operation of 
intercoastal steamship tariff schedules 
proposing cancellation of joint through 


41 
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all-water rates from Sacramento, Calif., 
to Atlantic ports (T.W., Jan. 12, p. 33 
and Jan. 19, p. 37). It issued an order 
in I and S. No. 5988, All Water Rates, 
Sacramento to Atlantic Ports. 


The Commission, however, refused to 
suspend the intercoastal lines eastbound 
tariffs with respect to ports other than 
Sacramento, their westbound tariffs con- 
taining similar proposals, and tariffs of 
Gulf intercoastal lines containing simi- 
lar proposals for both eastbound and 
westbound traffic. 


The traffic involved is tonnage picked 
up by inland carriers and transferred 
to intercoastal carriers under tranship- 
ping arrangements, making it possible 
for the inland carriers to participate in 
through routes and joint rates on traf- 
fic bound to Atlantic ports. 


1.C.C. Orders Probe of 
Norfolk Southern Railway 


Management and Financing 


The Commission, on its own mo- 
tion, has instituted an investigation 
into the “management, accounting, 
financial and other practices” of the 
Norfolk Southern Railway Co., and 
the Norfolk Southern Bus Corpora- 
tion. 


The proceeding was docketed as No. 

30980, Practices of the Norfolk Southern 
Railway Co. and Norfolk Southern Bus 
Corporation. 
. The Commission said it had under 
consideration the matter “particularly 
as to whether carrier funds have been 
expended for purposes not necessary to 
the honest, economical, and efficient 
operations of such corporations.” 

The order read as follows: 

“It is ordered, That an investigation 
be, and it is hereby, instituted upon the 
Commission’s own motion into and con- 
cerning the management, accounting, 
financial and other practices, of the 
Norfolk Southern Railway Co., and the 
Norfolk Southern Bus Corporation, par- 
ticularly as to the expenditure of car- 
rier funds for purposes not necessary to 
the honest, economical, and efficient 
operations of such corporation in order 
to determine the manner and method 
in which the business of such corpora- 
tions have been conducted with a view 
to. the making of a report and such order 
or orders aS may be appropriate upon 
the record; 


“It is further ordered, That Norfolk 
Southern Railway Co., Norfolk Southern 
Bus Corporation, Norfolk Southern 
Warehouse Co., North Carolina Ware- 
house Co., Princess Anne Power Co., 
Euclid Development Co., J. T. Kingsley, 
president, J. R. Pritchard, vice-president- 
secretary, C. M. Self, executive vice- 
president, Norfolk, Va.; J. R. Appleton, 
director, W. I. Emerson, director, W. T. 
Griffin, vice-president and general coun- 
sel, P. B. McGinnis, chairman of the 
board, Henry Oetjin, director, J. K. 
Lucey, director, New York, N.Y.;: C. N. 
Kidd, chairman of the executive com- 
mittee, E. E. McClure, director, Balti- 
more, Md.; H. C. Selheimer, director, 
P. N. Selheimer, director, Philadelphia, 
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A. L. Monroe, director, Raleigh, 
and Wellington Paul, direcvor, 
Jacksonville, Fla., be, and they are 
hereby, made respondents in this pro- 
ceeding; that this order be served on 
said respondents; and that notice 
to the public be given by posting a copy 
of this order in the office of the Secre- 
tary of the Commission. 

“And it is further ordered That this 
proceeding be, and the same is hereby, 
assigned for hearing March 24, 1952, at 
9:30 o’clock a.m., U.S. Standard Time, 
at the office of the Interstate Commerce 
Commission, Washington, D.C., before 
Examiner O. L. Mohundro.” 


Seatrain Case Hearings Set 


The Commission has issued notice of 
hearing in W-543, Sub. 3, Seatrain Lines, 
Inc., Extension—Savannah, in which 
Seatrain asks permanent authority to 
extend its operations as a common car- 
rier by water to include service between 
the ports of New York, N.Y., and Sa- 
vannah, Ga. 

The carrier is now operating between 
the ports under temporary authority 
(T.W., Nov. 17, 1950, p. 18). 

Hearings will be before Examiner J. 
Edgar Snider, March 18, at the Hotel 
New Yorker, New York, N.Y., and on 
April 1, at the U.S. Court Rooms, Sa- 
vannah, Ga. 

The notice says that “applicant shall 
make available at the hearings a compe- 
tent witness or witnesses for examination 
on all material and relevant facts recited 
in the application.” 


Leased Property Improvements 


Secretary Bartel, of the Commission, 
by a Notice to Persons Furnishing Cars 
or Protective. Service Against Heat or 
Cold, has announced that, pursuant to 
the provisions of section 20(6) of the in- 
terstate commerce act, the Commission, 
by division 1, has approved the cancel- 
lation of account 802, Improvements on 
Leased Property, together with instruc- 
tions relating thereto, and the modifica- 
tion of account 801;*Cars or Protective 
Service Property, to include the cost of 
improvements to leased carrier property. 

Any interested party might, on or be- 
fore February 15, file with the Commis- 
sion written views or arguments to be 
considered in this connection, said the 
notice. It added that, unless otherwise 
found necessary after consideration of 
-all representations so received, an order 
would be entered making the modifica- 
tions outlined in the notice effective 
April 1. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 


suspended by the Commission. Suspen- 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. 





I. and S. No. 5987, Car Rental & 
Switching at Memphis, Tenn., from Jan- 
uary 21, to and including August 20, cer- 
tain schedules as published in supple- 
ment No. 66 to Illinois Central Railroad 


Co.’s tariff I.C.C. No. 8488. The sus- 
pended schedules propose to increase the 
switching charzes at Memphis, Tenn., on 
traffic switched to and from the Amer- 
ican Barge Line. 

I. and S. M-4039, Textile Machinery— 
New England to Atlanta, from January 
21, to and including August 20, certain 
schedules published in tariff MF-I.C.C. 
No. 2 of V & H Motors, Inc., dba Nigro 
Freight Lines, Farmington, Conn. The 
suspended schedules propose to establish 
a reduced motor-common-carrier rate of 
147 cents a 100 pounds on textile ma- 
chinery or machines or parts from Hope- 
dale, Mass., and New Britain, Conn., to 
Atlanta, Ga. 

I. and 8S. M-4040, Fertilizer—From 
Salisbury, Md., from January 20, to and 
including August 19, schedules published 
in tariff MF-I.C.C. No. 3 of Lloyd W. 
Biesecker, dba Trenton Terminal and 
Transfer Co., Hamilton Square, N.J. The 
suspended schedules propose to publish 
new motor common carrier commodity 
rates on fertilizer, minimum 20,000 
pounds, from Salisbury, Md., to points 
in Pa. and NW. 

I. and S. M-4041, Cleaning Compounds 
—N. Y. & N. J. to New England, from 
January 19, to and including August 18, 
certain schedules published in supple- 
ment No. 9 to tariff MF-I.C.C. No. A-25 
of Eastern Motor Freight Conference, 
Inc., agent, West Hartford, Conn. The 
suspended schedules propose to establish 
reduced motor common carrier commod- 
ity rates, minimum 24,000 pounds, on 
various cleaning, scouring and washing 
compounds from New York, N.Y., and 
nearby New Jersey points to 17 points in 
Rhode Island and Massachusetts. 

I. and S. M-4043, Autos—Phoenix, 
Ariz. To Los Angeles County, from Jan- 
uary 22, to and including August 21, 
all schedules published in supplement 
No. 1 to schedule’ MF-I.C.C. No. 2 of 
Hadley Auto Transport, Long Beach, 
Calif. The suspended schedules propose 
reduced motor contract carrier minimum 
charges on motor vehicles in truckloads 
from Phoenix, Ariz. to all points in Los 
Angeles County, Calif. 

I. and S. M-4044, Loading Allowance— 
Southwest Freight Lines, Inc., from 
January 22, to and including August 
21, certain schedules published on first 
revised page 17 to tariff MF-I.C.C. No. 
171 of Southwest Freight Lines, Inc., 
Kansas City, Mo. The suspended sched- 
ules propose to establish a loading al- 
lowance of $3.00 for each trailer loaded 
by a shipper in connection with local 
and joint motor common carrier com- 
modity rates on various commodities, 
from and to numerous points in 12 Cen- 
tral, Middlewest and Southwestern states. 

I. and S. M-4042, Commodities—Be- 
tween North & South Pacific Coast, 
from January 22, to and including Au- 
gust 21, certain schedules published on 
various original and revised pages to 
tariff MC-I.C.C. No. 20 of the Pacific 
Inland Tariff Bureau, Inc., agent, Port- 
land, Ore. The suspended schedules 
propose to establish reduced motor-com- 
mon-carrier rates on machinery and 
various other commodities from Los An- 
geles and San Francisco (and related 
points) to Portland, Ore., Tacoma and 
Seattle, Wash. 

I. and S. M-4045, Cotton Denims—To 
Bristol, Va.-Tenn., from January 22, to 
and including August 21, certain sched- 
ules published in supplement No. 7 to 
tariff MF-I.C.C. No. 543 of Southern 
Motor Carriers Rate Conference, agent, 
Atlanta, Ga. The suspended schedules 
propose to establish motor-common car- 
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rier commodity rates on cotton denims, 
jeans and drills, minimum 25,000 pounds, 
from Greensboro and Erwin, N.C., Rock 
Hill, S.C., and Canton, Ga., to Bristol, 
Va.-Tenn. 


COMMISSION ORDERS 


MC-C-1131, Atlanta-Asheville Motor Ex- 
press, Inc., et al. v. A & H Truck Line, Inc., 
et al. Complaint fismissed. 


I. & S. M-3751, Order Notify Shipments— 
Central Territory. Date on which recom- 
mended order shall become order of Com- 
mission and become effective — to 
van. ” + * 

MC-F-5105. Wm. S. Jones, et al.—Control 
—Hartman’s Transportation Co. Application 
under section 210(b) denied. 


I. & S. 5835, Ciesatnentten of Self- Gennes 
Basket Carts. Order of Nov. 5, 19 1, dis- 
continuing proceeding effective Nov. 23, 1951, 
which was subsequently modified to become 
effective Jan. 31 and further modified to 
become effective Feb. i. - 


MC-48508, Sub. 10, Jackson Trucking Co., 
Inc., Extension—Eastern Points. Recom- 
mended report and’ order, which order be- 
came effective as order of Commission on 
Nov. 19, 1951, modified as to commodity de- 
scription, effective Feb. 23. 


_ 
MC-106200, Sub. 2, Hoffman Transfer, Inc. 


Reopened for further hearing. 
- 


Respondents having cancelled susvended 
schedules under special permission, the 
Commission has issued orders discontinuing 
the tollowing proceedings: 

I.- & M-3932, Automobile Lamps— 
Lexington, EY. to Chicago. 

I. & S. M-3935, Iron or Steel, L.T.L.—St. 
Louis and Ill. ba se 


No 30188, A. K. Zinn & Co. v. N.Y.C., et 
al. Order of Nov. 28, 1951, which required 
carriers to take certain action on 30 days’ 
notice, modified to become effective May 5, 
without change in notice | requirement. 


I. & S. M-3968, Milk Products—Ill., Minn., 
& Wis.—Order of Oct. 30, 1951, vacated and 
set uside as of Jan. 24, insofar as it sus- 
pended operation of Item 4130-E of Supple- 
ments 31 and 34 to tariff MFICC 179 of 
Middlewest Motor Freizht Bureau, Agent, 
and proceeding of investi ation insoiar as 
it affects that item discontinued. 


MC-FC-50535, King Van Lines, Inc.—Pur- 
chase (Portion)—William C. Marshall and 
Clark B. Marshall. Effective date of order 
of Mar. 26, 1951, further postponed to Feb. 12. 


No. 30344, General Chemical Division, 
Allied Chemical & Dye Corp. et al. v. A. T. 
& S. F., et al. Order of May 25, 1951, re- 
quiring carriers to take certain action on 30 
days’ notice, which was subsequently modi- 
fied to become effective Feb. 29, without 
change in notice requirement, further modi- 
fied so as to change such notice require- 
ment from 30 to 3s days. 


No. 30368, Dow ‘eenene Co. v. A. & &., 
et al Defendants’ petition for reconside*a- 
tion of Commission’s order of Oct. 18, 1951, 
denying defendants’ petition to reject com- 
Plainunt’s second petition for reconsidera- 
tion, denied. Time for filing replies to com- 
plainant’s petition extended to Feb. 5. 

” - + 

MC-C-1331, Merchandise, Mixed Truck- 
loads East. Petition of Hancock Trucking, 
Inc., requesting reconsideration of order of 
Oct. 5, 1951, insofar as it makes it re- 
spondent, and requesting that proceeding 
be discontinued insofar as it affects its 
schedules, denied. | 

2 * 

MC-F-4437, Thomas J. Lyons — Control 
Quinn Freight Lines, Inc.—Purchase—Jessie 
B. Wadkins and Thomas Fereol Neale (Agnes 
B. Neale, Administratrix). Applicants’ peti- 
tion seeking an extension of lease authority. 
granted; authority to remain in effect until! 
application is “finally determined”’. 

~ * + 

MC-F-4705, Wilson House—Control; East- 
ern Motor Express, Inc.—Purchase—Wilson 
Motor Lines, Inc. Effective date of order 
of Nov. 16, 1951 postponed to Mar. 24. 

* . x 

MC-F-4969, E. N. Curtis—Control; E. N 
Curtis Transportation, Inc.—Purchase (Por- 
tion)—Connecticut Transfer, Inc. (Leon M. 
Gabriel, Trustee). Authority granted by 
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order of Aug. 10, 1951, as modified Sept. 6, 
and Oct. 9, 1951, to remain in effect until 
application is “finally determined”. 

* + * 

MC-F-4970, Max Moskowitz and George 
Simonowitz — Control; Moskowitz Motor 
Transportation, Inc.—Purchase (Portion)— 
Connecticut Transfer, Inc. (Leon 
Gabriel, Trustee). Authority granted by 
order of Aug. 10, 1951, as modified Oct. 9, 
1951, to remain in effect until application 
is “finally determined”. 


APPLICATIONS 





AND PETITIONS 


Express Agency Asks for 
New Rate Rise Authority; 


Cites Jan. 1 Wage Hike 


The Railway Express Agency, Inc., 
and the Class I railroads, by a third 
supplemental petition in Ex Parte 
177, Increased Express Rates and 
Charges, 1951, have asked the Com- 
mission for authority to assess an 
additional charge of six cents a ship- 
ment on all less-than-carload rail 
express shipments moving at first or 
second class rates and charges or 
multiples thereof. The authority 
was asked “on an interim basis and 
at the earliest possible date, on one 
day’s notice.” 


The agency, in support of its request, 
said that under escalator and cost-of- 
living clauses of wage agreements ex- 
press employes’ wages were increased 
four cents an hour effective January 1. 

Authority for the charge of six cents 
a shipment was asked pending final dis- 
position of an agency petition filed in 
December, 1951 (T.W., Dec. 29, 1951, p. 
42). 

By that petition the agency had asked 
for reconsideration of a decision in the 
proceeding made last October (T.W., 
Oct. 27, 1951, p. 16), with a view to ob- 
taining increases on first and second- 
class traffic in addition to those granted 
in October, namely an increase of first- 
class rates and charges on shipments 
one to 99 pounds by 57 cents, instead 
of the 30-cent increase granted in Oc- 
tober, with proportionate increases in 
second class rates. 

The Commission, however, denied this 
petition for reconsideration including 
permission to make the additional in- 
creases (T.W., Jan. 19, p. 37). 

At the Commission it was said the in- 
stant third supplemental, petition was 
Gelivered to the Commission the day 
after the issuance of the order denying 
the earlier petition. The agency knew 
of the order denying the earlier petition, 
it was said, but already had forwarded 
the new petition to various interested 
parties and therefore deemed it neces- 
Sary to file it with the Commission. 

In the instant petition the agency said 
that, based on 1951 operations, it esti- 
mated that the aforementioned wage in- 
creases and “equalizing increases” would 
increase the agency’s annual operating 
expenses and payroll taxes, incurred in 
the handling of all ll. rail express 
shipments (excluding increased costs 
attributable to air express and other 
services) by a total of $4,108,000. It said 
it estimated that the increase in the 
cost of handling l.c.l. first and second- 


class rail express traffic would be 
$3,419,000. 

The agency said that the aforemen- 
tioned increases in its operating ex- 
penses and taxes had come about since 
the present express rates were author- 
ized by the October decision and be- 
came effective November 15, 1951. It 
added that unless prompt interim rate 
relief was granted, as requested, the 
agency and the railroads transporting 
express traffic would “suffer irreparable 
harm.” 

It said the increased revenue, if the 
new six-cents-a-shipment request was 
granted, would be approximately $3,870,- 
000. This, it said, was based on the 1951 
volume of approximately 64,500,000 1.c.l. 
rail express shipments moving at first 
and second-class rates and charges or 
multiples thereof, and constituting an 
estimated 83.23 per cent of all l.cl. rail 
express shipments. 

The Commission was requested by the 
petitioners, “on the prima facie show- 
ing made herein,” without hearing, to 
grant special permission to make the in- 
crease sought on an interim basis by 
publication on one day’s notice by simple 
forms of supplements to existing tariff 
schedules. The petitioners also asked, 
among other things, that the Commission 
authorize these supplements to become 
effective without suspension. 


Railroads Ask to Establish 


Ala.-Tex. Cucumber Rate 


W. F. Knobeloch, for the southwestern 
railroads, has filed a petition with the 
Commission in No. 13535 et al., Consoli- 
dated Southwestern Cases, asking ap- 
p.oval under finding 27 in those pro- 
ceedings for establishment of commodity 
rates on cucumbers, in brine, in tank 
ca:s, carloads, minimum weight 80,000 
pounds, of 85 cents a 100 pounds to 
Dallas, Tex., and 72 cents to Texarkana, 
Ark.-Tex., from Atmore, Ala. 

The petitioner said a plant producing 
pickles at Dallas was not operating to 
full capacity because of a smaller crop 
of cucumbers in Texas last season and 
resultant inability to obtain a sufficient 
amount from processors in Texas. 

“However,” continued the petitioner, 
“an excess crop of cucumbers was pro- 
duced last season in the area surround- 
ing Atmore, Ala., and the Dallas plant 
desires to secure some of the excess sup- 
ply. The processing plant at Atmore 
supplies a pickle plant at Montgomery, 
Ala., with cucumbers. Those plants and 
the pickle plant at Dallas are owned by 
the same interests. Their representa- 
tives state they are unable to ship the 
cucumbers from Atmore to Dallas at 
their present rate of 101 cents per 100 
pounds, minimum weight 50,000 pounds, 
which is the Montgomery, Ala., rate 
published in item 1760 of Agent Kratz- 
meir’s I.C.C. No. 3912 (SWL tariff 1-A) 
and applicable from Atmore under the 
intermediate clause .. .” 

The petitioner said the proposed rate 
was made with regard for the carload 
commodity rates on cucumbers, in brine, 
in tank cars, minimum weight 80,000 
pounds, to Texarkana, of 59 cents from 
Brookhaven and other named Missis- 
sippi points and 64 cents from Waynes- 
boro and Wiggins, Miss. 

It said the southwestern railroads also 
proposed to establish a related rate of 
72 cents on cucumbers from Atmore to 
Texarkana in order to provide an appro- 
priate rate for a receiver at Texarkana 
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» 
who produced and shipped pickles in 
competition with the producer at Dallas. 
The present rate from Atmore to Tex- 
arkana was 101 cents, minimum weight 
50,000 pounds, which was also the Mont- 
gomery-to-Dallas rate applicable under 
the intermediate clause, said the peti- 
tioner. : . 


Eastern Rails Ask Process 
‘De Novo’; Say No Hearing 


Was Held in Forwarder Case 


The eastern railroads, asserting 
that the Commission, division 4, has 
determined a freight forwarder ap- 
plication for operating authority 
without a hearing “in a situation 
which patently calls for a hearing,” 
have asked that the proceeding be 
“processed do novo” before a different 
division of the Commission. 


By a petition in FF-218, Barge Service 
Co., Freight Forwarder Application, the 
eastern roads asked the Commission to 
reconsider an order of division 4 grant- 
ing Barge Service Co., of Houston, Tex., 
under the Commission’s expedited proce- 
dure, authority to operate as a forwarder 
of iron and steel articles from Pittsburgh 
and Baden. Pa., to Houston, through use 
of the faci'’ities of common carriers by 
water, effective February 20 (T.W., Dec. 
29, 1951, p. 39). 

These railroads requested a hearing 
under sections 7 and 8 of the adminis- 
trative procedure act and oral argu- 
ment. 

The southern railroads also filed an 
“objection” to the division’s action in 
the case, saying they “object strenu- 
ously” to the grant of this authority and 
“feel sorely aggrieved that they have not 
been given an opportunity to appear in 
protest .. .” They asked for reopening 
and public hearing. 

“Since division 4 has made a determi- 
nation without a hearing,” said the east- 
ern railroads, “in a situation which pat- 
ently calls for a hearing, and since the 
failure to assign the matter for hearing 
has prevented opposing parties from pre- 
senting their views prior to the consid- 
eration of the matter, the only appropri- 
ate relief is to process the application all 
over again and to assign it for hearing 
before a hearing examiner of the Com- 
mission’s staff. 

“Furthermore since division 4 has 
reached a determination upon the one- 
sided presentation of the application, it 
would be well, these eastern railroads 
believe, to assign the matter to a differ-: 
ent division for consideration, for it is 
everyday knowledge that it is more dif- 
ficult to convince anyone to change a 
decision than to persuade him to make 
a particular decision. 

“While these eastern railroads believe 
that assigning the matter to another 
division would be more consistent with 
prover judicial procedure, they, of course, 
would not obiect to the matter heing 
again assicned to division 4, provided a 
hearing is held before a hearing exam- 
iner or one of the commissioners in con- 
formity with sections 5, 7 and 8 of the 
administrative procedure act.” 

The eastern railroads also asserted 
that the order of division 4 should be 
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stayed while the petition of the inter- 
vening railroads was being considered by 
the Commission and that if the Commis- 
sion contemplated approval of the pio- 
cedure followed in this case, the rail- 
roads desired oral argument before such 
approval of the procedure was made the 
— of a final order of the Commis- 
on. 

These railroads said that since they 
believed that Commission consideration 
of applications for permits and certifi- 
cates under the motor carrier, water car- 
rier, and freight forwarder parts of the 
interstate commerce act without hear- 
ings (ex.ept where temporary authori- 
ties were sought), “presents an impor- 
tant legal question which may have a 
wide impact, in the interest of avoiding 
time-consuming litigation in the courts 
which is burdensome to all parties”, they 
requested that if the Commission con- 
templated denying their petition, oral 
argument should be held before the en- 
tire Commission prior to making final 
determination. 

Continuing, the eastern railroads said: 

“If it is true—as these eastern rail- 
roads believe—that the administrative 
procedure act is a good piece of legisla- 
tion which has as its objective the es- 
tablishment of minimum standards of 
procedure before federal agencies, then 
it is in the interest of all persons and 
particularly the Commission, that its 
lofty purposes be implemented. Cer- 
tainly relief before the Commission is to 
be favored over relief in the courts, and 
therefore the fullest consideration by the 
Commission is appropriate.” 


See No Shipper Need 


The eastern roads said that if the mat- 
ter was assigned for hearing and con- 
sidered “de novo,” they would attempt 
to show, among other things, that there 
was no real shipper need for freight for- 
warder service using water facilities for 
transporting iron and steel articles from 
Pittsburgh to Houston, and that granting 
of the application would result in diver- 
sion of important and valuable traffic 
from the eastern railroads to their great 
detriment, and to the ultimate detriment 
of the shipping public. 

The same railroads said the procedure 
followed in the case was wronz in every 
sense and “should be discarded forever.” 

“What is most ironical of all,” they 
continued, “is that the Commission’s own 
rules of practice indicate that the pro- 
cedure should be otherwise.” 

After describing the administrative 
procedure act as “one of the important 
landmarks in the development of our 
Anglo-American system of jurispru- 
dence,” and discussing the advancement 
of arguments “rooted in this legislation,” 
the eastern railroads asserted that in 
seeking a different procedural process in 
the instant case they “should not be re- 
garded as hyper-technical, or zealous for 
over-refinements in the law to bring 
about favorable results not otherwise 
obtainable.” 





Port Relationship Tariffs 


Eastern railroads revresented by 
Agents C. W. Boin, I. N. Doe and L. C. 
Schuldt have filed tariffs effective Feb- 
rvary 1, prrsvant to Svecial Permission 
Order No. 52268, to restore the recognized 
North Atlantic port relationshins in con- 
nection with export, import, intercoastal 


and coastwise class rates which were 
disrupted due to the increases permitted 
by the Commission under Ex Parte 162. 
166 and 168. In their application for 
special permission the agents said the 
carriers had been severely criticized be- 
cause they had not “as yet restored” the 
port relationships in question. 





Calif. Household Movers 


File Bulwinkle Agreements 


The Commission, division 2, has an- 
nounced the filing of proposed rate 
agreements under section 5. the so-called 
“Reed-Bulwinkle” section of the inter- 
state commerce act, by the California 
Household Goods Carriers’ Bureau and 
the Western States Movers’ Conference. 


Notices to that effect were issued in 
Section 5a Application No. 28, California 
Household Goods Carriers’ Bureau— 
Agreement, and Section 5a Application 
No. 39, Western States Movers’ Confer- 
ence—Agreement. 

The announcement in the California 
Household group proceeding said the 
agreement involved was between and 
among common carriers by motor ve- 
hicle relating to rates and charges and 
rules and regulations pertaining thereto, 
applicable to the transportation of 
household goods and related articles 
between points in California, and pro- 
cedures for joint initiation, considera- 
tion, and establishment thereof. 

The California group, in its applica- 
tion filed by Columbia Van Lines, Inc., 
Los Angeles, Calif., said the function of 
the California Household Goods Car- 
riers’ Bureau, in its relationship with 
the Western States Movers’ Conference, 
was to act as the representative of the 
bureau members at business meetings 
(not related to tariffs) of the confer- 
ence, and, on request, to forward as re- 
quired, necessary information on behalf 
of its members to the conference in con- 
nection with tariff publication of the 
conference. It said members of the bu- 
reau might be, and frequently were, 
members of the conference. 

The announcement in the Western 
States Movers’ Conference proceeding 
said the application was filed by Wood- 
row W. DeWitt and Margaret DeWitt, 
doing business as DeWitt Transfer & 
Storage Co., 6060 North Figueroas Street, 
Los Angeles 42, Calif. 

It said the agreement was between 
carriers and related to rates, charges, 
rules, and regulations applicable to trans- 
portation of household goods between 
points in Arizona, California, Colorado, 
Idaho, Montana, Nevada, New Mexico, 
Oregon, Texas, Utah, Washington, and 
Wyoming, and procedures for joint initi- 
ation, consideration, and establishment 
thereof. 

The conference application said 191 
carriers were members of the confer- 
ence and that many of them conducted 
operations over a rather extensive area 
mainly within the western states. 


“Common action in the publication of 
a single tariff document, or series of 
documents, by these carriers tends to 
eliminate, in large measure, the expense 
to individual carriers incident to tariff 
publication and filing, and to pro-rate 
such expenses among the several mem- 
bers with a resulting saving in tariff 
publication costs to all,” said the con- 
ference application. 








TRAFFIC WORLD 


Southwest Rails Ask Rate 
Relief on Dense Soda Ash 


The Southwestern railroads, by a 
petition in No. 13535 et al., Consolidated 
Southwestern Cases, have asked the 
Commission for authority to permit es- 
tablishment of a commodity rate of 48 
cents a 100 pounds on dense soda ash, in 
bulk in cars or in bags (not less than 
100 pounds each), carloads, minimum 
weight 100,000 pounds, from Baton 
Rouge, North Baton Rouge, Lake 
Charles, and West Lake Charles, La., 
Corpus Christi and Velasco, Tex., to 
Cleveland, Okla. 

They said the rate sought to be au- 
thorized was the same as a rate apply- 
ing to Ada, Blackwell, Henryetta, Mus- 
kogee, Okmulgee, Poteau, Sand Springs, 
and Sapulpa, Okla., from the named 
origins. Such rate, the petitoners said, 
currently applied from the origins named 
to Hallett, Okla., under the intermediate 
clause in connection with the rate to 
Blackwell; Okla. 

The petitioners said the consumption 
of dense soda ash had developed at 
Cleveland, Okla., where it would be used 
in the refining of oil. The proposed 
rate, they said, was “felt to be proper 
for the movement as it currently applies 
from the origins named to Hallett and 
other Oklahoma destinations in the im- 
mediate vicinity of Cleveland.” 

In another petition, the same railroads 


asked authority to extend the expiration — 


date of a rate on paper making or pulp- 
making machinery and machines, until 
and including June 30, 1952. They said a 


. Commission order of November 27, 1951, 


permitted establishment of a rate of 157 
cents on the aforementioned commod- 
ities, in carloads, minimum weight 40.000 
pounds, from Wilmington, Del., to West 
Monroe, La., subject to expiration date 
of March 17, 1952. 

“The shipper advises he originally ex- 
pected this movement to be completed 
within the vear 1951, but shortage of 
steel and other materials, and strikes in 
the plants of some of the suppliers, de- 
layed the manufacture and the initial 
shipment of this machinery bevond the 
original schedule,” said the petitioners. 

“Although this rate was published ef- 
fective September 18, 1951, the movement 
did not begin until December, 1951. The 
manufacturer’s schedule is now con- 
siderably slower than planned due to 
the snortage of steel, and additional time 
will be required beyond March 17, 1952, 
in order to complete movement. Accord- 
ingly, the participating carriers desire to 
extend the expiration date to and in- 
cluding June 30, 1952.” 


FINANCE APPLICATIONS 


Finance No. 17620, Columbia Terminals 
Co., St. Louis, Mo., asks authority to split 
its common stock 5 for 1 and issue 40,000 
of an authorized 80,000 shares of 6 per cent 
convertible preferred stock, nar value $25 
a share. The applicant said it now had 
only one class of stock, no par value com- 
mon of which 43,361 of an authorized 100,000 
shares had been issued. It said that as long 
as the preferred stock was outstanding, it 
would be convertible at any time into 14 
common shares. The applicant said it pro- 
posed to use the proceeds of the sale of the 
new stock to finance purchases of new 
equipment for Southern Express, Inc., all 
of whose common stock it owned, and for 
Plaza Express Co., Inc., which it had tem- 
porary authority to control through man- 
agement. 

a 


s o 
Finance No. 17621, Wilson Truck Co., Inc., 
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Nashville, Tenn., asks authority to issue a 
note for $200,000 with interest at 5 per cent 
a year, payable over a 15-year period in 
monthly installments of $1,582 including 
interest; first installment due March 1. The 
applicant said the proceeds would be used 
to retire current bank loans and provide 


working capital. p 


Finance No. 17623, Arkansas Motor Freight 
Lines, Inc., Fort Smith, Ark., asks authoity 
to issue two notes, one for $120,000, the other 
for $233,000, each bearinz interest at 5 per 
cent a year and each payaole in 33 equal 
consecutive monthly payments of principal 
and interest amounting to $3,596.50 and 
$6,983.22, respectively, to refinance certain 
equipment obligations, discharge liabilities 
on open account, and obtain additional 


working capital. 
” 7” 


MC-F-5115, Eagle Motor Lines, Inc., Bir- 
mingham, Ala., asks authority to purchase 
certain operating rights of Whitfield Truck 
Line, Picayuae, Miss. 

ca * sa 


MC-F-5116, Cleo Crouch, dba Pony Ex- 
press, St. Joseph, Mo., asks authority to 
purchase capital stock of Wagner Freight 
Lines, Inc., Maryville, Mo. 

= - * 

MC-F-5117, Ferreira’s Transportation, Inc., 
Fall River, Mass., asks authority to pur- 
chase certain operating rights of Di_hton 
Transfer Co., North Dighton, Mass., and 
temporarily to operate. 

* * - 

MC-F-5118, B. S. Gardner Oilfield Trans- 
portation, Odessa. Tex., asks authority to 
purchase certain operating rights of Joe 
Bostick, Farmington, N.M. 


MC-F-5119, Central Freight Lines, Inc., 
Waco, Tex., asks authority to nurchase cer- 
tain operating rights or Southern Motor 


Lines, Houston, Tex. 
o * - 


MC-F-5120, Tri-State Transportation Co., 
Inc., Sioux Falls. S.D., asks authority to 
purchase certain operating rights of Blue 
Line Transfer, Pierre, S.D., and temporarily 


to operate. 
s o * 


MC-F-5121, Carolina Coach Co., Raleigh, 
N.C, asks authority to acquire control of 
Red Star Motor Coaches, Inc., Salisbury, 
Md., and Eastern Shore Transit Co., Inc., 
Salisbury, and to mer.e the proje.ties of 
the latter two companies with Carolina 
Coach Co. 


s o - 

MC-F-5122, Kemp Bus Line, Mineral Wells, 
Tex., asks authority to purchase certain 
operating rights of Southwestern Greyhound 
Lines, Inc., Fort Worth, Tex. 


PETITIONS FOR REHEARING, ETC, 





No. 30188, A. K. Zinn & Co. v. N.Y.C., et 
al. Deiendants ask reopening, reargument, 
and reconsideration by full Commission and 
revrsal thereaiter of report and order of 
division 2, dated Aug. 28, 1950. 


MC-2900, Sub. 55, Great Southern Truck- 
ing Co Extension—Raleigh N.C. McLean 
Trucking Co. et al., ask reconsideration of 
decisioa of division 5, dated Nov. 5, 19.1. 

* * +. 


MC-111149, Sub. 3, Kilmer Transportation 
Co. Extension—Uniontown. Applicant asks 
leave to further amend insta.t application, 
= reconsideration of report of Commis- 
sion. 

* - td 


MC-C-1143, P. B. Mutrie Motor Transpor- 
tation, Inc., et al. v. Blue Line Express, 
Inc. Complainants ask reconsideration. 

” * - 

MC-FC-52383, R. A. Harmon Trucking Co. 
~-Purchase—Atlas Trausportation Co., Inc. 
'ransferor ask reconsideration of report of 
Commission of Dec. 6, 1951. 


* * * 


No. 30877, Albers Milling Co. v. Northern 
Pacific Ry. Co., et al. Complainaat asks 
cave to withdraw its complaint. 

- * « 


No. 30917, Application of Savannah Union 
ation Co. for an order requiring use of 
terminal facilities by Seaboard Air Line 
‘R. Co., and fixing terms of and compensa- 
‘on for such use. Respondent Seaboard 
XS reconsideration of order of Dec. 23, 
‘31, and on reconsideration, granting of 
* motion for cancellation of any hearing 
signment, and also asks that no further 
vioceedings be held until decision of Court 





of Appeals for Fifth Circuit, determining 
date from and aiter which rental is to be 
fixed by Commission, has been rendered and 
has become final. 
> * * 

Finance 15649, Co-Operative Transit Co. 
Securities. Applicant asks reconsideration, 
further hearing, modification, aad interypre- 


tation. 
s + S 


MC-FC-53928, Maurice Robbins, Transferee, 
and Toms River Express, Inc., ; Transferor. 
Applicants ask reconsideratio.. 

* * * 

No. 29771, National Trucking and Storage 
Co., Inc. v. P. R.R. Co. Complainant asks 
rehearing. 

oe * * 

MC-19201, Sub. 39, Pennsylvania Truck 
Lines, Inc.—Extension. Applicant asks mod- 
ification of condition in certificate. - 

= ~ * 


MC-29910. Sub. 26, and Sub. 28 TA, 
Arkansas Motor Freight Line, Extension— 
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Bauxite, Ark.; MC-75406, Sub. 10, and Sub. 
11 TA, Superior Forwarding ‘Co., Extension 
—Same; and MC-111231, Sup. 4, and Sub. 6 
TA, Jones Truck Line, Extension—Same. 
Howe Truck Line asks reconsideration of 
order of Sept. 27, 1931, and orders of Oct. 
2 and 5, 1951, or reopening and iurther 


hearing. rac 
* 


MC-111072, Sub. 6, Alice K. Lusha and 
James H. Lusha, Extension—Mich. Points. 
Applicant asks reconsideration. 

- oo * 


MC-111407, Paul D. Hurley Common Car- 
rier Application. Rail carriers is Eastern 
Territory (except C. & O. Ry.) ask recon- 
sideration ky entire Commission of report 
of Commission oa further hearing. 


COMPLAINTS 


MC-C-1361, Stokely Foods, Inc., Indian- 
apolis, Ind. v. Foster Freight Lines, 
Inc., Indianapolis, et al. 

Alleges rates on boxes of fresh meat, 
shipped July 27, 1951, from Dallas, Tex., 
to Frankfort, Ind., in violation of section 
216. Asks rates for past and future. 
(B. M. Angell, 941 North Meridian Street, 
Indianapolis, Ind.) 

+ » + 

MC-C-3161, Sub. 1, Stokely-Van Camp, 
Inc., et al., Indianapolis, Ind. Vv. 
Bodge Lines, Inc., St. Louis, Mo., 
et al. 

Allege rates on fresh meat, truckloads, 
since October 1, 1951, from Dallas and 
Fort Worth Tex., to Indianapolis, Ind., 
in violation of section 216. Ask rates 
for past and future. (B. M. Angell, 941 
North Meridian Street, Indianapolis, 
Ind.) 

o * + 

MC-C-1362, Maurer-Neuer Corporation, 
Kansas City, Mo. v. Mid-States 
Freight Lines, Inc., Chicago, Ill. et al. 

Alleges rates on fresh meat in carcasses 
or part carcasses, from Kansas City and 
Arkansas City, Kan., to New York, N.Y., 
truckloads, statutory period, in violation 
of section 216(d). Asks cease and desist 
order, rates for future, and administra- 
tion determination of past rates. (E. 
Harris, 1800 South Summit, Arkansas 
City, Kan.) 

+ * * 

MC-C-1363, Maurer-Neuer Corporation, 
Kansas City, Mo. v. Mid Continent 
Freight Lines, Inc., Oklahoma City, 
Okla. 

Allége rates on one truckload fresh 
meat, Kansas City, Kan., to Dallas, Tex., 
with stop at Fort Worth, Tex., for par- 
tial unloading, statutory period, in vio- 
lation of section 216(d). Asks adminis- 
trative determination. (E. Harris, 1800 
South Summit, Arkansas City, Kan.) 

* * Ok 

MC-C-1364, Maurer-Neuer Corporation, 
Kansas City, Mo. v. Freightways, Inc., 
Wichita, Kan. et al. 

Alleges rates on truckload shipments 
of fresh meat in carcasses, Dallas to Ar- 
kansas City, Kan., in violation of section 
216(d). Asks cease and desist order, 
rates for future and administrative de- 
termination of past rates. (E. Harris, 
1800 Summit, Arkansas City, Kan.) 


* * * 


No. 30972, Northwestern Steel and Wire 
Co., Sterling, Ill. v. Chicago & North 
Western et al. 


Alleges rates on mill cinder or mill 
scale, in carloads, from Sterling, IIl., to 
Narlo, Maple Grove, Woodville, Gibson- 
burg, and Bettsville, O., in violation af 
sect.on 3. Asks cease and desist order, 
rates, reparation. (Robert E. Quirk, 1116 
Investment Bldg., Washington 5, D.C.) 


* * * 


No. 30973, McKesson & Robbins Co., 
Dallas, Tex., v. Georgia Southern & 
Florida Railway et al. 

Allezes rate on alcoholic liquor (rum), 
Jacksonvillé, Fla., to Dallas, in viola- 
tion of section 6. Asks reparation. 
(Martin G. Axelrod, 1126 Westchester 
Ave., New York, N.Y.) 


* * * 


No. 30974, Jack Kenyon, Maple Park, 
Ill. v. Chicago & North Western 
Railway et al. 

Alleges rates on feeder cattle, Tex- 
homa, Okla., to Maple Park, Ill., Jan- 
uary and February, 1950, in violation of 
sections 1 and 3. Asks cease and desist 
order, rates, reparation. (Donald E. 
MacRae, 2313 North Baltimore, Kansas 
City 4, Kan.) 


No. 30975, Orefraction, Inc., Pittsburgh, 
Pa. v. Pennsylvania Railroad et al. 
Alleges rates on zirconium ore, crude 
zirconium ore, or crude ore, since Jan- 
uary 3, 1950, from New York Harbor, 
N.Y. (billed at Weehawken, N.J.), to 
Wilkinsburg or Pittsburgh, in violation 
of sections 1, 3, 4, and 6. Asks cease 
and desist order, rates, waiver of out- 
standing undercharges, reparation, pen- 
dente lite or since January 3, 1950. 
(Malcolm D. Miller, Munsey Bldg., Wash- 
ington 4, D.C.) ; 


No. 30980, Practices of the Norfolk 
Southern Railway Co., and Norfolk 
Southern Bus Corporation. 

Investigation instituted, on the Com- 

mission’s own motion, into and concern- 
ing the management, accounting, finan- 
cial and other practices, of the Norfolk 
Southern Railway Co., and the Nor- 
folk Southern Bus Corporation, “par- 
ticularly as to the expenditure of car- 
rier funds for purposes not necessary 
to the honest, economical, and efficient 
operations of such corporation in order 
to determine the manner and method 
in which the business of such corpora- 
tions have been conducted. .. .” 
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Examiner Finds Barge-Rail 
Sulphur Rate Unreasonable, 


Galveston, Tex., to Ill. 


Examiner Andrew C. Wilkins, by a 
proposed report in No. 30731, Ameri- 
can Barge Line Co., et al. v. Chicago 
& Eastern Illinois Railroad Co., et al., 
has recommended that the Commis- 
sion should find that a combination 
barge-rail rate applicable on sulphur 
from Galveston, Tex., interchanged to 
the defendant railroads at East St. 
Louis, Ill., to Danville, Ill., is unrea- 
sonable to the extent that it exceeds 
$7.67 a ton of 2,240 pounds, minimum 
weight 500 tons to East St. Louis and 
80,000 pounds beyond. He says the 
complainant barge lines seek a joint 
through rate of $7.67. 


The examiner also recommended a 
finding that the defendant railroads, by 
accepting less than their local rate on 
sulphur, when interchanged with rail 
connections at East St. Louis for move- 
ment to Danville, while charging their 
full local rate on traffic interchanged to 
them from the complainants, constituted 
discrimination between the defendants’ 
connecting carriers in violation of sec- 
tion 3(4) of the interstate commerce 
act. 

The defendants, said the examiner, 
rendered single line rail service from 
East St. Louis to Danville. The present 
all-rail rate on sulphur from Galveston 
to Danville was $9.184 a gross ton, said 
he. 

He said the present rate for barge-rail 
movement of sulphur from Galveston to 
Danville was $8.27 based on a combina- 
tion of factors of a joint barge rate of 
$5.32 from Galveston to East St. Louis, 
subject to 1,500 tons minimum and the 
local rail rate of $2.95 beyond, subject to 
carload minimum of 89,600 pounds. 


No Joint Rates in Effect 


There were no joint barge-rail rates in 
effect from points in Texas to Danville 
or to other rail destinations in Illinois 
and there had never been any joint 
barge-rail rates published for application 
on sulphur from Galveston to any point, 
said the examiner. 


“The present combination barge-rail 
rate is $5.32 plus $2.95 or $8.27,” said the 
examiner. “When the difference of $1.50 
per ton is added, the figure becomes $9.77. 
The $7.67 rate sought by complainants 
would result in rail-barge charge of $9.17. 
Under the present rates when shipped by 
barge, the rail-barge charges to the con- 
signee are 58.6 cents higher than when 
shipped by rail. The $7.67 rate would 
produce charges of $9.17 or 1.4 cents 
lower than the charges for all rail move- 
ment.” 

Examiner Wilkins said the defendants 
relied on Rail and Barge Joint Rates, 
270 I.C.C. 591, 613 (affirmed in Alabama 
Great Southern R. Co. v. United States, 
340 U.S. 216), in which, at page 618, 1t 
was stated: “Bulk commodities are 





largely handled in all-water service or on 
combination rates not under common 
arrangement for through carriage for the 
reason that quantities transported by 
barge must be larger than the ordinary 
carload in order to use the cargo-carrying 
space. Furthermore, interior points gen- 
erally do not have facilities for handling 
such large consignments. For that rea- 
son, we shall not prescribe through 
routes and joint rates on bulk commodi- 
ties.” 

Examiner Wilkins said that the cited 
proceeding was broad in scope and in- 
cluded all through routes and joint rates 
between barge and rail lines on commod- 
ities generally. 

“The instant proceeding relates to the 
through rate on one commodity from 
one origin to one destination,” said 
the examiner. “It is true that bulk com- 
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modities are usually handled either in 
all-water service or on combination rates 
and that different minimum weights are 
required for barge and rail movement. 


“The minimum weight problem is not 
an insurmountable obstacle because 
there are now published joint barge- 
rail rates on sulphur. The minimum 
weight provisions applicable on the Port 
Sulphur-Danville barge-rail rate should 
be used in the findings hereinafter made. 


“In the instant proceeding, facilities 
exist at destination to handle bargeload 
quantities of sulphur. The factual situa- 
tions are different in the instant pro- 
ceeding from those existing in the cited 
proceeding. There, the relief sought was 
the prescription of joint through routes 
while here the through route is in ex- 
istence.” 





Examiner Says Cancel Forwarder Rules 
For Consolidation of Small Shipments 


In Reconsidered Proceeding, Concludes That Aggregate Charges for 


Consolidation Service Lower Than for Non-Consolidated Shipments, 


With Same Physical Service in Each Instance, Are Unreasonable. 


Examiner John A. Russell, by a 
proposed report on reconsideration 
and further hearing in No. 28894, 
Consolidation of Shipments by 
Freight Forwarders, and two em- 
braced suspension cases, has recom- 
mended that the Commission should 
enter an order cancelling rules previ- 
ously prescribed to govern the con- 
solidation by freight forwarders of 
smaller into larger shipments for 
consignors or consignees. 


Such a Commission order, he proposed, 
should require all forwarder respondents 
in the initial and reopened proceedings 
in No. 28894 to cancel from their tariffs 
all rules, regulations, practices, rates 
and charges applicable to the special 
consolidation services considered in his 
report. 

The Commission should also find, he 
said, that certain schedules of Clipper 
Carloading Co., under suspension in the 
two embraced cases, have not been justi- 
fied, and that these schedules should be 
canceled. r 

The embraced proceedings were I. and 
S. No. 5874, Consolidated Shipments— 
Chicago to West Coast, and I. and S. 
No. 5878, Consolidated Shipments Be- 
tween Chicago and East. 

Examiner Russell asserted that data 
shown in the reopened proceeding, was 
evidence of failure initially to recognized 
and observe the basic principles on 
which the consolidation rules were 
founded. He said that other evidence 
of record, particularly that indicating 
that greater costs were incurred on con- 
solidated shipments than on other ship- 
ments warranted the conclusion that 
the aggregate of a rate and charge for 
consolidation service that was lower than 
the rate on shipments not consolidated 
when the physical services in connection 
with both types of services were sub- 
stantially the same, was unreasonable. 


The examiner said that the title pro- 
ceeding originally heard in March, 1943, 
and decided September 7, 1943, 256 I.C.C. 
305, was reopened by order entered May 
17, 1951, on petition of National Car- 
loading Corporation, Republic Carload- 
ing and Distributing Co., Inc., Universal 
Carloading & Distributing Co.,. Inc., 
Acme Fast Freight, Inc., and Eastern- 
Central Motor Carriers Association. 

No. 28894, he said, originated as an in- 
vestigation on the Commission’s own 
motion to determine the lawfulness of 
freight forwarder rules and their rates, 
charges, and practices under the rules, 
providing or purporting to provide for 
the consolidation of smaller into larger 
shipments. : 

He said the investigation resulted in 
the condemnation of certain of the rules 
as unreasonable, unjustly discrimina- 
tory, unduly preferential and prejudicial, 
indefinite and incomplete, and the pre- 
scription of new rules of three general 
classes providing for consolidation of 
(1) individual packages weighing less 
than 100 pounds, called minimum ship- 
ments; (2) individual shipments of 100 
pounds and over into so-called volume 
shipments; and (3) less-than-carload 
shipments into carload quantities. 

Rules of the last named class, said 
the examiner, were published only by 
Mortex Distributors, Inc., and Gulf Car- 
loading Co., Inc., companies not now 
holding authority under the freight for- 
warder part of the interstate commerce 
act. Forwarders holding such authority 
who participated in the reopened pro- 
ceeding, he said, expressed no interest 
in this form of consolidation. 

Examiner Russell said his conclusions 
and proposed findings that related to the 
minimum and volume consolidations, 
therefore, also would apply to the car- 
load consolidations. 

The examiner said the basic rules 
under consideration were prescribed 
with reservations concerning their law- 
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fulness, as was apparent from comments 
at the conclusion of the prior report. 

In a discussion of the physical han- 
dling of shipments -he said the record 
was confined to existing practices at 
New York as an origin point, and at 
Chicago as a destination point, and to 
movements by rail between these points. 

He said the consolidation privileges 
accorded by the tariffs were utilized 
mainly by retail stores purchasing mer- 
chandise from wholesale suppliers. 

After describing methods of handling 
the traffic, Examiner Russell said it ap- 
peared that the existing practices were 
the same as when the rules in issue were 
prescribed. 

“At that time,’ he continued, “when 
considering whether the law contem- 
plated actual consolidation of the re- 
spective individual lots, it was concluded 
that consolidation of property for trans- 
portation must not be merely a construc- 
tive matter, or on paper only but ‘actual 
and physical .. . as delivered to the for- 
warder.’ There has been no compliance 
with this requirement. Under such cir- 
cumstances, continuation of the rules 
and practices thereunder, insofar as 
physical operations are concerned, will 
perpetuate theories of consolidation 
which are wholly fictional.” 

The examiner said that although pro- 
ponents of the rules sought at the further 
hearing to establish that the cost of 
delivering consolidated shipments was 
less than that incurred in delivering 
other shipments, their evidence in that 
respect “amounts to mere unsupported 
contentions.” 


Cost of Billing 


“In the prior report,” said the ex- 
aminer, “although it was recognized that 
there were differences in the cost of bill- 
ing and accounting between the handling 
of shipments consolidated under the 
rules then in effect and those to which 
such rules did not apply, it was con- 
cluded that the differences as reflected 
in the total transportation costs were 
relatively unimportant. 

“In this respect, the existing situation 
appears to be different from that pre- 
viously shown. On the record herein a 
conclusion that the additional cost to 
Lifschultz of 15 cents per 100 pounds, 
or the additional costs incurred by 
other forwarders, is unimportant, is not 
warranted.” 

He said that although Clipper offered 
suggestions for modification of the pre- 
scribed minimum consolidation rules to 
remove alleged discriminatory and preju- 
dicial aspects of present practices, the 
specific method of operation under its 
proposed plan was not sufficiently de- 
veloped of record to warrant any con- 
clusion concerning its practicability or 
usefulness. 

The examiner said the conclusions he 
reached in respect of particular rules 
under consideration and the practices 
thereunder, was without prejudice to es- 
tablishment by any forwarder of lawful 
methods and procedures to meet the 
competition of the independent package 
consolidators. 

Regarding a requirement for written 
instructions to the forwarder “before re- 
ceipt of any portion of the shipment 
upon arrival at the forwarder’s prem- 
ises,” the examiner said that although 
tariffs in effect contained this provision 
either verbatim or in substance, the de- 
Scription in his report of the handling 
of the shipments clearly showed that in 
actual practice it was not observed. 

The examiner said that the require- 





ment for the submission of letters re- 
questing consolidation service as shown 
by the prior report, was imposed in an 
attempt to avoid unlawful discrimination 
and to enable forwarders to have advance 
notice of intention to ship as a means 
of avoiding the expense of keeping a 
constant check on all bills of lading for 
possible shipment. He added that as 
shown in his report, “neither purpose 
has been accomplished.” Actually, he 
continued, the letters aided in the per- 
petuation of practices previously con- 
demned, and enabled certain consignees 
to obtain low rates for the same service 
accorded others. 

There was no evidence of actual in- 
jury under the practices resulting from 
the prescribed rules to any consignor 
or consignee, said the examiner, but he 
added it was admitted by the proponents 
of the rules and practices that customers 
unable to accumulate the required vol- 
ume of merchandise paid a greater rate 
than was charged a competitor whose 
shipments were accorded consolidation 
service. 


“For instance,” he continued, “a de- 
partment store consignee at Chicago 
whose purchases at New York City re- 
sult in deliveries to Lifschultz on one 
day of numerous small lots of first-class 
freight from different suppliers aggre- 
gating 1,500 pounds is charged a rate 
of $2.10 plus the consolidation charge, 
or $2.47 in all, whereas a competitor sell- 
ing like merchandise whose deliveries to 
Lifschultz on the same day did not 
aggregate more than 1,000 pounds pays a 
rate of $3.13. The shipments of both 
consignees are accorded like physical 
handling, but the costs incident to the 
1,500 pound consolidated shipment... 
is 15 cents per 100 pounds more than in 
the case of the unconsolidated 1000 
pound shipment. Although seeking con- 
tinuance of consolidation, even this 
forwarder does not advocate the charg- 
ing of a lower rate for a more costly 
service. 

Clipper’s Proposals 

The examiner said that I. and S. No. 
5874, involved proposed reduced com- 
modity rates initially published by Clip- 
per, to become effective December 11, 
1950, applicable on volume consolidation 
of two or more individual lots delivered 
at its Chicago receiving station by dif- 
ferent shippers, without allowance for 
pick-up service at Chicago which was 
not to be performed, for transportation, 
and delivery without an _ additional 
charge, to one consignee at Los An- 
geles, Oakland, and San Francisco, Calif., 
Portland, Ore., and Seattle, Wash. 


In I. and S. No. 5878, he said, there 
were involved proposed reduced class 
rates to become effective December 20, 
1950, initially applicable on volume con- 
solidation of individual shipments from 
more than one shipper at Chicago to one 
consignee at Baltimore, Md., Philadel- 
phia, Pa., and New York, N.Y. For 
services incident to the consolidation of 
the individual lots into a larger ship- 
ment, a consolidating charge a 100 
pounds in addition to the published 
rates was proposed in purported com- 
pliance with the prescribed rules for 
volume consolidation, he said. 

On protests by Acme, Universal, Re- 
public, National, Bonneville Western, 
Inc. (wholesale distributors), in No. 
5874, and by Acme and Eastern-Central 
Motor Carriers Association, in No. 5878, 
operation of the schedules was suspended 
until July 10 and July 19, 1951, respec- 
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tively, pending investigation concerning 
their lawfulness, said the examiner 
Clipper agreed to a further postponement 
beyond these dates, pending a deter- 
mination of the issues and, pursuant to 
this agreement, the effective dates of 
the schedules have been deferred until 
March 11 and 20, 1952, respectively, he 
said. 


Pool Car Competition 


Examiner Russell said that an asserted 
pool car competition and also other 
factors stressed by proponents of the 
rules related to the question whether 
there was justification for forwarder 
rates based solely on the volume of traf- 
fic offered that were lower than those 
charged for normal forwarder service. 
The lawfulness of such volume rates, 
in and of themselves, however, he said, 
was not an issue requiring determina- 
tion in the instant case. 


“We are concerned,” he said, “rather 
with the lawfulness and propriety of the 
continuance of lower than established 
normal rates and practices observed in 
purported compliance with prescribed 
rules wihch contemplated and required 
(1) the performance of premium services 
in special consolidations for consignors 
or consignees of smaller into larger ship- 
ments beyond the type of consolidation 
usually performed; (2) actual consolida- 
tion of individual lots as received at 
origin points; and (3) the charging of 
the usual basic rates for normal service 
plus specifically prescribed minimum 
charges for such special consolidations. 
Since in actual practice these require- 
ments have not been and are not ob- 
served neither the continuance of the 
prescribed rules nor the forwarders’ 
rules, practices and rates thereunder are 
warranted. Regarding the requests by 
proponents for modification of the rules, 
since the basic requirement for actual 
consolidation of individual lots is not 
shown to be reasonably practicable and 
possible under existing conditions, such 
modification would serve no useful pur- 
pose. The record also is not convincing 
that this basic requirement should be 
modified.” 





Examiner Recommends Basis 
For Railroad Rates on Clay 


And Kaolin in the South 


Examiner Otto Hanson has recom- 
mended that the Commission ap- 
prove a 13 per cent of first class basis 
of railroad rates on clay, kaolin, and 
pyrophillite for application within 
the south. A proposed report was 
issued in No. 30059, Robbins Tire & 
Rubber Co., Inc. v. Central of Georgia 
Railway Co. (M. P. Calloway, 
Trustee) et al., embracing No. 30104, 
Tennessee Valley Authority v. South- 
ern Railway Co., and I. and S. No. 
5939, Clay, Kaolin, or Pyrophillite 
Within the South. 

He said that in a prior report, 276 
I.C.C. 405, which embraced the title pro- 


ceeding and No. 30104, concerning the 
rate on unprocessed clay, in carloads, 
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from Aiken and Bath, S.C., and Mc- 
Intyre, Ga., to Robbins and Sheffield, 
Ala., division 2, held that the rate was 
“unreasonably out of line with rates from 
the same origins to other points in the 
same general destination alea and ad- 
justment for the future therefore is 
justified. * * *” 

The division held, he said that a rate 
of $3.47 a ton of 2,000 pounds was the 
applicable rate and was not shown un- 
reasonable, but was and for the future 
would be unreasonable to the extent it 
exceeded or might exceed $2.85. 

The defendant railroads were ordered 
to establish the rate, he said, and later 
petitioned for reconsideration, stating a 
desire to publish rates on clay between 
points in the south on a uniform basis 
of 13 per cent of first class. He said the 
entire Commission reopened the case for 
reconsideration and postponed indefi- 
nitely the effectiveness of the prior order 
of division 2. 

By schedules filed to become effective 
July 1, 1951, said the examiner, the re- 
spondent rail carriers in the south, in- 
cluding defendants in the two complaint 
proceedings, proposed to establish com- 
modity rates on clay, kaolin or pyrophil- 
lite, in other than open top cars, from 
producing points in Alabama, Florida, 
Georgia, North Carolina and South Cdro- 
lina to principal points of consumption 
within the south, including north bank 
Ohio River crossings, that were approxi- 
mately 13 per cent of the K-2 scale of 
first class as prescribed or approved in 
the southern class rate investigation, 
plus general increases subsequently au- 
thorized. 


“The present rates would be canceled,” 
said the examiner, “and both increases 
and reductions would result. From pro- 
ducing points in Kentucky, Tennessee, 
and Mississippi to points in the south a 
new commodity description is proposed 
that would restrict the application of 
the present rates to clay other than clay 
commercially suitable for filling fabric 
or filling or coating of paper or for use 
in the manufacture of rubber articles. 


“Upon protests by Carolina Chemicals, 
Inc., of West Columbia, S.C., and others, 
operation of the proposed schedules was 
suspended to and including January 31, 
1952. The three proceedings were con- 
solidated for hearing and further pro- 
cedure. At the hearing respondents re- 
quested a proposed report by the exam- 
iner and agreed to defer operation of the 
suspended schedules pending a disposi- 
tion of these proceedings by the Com- 
mission.” 


Examiner Hanson said the record as 
a@ whole warranted a conclusion that 
the proposed 13 per cent basis of rates 
on clay, kaolin, and pyrophillite for ap- 
plication with the south was not above 
& maximum reasonable basis. 


In R. T. Vanderbilt Co., Inc. v. Atlantic 
Coast Line R. Co., 167 I.C.C. 319 and 
194 I.C.C. 702, he said, the Commission 
made an extensive investigation con- 
cerning the rates on clay from the south 
to Official Territory and prescribed a 
basis of 16 per cent of first class thereon. 

He said that no reason was avparent 
for prescription of a basis within the 
south on a level more than three per- 
centage points lower than that prescribed 
or approved for application from the 
south to Official Territory. 

“The Commission should find,” he 


said, “that the proposed schedules are 
just and reasonawme, except to the extent 
that they cancel the present rate on un- 
processed clay, in open top cars, from 
Bath to Sheffield. 

“The complaint in the title proceeding 
was based primarily on the relation of 
rates to Robbins with those to other 
points in the same general destination 
area. Under the instant proposal the 
rates to Robbins would be increased to 
the 13 per cent basis and would be on 
the same level as those to other points 
in the same area. As shown above, these 
rates should be found justified. While 
the complaint includes a prayer for 
reparation on past shipments, the rates 
applicable to such shipments were lower 
than those here approved for the future 
and cannot be found unreasonable as to 
the past. 

‘Tne Commission should affirm the 
finding of the prior report that the rate 
from Aiken, Bath, and McIntyre to Rob- 
bins is not shown to have been unrea- 
sonable. The complaint should be dis- 
missed. 

“As to the complaint in docket No. 
30104, the cancellation of the present 
rate from Bath to Sheffield on shipments 
of unprocessed clay in open top cars 
would be found not justified. As pre- 
viously stated, the present rate is not 
above a maximum reasonable basis. 

“The Commission should find that the 
present rate on clay from Bath to 
Sheffield, in open top cars, is not shown 
to nave been or to be unreasonable or 
otherwise unlawful. The finding in the 
prior report that said rate is and for 
the future will be unreasonable should 
be reversed. The complaint should be 
dismissed.” 


Joint Board Finds No Fraud 
In Motor Sale Transaction; 
Transfer Rules Involved 


Frank Mannix, of Massachusetts, 
representing joint board No. 231, has 
recommended that the Commission 
find that a motor common carrier 
certificate issued to Elmer D. Litch, of 
Springfield, Mass., insofar as it em- 
braces certain operating rights ac- 
quired under Commission order from 
Leo BreVeglieri, of Springfield, do- 
ing business as Springfield & Subur- 
ban Express, was not obtained 
through fraud or misrepresentation, 
and that the certificate should not be 
revoked to that extent. 

A recommended report was issued in 
MC-FC-19190, Elmer D. Litch—Purchase 
—Leo BreVeglieri, embracing MC-FC- 
50415, Viola M. Merritt—Purchase—Leo 
BreVeglieri, and MC-78064 (formerly 
MC-79631, Leo BreVeglieri, Common 
Carrier Application. 

The board also proposed, in MC-FC- 
19190, that an order avproving the trans- 
fer to Litch, through purchase, of the 


BreVeglieri operating rights should not - 


be vacated and set aside, and that the 
application in MC-FC-50415, involving 
a proposed transfer of the same operat- 
ing rights from BreVeglieri to Viola M. 
Merritt, of Auburn, Mass., should be dis- 
missed. 

It said that in 1944, the transfer of the 
certificate in MC-79631 from BreVeglieri 
to Litch was approved by the Commis- 
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sion, division 5, in MC-FC-19190, and 
that in 1949, the: division dismissed the 
application for similar approval of trans- 
fer of the same rights from BreVeglieri 
to Viola M. Merritt, doing business as 
E. C. Merritt Express Co. 

The board said Litch made the agree- 
ment for purchase of the BreVeglieri 
rights through a third party. 


Says Money Not Received 

BreVeglieri, on April 6, 1951, said the 
board, petitioned for reopening and re- 
consideration of the applications on the 
ground that he did not authorize the 
transfer and that he did not receive the 
sum paid. It said the Commission re- 
opened the proceedings to determine 
whether the transfer in MC-FC-19190 
was achieved through fraud or misrep- 
resentation, contrary to section 179.2(c) 
of the Commission’s transfer rules, and, 
if so, what action might be necessary or 
proper in modifying the certificate in 
MC-78064 insofar as that proceeding 
embraced operating rights acquired in 
MC-FC-19190. 

It said that when the Commission dis- 
missed the application in the Viola M. 
Merritt case, BreVeglieri, having no 
recollection of the prior sale, began an 
investigation for his own information. 
Although he had not stated so outright, 
said the board, he implied that his ap- 
parent signature on the application in 
the Litch purchase case was a forgery. 
The board said BreVeglieri relied solely 
on his own testimony that the questioned 
signature differed from his other signa- 
tures. It was not surprising, said the 
board, that in the 5% years between ap- 
proval of the purchase in the Litch case 
and dismissal in the Viola M. Merritt 
case, that he could not recall the circum- 
stances. 

The questioned signature, it said, was 
somewhat different from BreVeglieri’s 
other signatures of record, but he ad- 
mitted, the board added, that the signa- 
ture might be genuine. It said his evi- 
dence on the issue was “not conclusive.” 

The board said that in its opinion, 
even if the Commission should order the 
considered rights returned to BreVeg- 
lieri, he could not sell them as he in- 
tended, under the transfer rules. In the 
Merritt case, it said, he would sell one 
operating right and at the same time 
retain operations under the second pro- 
viso of section 206(a) of the interstate 
commerce act which relates to exemption 
from I.C.C. regulation of motor carrier 
operations in interstate commerce solely 
within a state. 

“We believe,” said the board, “that 
under rule 179 (c-1) BreVeglieri may not 
sell an operating right and continue op- 
erations under the proviso rendering 
service which is not distinguishable and 
severable from that rendered under the 
rights to be sold. The act is a remedial 
statute designed to eliminate destructive 
practices, and is to be broadly construed. 
The proviso contains an exception to 
one phase of a system of regulation, and 
as such should be strictly construed and 
applied. McDonald v. Thompson, 305 
U.S. 263, and Piedmont & N. Ry. Co. v. 
Interstate Commerce, 286 U.S. 299.” 


Motor Service Proposal 


Examiner Edward L. Boisserree, by a 
recommended report in MC-C-1291, Arlie 
White—Revocation of Certificate, has 
proposed that the Commission should 
find that Arlie White, doing business as 
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White & Son, Linden, Ia., is not now 
rendering a reasonably continuous and 
adequate motor carrier service in con- 
formity with his certificate, MC-106231, 
and that it should take appropriate ac- 
tion under its procedure. ; 





Asbestos Siding 


No. 302304, Ford J. Twaits et al. v. Alton 
& Southern Railroad et al. By Exami- 
ner John Davey. Recommended that 
the Commission find inapplicable, rates 
charged on corrugated hard asbestos sid- 
ing (artificial stone siding) including 
metal fasteners, and putty, in carloads, 
shipped in March, 1944, from Lockland, 
O., to San Francisco, Calif. The ex- 
aminer proposed that the applicable 
rates ke found to be 87 cents a 100 
pounds on the carloads of asbestos siding 
and fasteners and 273 cents on the con- 
tainers of putty in the carloads, and 355 
cents on a less-than-carload shipment of 
asbestos siding. Reparation recommend- 
ed. The examiner said a rate of 115 
cents, minimum 40,000 pounds, was ap- 
plied to the shipments as _ asbestos 
sheathing, and on the other contents 
of the cars, a rate of 416 cents was ap- 
plied on boxes of lead washers, and 273 
cents on containers of putty. Contem- 
poraneously, he said, there was in effect 
a rate of 87 cents, minimum 70.000 
pounds, on shingles, or siding, asbestos, 
hard, (artificial stone shingles, siding 
or slate). 


Flour 


No. 30778, Chelsea Milling Co. v. New 
York Central Railroad Co. et al. By Ex- 
aminer John H. Colgren. Recommended 
that the Commission find that allega- 
tions of undue preference and preju- 
dice and of inapplicabi'ity have not been 
sustained in connection with rates 
charged on carload shinments of flour 
from Chelsea, Mich., to West Burlington. 
Ia., in period February 1, 1949, to Janu- 
ary 31, 1951. The examiner alco pro- 
posed, however, that the Commission find 
unreasonable the collection of the dif- 
ference between 41.5 cents a 100 pounds 
commodity rate charged after October 15, 
1950. and 45 cents prior to that time, 
on shipments of flour from Chelsea to 
West Burlington. He recommended au- 
thorization of waiver of outstanding un- 
dercharges and dismissal of proceeding 
in all other respects. 


Asbestone 


I. and S. No. 5957, Asbestone Roofing 
or Siding. By Examiner Arthur R. 
Mack'ey. Proposed that the Commis- 
sion should find not shown just and rea- 
sonable, suspended schedules proposing 
higher rating on corrugated asbestone 
than on flat asbestone, and should order 
the schedules canceled. The schedules, 
Said the examiner, were filed to become 
effective September 1, 1951, the respond- 
ent railroads having proposed to change 
items in Official, Western, and Southern 
Classification, covering the rating on 
roofing and siding asbsetone, in cor- 
Tugated form. On protests filed by the 
Asbestone Corporation, operating in New 
Orleans. La., and the New Orleans Traf- 
fic & Transportation Bureau, he said, 
the Commission suspended operation of 
the schedules to and including March 31, 
1952, pending inquiry as to their rea- 
Sonableness. He said the respondents 
had agreed to further voluntary suspen- 
Sion if necessary during the pendency 
of the proceeding. The examiner said 
the effect of the proposed schedules 





would be to increase the carload rating 
of corrugated asbestone from: sixth class, 
eighth class, and Class C, to fifth, sixth, 
and fifth class in the respective Official, 
Southern, and Western classifications. 
He said the respondent’s proposal would 
not result in immediate damage to the 
protestants, inasmuch as there were now 
applicable, on most of this traffic, excep- 
tions to the classification, or commodity 
rates, iower than the class rates. He 
said the protestants were apprehensive, 
however, of future changes in applicable 
exceptions and commodity rates, if the 
proposed schedules were approved. 
Wine 

I. and S. No. 5915, Ratings on Flavoring 
or Seasoning Wine. By Examiner Charles 
E. Morgan. Recommends discontinuance 
of proceeding on finding just and reason- 
able, railroad proposed to establish spe- 
cific classification ratings on wine, flavor- 
ing or seasoning (wine, salted or 
sugared), in barrels or boxes, in carloads 
and less-than-carloads, between points 
in the United States. The examiner 
said that at present the classification did 
not provide specific ratings on these com- 
modities. He said railroads parties to 
the Consolidated Freight Classification, 
made the proposal by schedules filed to 
become effective April 20, 1951, and that, 
on protest of the Virginia Dare Extract 
Co., Inc., Brooklyn, N.Y., operation of 
the schedules was suspended until and 
including November 19, 1951. He said 
the respondents had agreed voluntarily to 
defer the effective date of the schedules 
pending disposition of the instant pro- 
ceeding. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 


Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 

State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 





Soap Flakes 


MC-C-1265, Manhattan Soap Co. v. 
Supreme Motor Freight Lines, et al. By 
Examiner Leo A. Riegel. Recommends 
that the Commission find inapplicable, 
bases of rates charged and those sought 
to be collected subsequent to movement, 
on numerous less-than-truckload and 
truckload shipments of laundry flakes 
moving between May 20, 1947, and Octo- 
ber 13, 1949, from Bristol, Pa., to Phila- 
delphia, Pa., Camden and Trenton, N.J., 
and various points in New York. Further 
recommended that the Commission find 
the applicable rates were those based on 
ratings contemporaneously maintained 
on soap powder, 1.t.l. and t.1., minimum 
23,000 pounds, provided in the classifi- 
cation and exceptions, respectively. Also 
recommends finding applicable ratings 
just and reasonable, and closing proceed- 
ing. 


Certificates—Licenses—Permits 


California (Selma)—MC-87207, Sub. 2, 
Harry McKenzie, Howard McKenzie, 
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and LeRoy Hansen, dba Harry Mc- 
Kenzie Trucking Co.— Extension — Los 
Angeles Harbor. Denial of certificate 
proposed. Cotton, cotton linters, cotton 
motes, cottonseed products, from points 
in 5 Calif. counties to Long Beach and 
Los Angeles Harbor, Calif., over irreg- 
ular routes, and cotton bagging and bale 
ties, from Long Beach and Los Angeles 
Harbor to the points in the counties 
aforementioned, over irregular ruotes. 

Colorado (Lamar) — MC-50002, Sub. 
13, T. Clarence Bridge and Henry W. 
Bridge, dba Bridge Brothers, Extension— 
Three States. Certificate proposed. Pe- 
troleum and petroleum products, in bulk, 
in tank vehicles, over irregular routes, 
between points in Tex. on and north of 
US. highway 66, points in Okla., on and 
north of U.S. highway 66 and on and 
west of U.S. highway 183, and points in 
Kan. on and west of US. highway 183, 
but restricted against transportation 
from points in the described Texas terri- 
tory to points in the described Oklahoma 
territory. 

Florida (Jacksonville) — MC-103378, 
Sub. 20, Petroleum Carrier Corporation, 
Extension—Lynn Haven, Fla., embracing 
MC-104960, Sub. 8, Motor Fvel Carriers, 
Ine. (Panama City, Fla.), Extension— 
Lynn Haven, Fla., and MC-106119, Sub. 6, 
Associated Petroleum Carriers (Spartan- 
burg, S.C.), Extension—Lynn Haven, Fla. 
Certificates proposed, subject to condi- 
tions. Petroleum products, in bulk, in 
tank vehicles, moving on government 
bills of lading, over irregular routes, from 
and to or between points as follows: MC- 
103378, Sub. 20, from Panama City and 
Lynn Haven, Fla., and points within one 
mile of Lynn Haven, to all points in Ga.; 
MC-104960, Sub. 8, from Lynn Haven and 
points within one mile thereof to all 
points in Ga., and a described part of 
Ala., and Keesler Field, Miss., and from 
Panama City to Birmingham, Ala., and 
Keesler Field; MC-106119, Sub. 6, from 
Lynn Haven and points within one mile 
thereof to all points in N.C., and S.C. 

Illinois (Chicago) —-MC-72997, Sub. 9, 
Liberty Trucking Co., Extension—Tif- 
fany. Certificate proposed. General 
commodities, with exceptions, (1) over 
described regular routes between Rock- 
ford, Ill. and junction Ill. highway 72 
and U.S. highway 20, and return, same 
routes, serving New Milford, Ill., as in- 
termediate point, and Camp Grant, IIL, 
as off-route point; (2) (a) serving spec- 
ified off-route points in connection with 
regular route operations between Rock- 
ford and Freeport, Ill., over U.S. high- 
way 20, (b) serving Shopiere and Tif- 
fany, Wis., as off-route points in con- 
nection with regular route operations 
between Janesville, Wis., and junction 
US. highway 14 and Wis. highway 140, 
over U.S. highway 14, and between 
Beloit and Clinton, Wis., over Wis. high- 
way 15. 

Indiana (Indianapolis) — MC-45829, 
Sub. 16, Carolina Motor Express Lines, 
Inc., Extension—Regular Routes. On 
further hearing, denial of certificate pro- 
posed on finding applicant not finan- 
cially fit and able to conduct proposed 
operation. General commodities, with ex- 
ceptions, over specified routes, (1) be- 
tween Charleston, W.Va., and Richmond, 
Va.: (2) between Roanoke, Va., and 
Richmond, serving all intermediate 


points on each route. 
Kentucky (Princeton) —-MC-35396, Sub. 
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4, Arnold Ligon, dba Arnold Ligon 
Truck Line, Extension—Fort Campbell. 
Certificate proposed. General commodi- 
ties, with exceptions, serving Fort Camp- 
bell, Ky., as an intermediate or off- 
route point in connection with regular 
route between Hopkinsville, Ky., and 


Nashville, Tenn., over US. highway 
41-A. 
Michigan (Escanaba) — MC-108859, 


Sub. 11, Clairmont Transfer Co., Exten- 
sion—Michigan Highway 77. (Corrected). 
Certificate proposed. General commodi- 
ties, with exceptions, between specified 
points in Mich., over regular routes, serv- 
ing all intermediate points. 

Missouri (St. Joseph) — MC-95535, 
Sub. 4, Cleo Crouch, dba Pony Express, 
Extension—Waterloo, Iowa, and Rock 
Island, Ill. Denial of certificate pro- 

. Farm tractors and parts thereof, 
(1) from Waterloo, Ia., to points in Mo., 
east of U.S. highway 65; (2) from Rock 
Island, Ill., to points in Mo. east of US. 
highway 65 and those in nine Ark coun- 
ties and 11 Okla. counties, over irregular 
routes. 

Missouri (St. Louis) — MC-89913, Sub. 
59, Frisco Transportation Co., Extension 
—Joplin, Mo., Commercial Zone. Certifi- 
cate proposed. General commodities, 
with exceptions, serving points in the 
Joplin, Mo., commercial zone as inter- 
mediate or off-route points in connection 
with applicant’s otherwise authorized 
regular-route operations to and from 
Joplin, subject to the same conditions 
and restrictions contained in the carrier’s 
operating authority with respect to serv- 
ice to and from Joplin. 

Nevada (Reno) — MC-30005, Sub. 13, 
Carrie E. Ginocchio—Extension—Klam- 
ath Falls, Ore., formerly John S. Ginoc- 
chio—(Carrie E. Ginocchio, Executrix)— 
Extension—Klamath Falls, Ore. Certifi- 
cate proposed on further hearing. Gen- 
eral commodities, with exceptions, be- 
tween Alturas, Calif., and Klamath Falls, 
Ore., and return, over a described route, 
serving all intermediate points, with re- 
strictions. 

New York (Elmira) — MC-112932, 
Binghamton-Sayre-Elmira Coach Corpo- 
ration, Common Carrier. Denial of cer- 
tificate proposed. Passengers and their 

e, express, mail, newspapers, be- 
tween Elmira and Binghamton, N.Y., 
over a described regular route and re- 
turn, serving all intermediate points, re- 
stricted against picx-up and discharge 
of passengers traveling on interline tick- 
ets to or from points intermediate be- 
tween Endicott, N.Y., and Binghamton. 

New York (Hamilton)—-MC-79135, Sub. 
10, Allen’ Crossitt, Extension—Pearl 
River, N.Y. Certificate proposed. (1) 
Milk products from points in Chenango 
and Delaware counties, N.Y., to River- 
side and Reading, Pa., and Pearl River, 
N.Y., over irregular routes; (2) general 
commodities with exceptions, serving 
points in Otsego county, N.Y., as off- 
route points in connection with autho- 
rized routes, with duplications eliminated. 

New York (New York) — MC-66562, 
Sub. 1092, Railway Express Agency, Inc., 
Extension—Medina, Ohio. Certificate 
proposed. General commodities moving 
in express service, between Medina, O., 
and Akron, O., and return, over described 
route, serving intermediate points Sharon 
Center and Copley, O., with conditions, 
including one that service shall be lim- 
ited to service auxiliary to, or supple- 
mental of, express service. 


New York (New York)—MC-80272, 
Sub. 1, Ernest C. Aver, dba Aver’s Van 
& Express Co., Extension—Delaware, 
Certificate proposed. Household goods 
between New York, N.Y., on one hand, 
and, on other, points in Del., N.H., Vt., 
over irregular routes. 

Ohio (Cleveland)—MC-1502, Sub. 74, 
Pennsylvania Greyhound Lines, Inc., 
Extension—Relocated Highway 22. Cer- 
tificate proposed. Passengers and their 
baggage, express, mail, newspapers, over 
a regular route between Sligo, O., and 
junction relocated U.S. highway 22 and 
O. highway 350 (formerly U.S. highway 
22), over relocated U.S. highway 22, 
serving all intermediate points. 

Ohio (Cleveland) — MC-1502, Sub. 76, 
Pennsylvania Greyhound Lines, Inc., Ex- 
tension—Relocated U.S. Highway 422. 
Certificate proposed. Passengers and 
their baggage, express, mail, newspapers, 
between junction relocated U.S. highway 
422 and old U.S. highway 422 south of 
Parkman, O., and junction relocated 
US. highway 422 and old U.S. highway 
422 north of Warren, O., over relocated 
US. highway 422, serving all intermedi- 
ate points, conditioned on request for 
cancellation of described portion of cer- 
tificate MC-1502. 

Ohio (Cleveland) — MC-1502, Sub. 77, 
Pennsylvania Greyhound Lines, Inc., Ex- 
tension—New Ohio Highway 3. Certifi- 
cate proposed. Passengers and their 
baggage, express, mail, newsPapers, be- 
tween junction old Ohio highway 3 and 
new Ohio highway 3, north of Sunbury, 
O., and junction new O. highway 3 and 
old Ohio highway 3, north of Westerville, 
O., over new Ohio highway 3, serving 
all intermediate points. 

Ohio (Cleveland) — MC-1502, Sub. 75, 
Penrisylvania Greyhound Lines, Inc., Ex- 
tension—U.S. Highway 30S. Certificate 
proposed. Passengers and their baggage, 
express, mail, newspapers, between Lima, 
O., and Delphos, O., over U.S. highway 
30S, serving no intermediate points. 

Oregon (Portland) — MC-1041832, Sub. 
4, Holman Transfer Co., Extension— 
Culvert. Denial of certificate proposed. 
Over irregular routes, (1) machinery, 
contractors’ equipment, and construc- 
tion materials, between points west of 
Cascade Mountains in Ore., on one hand, 
and, on other, points in Wash. west of 
Cascade Mountains; (2) culvert, iron or 
steel, between Portland and points with- 
in 3 miles thereof, one one hand, and, on 
other, points in Wash. east of Cascade 
Mountains; (3) lumber between points 
in Ore. west of Cascade Mountains. 


Oregon (Portland) — MC-573, Sub. 24, 
Howard R. Williams, Inc., embracing 
MC-2862, Sub. 31, Arrow Transportation 
Co. of Delaware, dba Arrow Transporta- 
tion Co. (Portland); MC-23939, Sub. 45, 
Asbury Transportation Co. (Los Angeles, 
Calif.); MC-52750, Sub. 16, Blue Line 
Transportation Co., Inc. (North Port- 
land, Ore.); MC-88161, Sub. 14, Inland 
Petroleum Transportation Co., Inc. 
(Seattle, Wash.); MC-109734, Sub. 11, 
System Tank Lines, Inc. (Portland); 
MC-19339, Sub. 13, Joe Bookshnis (Port- 
land); MC-59493, Sub. 20, Silver Eagle 
Co. (Portland)—Extension—Boise, Idaho. 
Certificates proposed, on further hearing. 
MC-19339, Sub. 13, and MC-59493, Sub. 
20: Over irregular routes, petroleum and 
petroleum products, in bulk, in tank 
trucks, from Boise, Burley, and Twin 
Falls, Idaho, and points within 10 miles 
of each, to specified points in Ore. and 
Idaho. MC-573, Sub. 24, MC-2862, Sub. 
31, MC-23939, Sub. 45, MC-52750, Sub. 16, 
MC-88161, Sub. 14, MC-109734, Sub. 11: 
Over irregular routes, petroleum and pe- 
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troleum products, in bulk, in tank trucks 
(in MC-2862, Sub. 31, liquid petroleum 
products, in bulk, in tank trucks), from 
Boise, Burley, Twin Falls, Idaho, and 
points within 10 miles of each, to speci- 
fied points in Wash., Ore., Idaho. 

Pennsylvania (Sunbury) — MC-67646, 
Sub. 32, Hall’s Motor Transit Co., Ex- 
tension—Riverside, Pa. Certificate pro- 
posed. General commodities, with excep- 
tions, (1) serving Danville, Pa., as an in- 
termediate point, in connection with 
regular route authority to and from 
Sunbury, and (2) between Danville and 
junction Pa. highway 54 and USS. high- 
way 122, over Pa. highway 54, serving 
Riverside as an intermediate point, but 
with no service at junction of Pa. high- 
way 54 and U.S. highway 122, except for 
purpose of joinder. 


Pennsylvania (York) — MC-102616, 
Sub. 563, Coastal Tank Lines, Inc., Ex- 
tension—Muriatic Acid. Certificate pro- 
posed. Muriatic acid (hydrochloric), in 
bulk, in tank vehicles, from Natrium, 
W.Va., to York, Pa., over irregular routes. 

Texas (Dallas) — MC-59680, Sub. 100, 
Strickland Transportation Co., Inc., Ex- 
tension—Majors Field, Tex. Certificate 
proposed. General commodities, with 
exceptions, serving Majors Field, Tex., as 
off-route point in connection with regu- 
lar route operations between Dallas and 
Texarkana, Ark.-Tex. 


Texas (Dallas)—MC-108207, Sub. 17, 
Frozen Food Express, Extension—Cali- 
fornia, embracing MC-110098, Sub. 5, 
Zero Refrigerated Lines, Extension— 
California. Certificates proposed. Over 
irregular routes, meats, meat products, 
meat by-products; dairy products, ar- 
ticles distributed by meat packing 
houses (except fresh meats), cut flow- 
ers, prepared biscuit dough, uncooked, 
all when moving in refrigerated equip- 
ment between points in Calif., on the 
one hand, and, on the other, points in 
La. and those in a described Tex. area. 


Sawyer Asks I.C.C. Study 
Of Economic Effect of Rail 
P.U. & D. Cancellation 


Secretary of Commerce Sawyer, in 
a brief filed with the Commission in 
connection with the eastern rail- 
roads’ proposal to cancel free pick- 
up and delivery service on interterri- 
torial traffic in less-than-carload 
quantities, has asked the Commis- 
sion to study the effect of the propo- 
sal on the over-all economy and effi- 
ciency of the carriers. 

The brief was filed in I. and S. No. 


5960, Pick-Up & Delivery on Inter- 
territorial Traffic. 

The Commission was also asked to 
consider whether approval of the sus- 
pended pick-up and delivery rates would 
make for more economical and efficient 
use of (1) rail car supply, (2) local truck- 
ing facilities, (3) rail terminal facilities, 
and (4) other rail merchandise service. 

The Commission, on September 7, 1950 
had suspended for seven months, for in- 
vestigation, a proposal by the eastern 
railroads to eliminate free pick-up and 
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delivery services in connection with 
iess-carload and any-quantity (1.c.l.) 
interterritorial traffic, but did not sus- 
pend the rail proposal with respect to 
establishment of charges within Official 
Territory for such services on shipments 
moving less than 300 miles. 

The Secretary’s brief said the Depart- 
ment of Commerce was vested with re- 
sponsibility, under its organic act, “to 
foster, promote, and develop the foreign 
and domestic commerce ... and the 
transportation facilities of the United 
States.” 

The department said the Commission 
should also consider the effect of diver- 
sion of long-haul less-carload freight to 
motor carriers and forwarders as receiv- 
ing agencies. 

“Are they equipped to handle it?” the 
Commission was asked. “Would the sud- 
den thrusting of this traffic onto them 
disrupt their operations and diminish 
their efficiency? Would addition of this 
traffic, which may frequently be less 
desirable than their present consist, 
strengthen or weaken those agencies in 
the long run? And how would the rela- 
tive advantages and disadvantages, if 
any, on respondent railroads compare 
with those of other carriers involved?” 


The department, in its brief, said the 
railroad proposal indirectly involved a 
problem of economic readjustment of 
l.c.l. merchandise traffic in an attempt 
by the railroads to strengthen them- 
selves by increasing net return on such 
traffic and services. 

The department asked the Commis- 
sion, viewing the “merchandise traffic 
problem” as a whole, to consider making 
findings on the following questions: 

“To what extent, if any, would the 
tariffs under consideration impede the 
flow of traffic, divert rail freight to com- 
petitive agencies, or otherwise tend to 
change the national traffic pattern? 

“To what extent, if any, will the pro- 
posed action tend to price the carriers 
out of a segment of the transportation 
market? 

“To what extent does national policy 
permit or require carriers (a) to price 
themselves out of the transportation 
market by deliberate rate action, on the 
one hand, or (b) to handle certain seg- 
ments of traffic at a loss, with conse- 
quent burden on other traffic, on the 
other? 

“What criteria are to be applied in 
determining proper cost and rate rela- 
tionships for such traffic?” 


Rails Complete Case in Ex Parte 175; 
Adjourned Hearing Set for February 18 


Bankers Say Investors Have Lost Interest in Rail Securities 
And That Adequate Revenues Are Necessary to Reestablish Rail 


Credit. 


The railroads completed their di- 
rect testimony at Washington in Ex 
Parte 175, Increased Freight Rates, 
1951, on January 23, after it had 
been announced that there would be 
an adjourned hearing on February 
18, with argument to follow February 
25, and that memorandum briefs 
might be filed. 


Adjournment was at the request of 
shippers, who asked the time to prepare 
their case in answer to that of the rail- 
roads (T.W., Jan. 19, p. 47). When the 
adjourned hearing was announced by 
Commissioner Aitchison, chairman of 
division 2, he also said that there would 
be no regional hearings. Only a few 
shipper witnesses offered testimony fol- 
lowing the completion of the railroads’ 
case. 

Among the last of the witnesses to 
appear on behalf of the railroads were 
a New York and a Richmond Va., bank 
official. Each testified that, if investors 
Were to be interested once more in fur- 
nisiing new capital for the railroad in- 
dustry, it would be necessary that the 
Taiiroads earn adequate revenues as a 
Sten toward restoring railroad credit. 

“he hearing is on a petition of the 
railroads for the entire 15 per cent in- 
ercase in freight rates, with some excep- 
ticas, originally asked, in lieu of the in- 
creases of 9 per cent in the east and 


Argument to Be Heard February 25 After Shippers Testify. 


6 per cent elsewhere, as authorized by 
the Commission last August. 

Lewis F. Ormond, vice-president, At- 
lantic Coast Line Railroad, testified in 
connection with an exhibit which, he 
said, portrayed the experience of various 
southern railroads. He dealt with a con- 
densed income account for six represent- 
ative railroads, with 14 southern rail- 
roads other than the six representative 
roads, and with all Class I railroads in 
the south. 


Illinois Central President 


Wayne A. Johnston, of Chicago, presi- 
dent of the Illinois Central Railroad, said 
that the only alternative to a freight rate 
increase for his road was to reduce em- 
ployment and defer maintenance of track 
and equipment and the making of re- 
placements and improvements. 

If those things occurred, he said, it 
would injure economical operations. He 
said that the railroad should make capi- 
tal expenditures of $31,280,000 in 1952, 
but asserted that, without the increase 
sought, the I.C. could not and would not 
make such capital expenditures. 

He said that improvements must come 
out of net income or depreciation ac- 
cruals. Net income at present rates 
would amount to less than $20,000,000 in 
1952, he said, and that depreciation 
charges were estimated at about $13,400,- 
000. The total of those items set against 
the needed expenditures, he said, would 
leave little or no margin for future bond 
redemption or for dividends. 

Without any increase in freight rates, 
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Mr. Johnston said, the road’s 1951 rate 
of return would be 4.71 in 1952, as com- 


pared with 5.29 per cent in 1951. If the 
increase was granted, he said, the rate 
of return on the I.C. would be slightly 
more than 6 per cent, which he said was 
“far less than we are now entitled to” in 
view of the greater sums required to 
replace property. 


Lehigh Valley President 


C. A. Major, of New York City, presi- 
dent of the Lehigh Valley Railroad, said 
that the railroad had scored a saving 
of $1,800,000 in operating costs in 1952 
as a result of 100 per cent dieselization. 

He said that it was estimated that 
a full year of dieselized operations 
would result in savings of $2,500,000 in 
1952 as compared with 1950. Even with 
that, and another million dollars of 
savings effected by modernization of 
the plant, would not come close to off- 
setting the rapid rise in costs of opera- 
tion, Mr. Major asserted. 

He said that wages and payroll taxes 
would add $5,600,000 to the Lehigh’s 
1952 expenses, and that higher prices 
of material would add another $1,400,000 
to its costs. By contrast, he said, the 
approximately 7.5 per cent increase 
granted in August would produce about 
$5,300,000 in additional revenue. 

Mr. Major said that the improvements 
which had brought about the cited sav- 
ings, had cost more than $40,000,000 
since, 1947, but that in making the im- 
provements equipment obligations had 
gone to $28,000,000, which he said was 
= highest figure in the railroad’s his- 

ory. 

He also said it was necessary that 
the railroad resume payment of divi- 
dends, observing that stockholders had 
not received a dividend since 1931 be- 
cause the earnings of the road had been 
plowed back into the property. He said 
that was an unjust situation. 

Although 1951 had been a good year 
for. traffic and revenue, Mr. Major said, 
the Lehigh had earned a rate of return 
“of only 4.39 per cent” on its net in- 
vestment. If the increase sought was 
authorized, he added, it would result in 
a return of less than 5% per cent for 
the railroad in 1952. 


Jersey Central President 


Earl T. Moore, of New York City, 
president of the Jersey Central Lines, 
asserted that the company would have 
to make up an estimated shortage of 
$4,750,000 in cash to meet capital ex- 
penditures, and debt retirement in 1952, 
from funds which he said “we already 
have on hand from previous sales of 
capital assets.” He added: 

“In 1951 we also had to make up a 
Similar shortage of necessary funds 
through sales of capital assets. This 
is a self-consuming process which we 
should never be required to resort to 
and it must be obvious to any one that 
such a course cannot be pursued very 
long and still operate a railroad.” 

Mr. Moore asserted that net income 
for the Jersey Central for 1951 amounted 
to $700,000 and that a “previously in- 
dicated deficit” for that year had been 
forestalled by arbitrarily reducing main- 
tenance expenditures by $1,000,000 below 
what was considered necessary for nor- 
mal maintenance. 

He said that, at the present level of 
freight rates and operation costs, with 















































































54 


| icc NEWS 


traffic at the 1951 level, the railroad’s 
net income for 1952 would be about 
$834,000. He said that if the increase 
sought was authorized, net income for 
1952 would increase to an estimated 
$2,500,000, and that the rate of return 
on net investment would go from 2.73 
per cent to 3.78 per cent, which, he as- 
serted, was short of a fair return. 


Coast Line President 


C. McD. Davis, of Wilmington, N.C., 
president of the Atlantic Coast Line 
Railroad, asserted that industry in gen- 
eral was properly allowed to increase 
its prices to maintain a satisfactory 
spread between increased costs and 
prices, and that the railroads ought to 
have a similar privilege. 

Speaking of A.C.L.’s operating results 
for 1951, through November, Mr. Davis 
said that they might be described by 
saying that “what might be regarded as 
satisfactory traffic volume railed to pro- 
duce for Coast Line revenues sufficient 
to offset its increased costs of opera- 
tion.” 

He asserted that curtailment of $13,- 
000,000 in capital improvements had been 
dictated by failure of increased revenues 
to keep pace with increased costs. He 
added that curtailment or suspension of 
improvements did not represent “sav- 
ings” but only deferment to a later date 
of needed expenditures when costs might 
be higher. That, he said, was “false 
economy.” 

He said that the railroads’ financial 
problem had not been solved by higher 
traffic volume, citing as an example the 
experience of the Charleston and West- 
ern Carolina Railroad, of which Mr. 
Davis is also president. He said the 
C. & W. C., serving a new plant of the 
Atomic Energy Commission in South 
Carolina, had experienced an increase 
in traffic that percentage-wise was run- 
ning ahead of any railroad in the south. 
Yet, he said, because of higher costs of 
operating and because of substantial ex- 
penditures to enable the railroad to serve 
the A.E.C. plant adequately, the C. & 
W. C.’s net working capital position was 
such as might be termed precarious. 

“The inescapable conclusion,” Mr. Da- 
vis said, “is that the remedy is not to 
be found in increased traffic, but by the 
application of higher’ transportation 
charges.” 


Southern Railway President 


Harry A. DeButts,. president of the 
Southern Railway System since the be- 
ginning of this year, having reviewed 
the system’s traffic and revenue experi- 
ence, and observed that $78,349,000 of 
maturities would mature in 1956, was 
asked if those maturities were of major 


concern to the management. He re- 
plied: 
“Yes. In order to permit financing 


and refinancing at sound interest rates, 
the credit position of the railroad must 
be maintained. We are effecting every 
economy within reach, including diesel- 
ization, modernization of yards and ter- 
minals, and the abandonment of un- 
profitable passenger service and branches. 

“But all can not be accomplished 
through the economies of management. 
A level of rates and charges more re- 
sponsive to present needs is necessary 
if the railroads are to go forward with 
their modernization programs so that 
they can perform the service required 


in the national interest. In times of 
high industrial activity and heavy traf- 
fic such as these, the railroads actually 
should be laying something away to tide 
them over periods of business recession 
which inevitably lie ahead. The antici- 
pated earnings of my company under 
the proposed rates will not result in an 
excessive rate of return and accordingly 
we ask the Commission to authorize, as 
promptly as possible, the increases sought 
in our petition.” 


Mr. DeButts had said that the amount 
of money that could be spent for equip- 
ment depended on what was available for 
that purpose. C. D. Williams, for the 
Department of Commerce, asked why, 
if equipment trust certificates could be 
issued at an interest rate of 3 per cent, 
and investments in diesels made a return 
of 30 per cent, Mr. DeButts was not 
willing to purchase the diesels under that 
financing method. The witness replied 
that the system could not now make the 
savings from diesel operations that had 
been possible in the earlier portion of 
the dieselization program, because the 
diesels were now being put on lines 
where traffic was lighter. He added 
that “as you get closer to 100 per cent 
dieselization, your rate of saving de- 
creases.” 

In answer to questions by Commis- 
sioner Aitchison, Mr. DeButts said that 
the decision to purchase diesels was not 
influenced by the opinions of coal in- 
terests. Mr. DeButts said the railroad 
could not afford those opinions to in- 
fluence its decision in that matter. 


Side Hearing 


Commissioner Aitchison having an- 
nounced that a side hearing would be 
arranged for those who felt they must 
be heard as an emergency, Examiner 
Myron Witters, in another hearing 
room, heard certain western, midwest- 
ern and eastern shipper witnesses. Com- 
missioner Aitchison, in announcing that 
the side hearing would be arranged, also 
said that the division wished to hear as 
much of the testimony as possible. 


The first portion of the hearing be- 
fore Examiner Witters was on the sub- 
ject of lumber from the west coast. H. V. 
Simpson, for the West Coast Lumber- 
men’s Association, offered testimony in 
rebuttal to a statement in a petition for 
reconsideration filed by the Alabama 
Forest Products Association that the 
witness had said at Chicago that there 
was practically no movement of lumber 
by water from the Pacific Coast to the 
eastern seaboard except from mills in 
British Columbia. He offered an exhibit 
made up of a tabulation of data from 
reports of the Pacific Lumber Inspection 
Bureau, showing such shipments from 
1920 through 1950. Under cross-examina- 
tion he said that 10 per cent of the lum- 
ber production on the Pacific Coast had 
moved to the eastern market. 


K. C. Batchelder, also testifying for 
the west coast lumber group, reviewing 
the rates under which lumber moved 
from that area, by rail. 


V. L. Turner, Birmingham, Ala., a 
traffic consultant representing lumber 
companies, and an alternate member 
of the traffic committee of the Alabama 
Forest Products Association, referring to 
the petition of that association for re- 
consideration, said it was based on what 
it believed to be an erroneous conclu- 
sion by the Commission, which, he said. 
had asserted that the southern lumber 
interests generally opposed an increase 
in freight rates. That was not true of the 
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association, or of the individual com- 
panies he represented, Mr. Turner said. 
He asserted that those interests had ob- 
jected to any scheme of increased freight 
rates which deprived southern pine of 
“a good portion of its normal markets 
in Trunk Line, New England, and Cen- 
tral Association territories.” 


W. H. Backer, traffic manager of 
Rayonier Incorporated, New York City, 
speaking for members of the Pacific 
Coast Woodpulp Traffic Committee re- 
viewed earlier testimony for the group 
and said its position was that a maxi- 
mum increase was necessary “in this 
particular case,” to “prevent the widen- 
ing of the present rate disadvantage 
from the west coast mills over the rates 
from competitive areas,” which he said 
would be further increased by the car- 
riers’ proposal. 

Arthur J. Coburn, general traffic 
manager, Penick & Ford, Ltd., Inc., Cedar 
Rapids, Ia., processors of corn and ship- 
pers of corn syrup, unmixed, glucose, 
which he said was interchangeable in 
almost the entire sweet goods indus- 
try with cane and beet sugars, said 
he urged that an increase on the corn 
syrup be not in excess of that authorized 
on cane or beet sugar. 

He also asserted that his company 
furnished its own tank cars, and that 
the present allowance of two cents a 
mile made by the railroads should be 
increased to three cents a mile. He also 
asked that any increases authorized on 
coal provide that short-haul coal traffic 
pay a lesser increase than long-haul 
traffic. 

E. J. Hanson, traffic manager, Cham- 
ber of Commerce of Grand Forks, N.D., 
appeared to restate the former position 
of the chamber “in opposition to this 
continuous round of increases.” 


Robert S. Macfarlane, president of the 
Northern Pacific Railway Co., said that 
net operating income for: 1951 on the 
basis of actual figures for 11 months, and 
with December estimated, was $15,740,- 
000, or about $2,000,000 less than he had 
estimated in May, 1951. He added that, 
while estimated total operating revenues 
for the year were $2,362,000 greater than 
his May estimate, as a result both of a 
greater volume of business and of in- 
creased freight rates, plus an increase in 
railway mail pay, “our operating ex- 
penses exceeded the operating expenses 
as estimated last May by $6,050,000.” 

That increase was almost entirely in 
transportation expenses, said Mr. Mac- 
farlane, and that it was apparently due 
to failure to make adequate allowance 
for the increased cost of handling the 
traffic which had exceeded the ton-miles 
handled in 1950 by 530,000,000 net ton- 
miles, or nearly 5 per cent. 

The rate of return on net investment 
as of December 31, 1951, he said, was 
estimated as 2.47 per cent. Non-operat- 
ing income in the year had exceeded by 
about $2,000,000 the estimate made in 
May, so that net income for the year, 
after fixed charges and other deductions. 
would slightly exceed the estimate of 
$14,286,000 made last May, he added. 

Referring to an exhibit he offered, Mr. 
Macfarlane said it showed how funds 
available to the railroad from net in- 
come and depreciation charges were «° 
clining, while the funds required foi 
necessary corporate purposes from those 
sources were increasing. 

In 1950, he said, available funds ag- 
gregated $29,125,582, including $1.040.00° 
of net proceeds from the operations 0! 
the railroad’s land department which. 
under the terms of the road’s mortgages 
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might be “drawn down” for additions 
and betterments. 

“In 1951,” Mr. Macfarlane continued, 
“the estimated funds available from the 
year’s business for these purposes aggre- 
gated only $24,422,000. In 1952, we esti- 
mate that, without an increase in rates. 
fares and charges, the funds which will 
be made available for necessary corpo- 
rate purposes. will be only $22,640,000.” 

Mr. Macfarlane said the company was 
now paying a quarterly dividend of 175 
cents a share and that while funds avail- 
able for corporate purposes from 1950 
business were almost sufficient to meet 
actual disbursements without borrowing, 
they would have been insufficient if the 
company had then been on a $3 divi- 
dend basis. 


“In 1951, even with abnormally low 
equipment expenditures and a subnormal 
dividend rate,’ Mr. Macfarlane contin- 
ued, having indicated the dividend rate 
as $2 for that year, “the funds becoming 
available for necessary corporate pur- 
poses from the year’s business were in- 
sufficient by over $3,500,000, and in 1952 
they will be insufficient by some $12,- 
000,000, unless rates, fares and charges 
are increased.” 


In the case of the Northern Pacific, he 
said, the request for the entire 15 per 
cent increase was “certainly well justi- 
fied.” He added that it would yield the 
company net railway operating income 
“of only $20,014,000, which would repre- 
sent a return on investment of only 3.14 
per cent.” Later he said that that net 
railway operating income would be only 
about two-thirds of the dollar amount 
of the standard return paid to the com- 
pany during the years of federal control 
in the first World War period when, he 
said, the company’s gross investment in 
road and equipment was $490,523,883, or 
about $255,500,000 less than the present 
gross investment. 


Dr. Parmelee Revises Figures 


Dr. Julius H. Parmelee, vice-president, 
and director of the Bureau of Railway 
Economics, of the Association of Ameri- 
can Railroads, presented revised figures 
for the 31 “test” railroads reflecting, he 
said, the following principal changes: 
Escalation increase of 4 cents an hour 
on January 1, 1952; amortization ac- 
counting as changed by the Commis- 
Ssion’s order requiring reversal of en- 
tries for 1951 for accelerated amortiza- 
tion; material price levels as of January 
1; increase in payroll tax rate for re- 
tirement purposes, effective January 1, 
and any other changes suggested by the 
trend in operations in November and 
December. 


Asserting that the railroads must 
have adequate earnings if they were to 
perform their role in the national de- 
fense effort, Dr. Parmelee said that the 
freight traffic volume in 1951 was the 
second greatest of any peace-time year 
in rail history, but that despite the 
high traffic level and despite substantial 
progress in operating efficiency, the esti- 
mated rate of return was only 3.66 per 
cent. 

He said that the increase sought was 
necessary to offset a decline in earnings 
resulting from a much greater rise in 
Operating expenses than in railroad reve- 
nues. 

Or. Parmelee said that since 1949 
railroad wages and payroll taxes had 
risen by $805,979,000 annually, and that 
higher prices for materials and supplies 
had added another $360,941,000 to an- 
nual costs. He contrasted the total of 


those items ($1,166,920,000 a year) with 
estimated increases in freight rates since 
1949 aggregating about $564,000,000 of 
added revenues each year. 

If present wage levels, prices, and 
freight rates and charges continued 
throughout 1952, he said, net railway 
operating income would be $926,000,000, 
net income would be $631,000,000, and 
rate of return on net investment, 3.53 
per cent. 

If the increase sought was granted, 
he said, net railway operating income 
in 1952 would be $1,208,000,000, net in- 
come would be $899,0U0,vu0, and the rate 
of return, 4.59 per cent. 

Dr. Parmelee said that “this rate of 
return, modest as it is, rests on three 
assumptions,” none of which, he as- 
serted, was likely to be realized. Those 
assumptions, he said, were that the pro- 
posed rates could become effective Jan- 
uary 1, that they would apply from that 
date to both interstate and intrastate 
trattic, and that no further increases 
would take place in 1952 in either wage 
rates or material prices. 

He said that declining earnings had 
caused net working capital to fall from 
$1,164,000,000 between December, 1946, 
and October, 1951, or by more than 70 
per cent. At the same time, he asserted, 
equipment obligations outstanding had 
increased 192 per cent. The reduction 
in working capital and increases in 
equipment debt had occurred since 
World War II, Dr. Parmelee asserted, 
because net income and depreciation 
charges had been insufficient to meet 
the requirements for funds. 

“It is clear that little, if any, funds 
remain in the form of working capital 
to be drawn on for capital expenditure 
and other corporate requirements in 
future years,” he said. 

Working capital not only provided 
funds for current expenses, but was also 
a measure of the credit position of a 
company, and in time of reduced busi- 
ness activity served as a cushion to sup- 
port declining earnings, Dr. Parmelee 
said. 

He said that “the downward trend and 
present level of working capital are in- 
consistent with a healthy credit posi- 
tion for the industry, and with pro- 
vision of an adequate cushion for a 
period of reduced traffic volume.” 


Amortization Charges 


Dr. Parmelee offered a supplemental 
exhibit showing the effect of the change 
in accounting for defense projects re- 
quired by the Commission’s order of 
December 21, 1951. That order required 
that the railroads reverse all entries 
made showing accelerated amortization, 
by which the railroads are permitted to 
obtain tax credits, and to account for 
the facilities on the normal basis. 


For the year 1951 (partially estimated) 
Dr. Parmelee showed that when com- 
puted in accordance with the Commis- 
sion order reversing the accelerated 
amortization charges, net railway op- 
erating income was $930,800,000. On the 
so-called “tax equalization” plan, which 
was suggested by the railroads when 
the Commission gave notice of con- 
sidering a change in the accounting 
rules, which gave effect to the Com- 
mission’s accounting order (no charges 
to operating expenses for accelerated 
amortization of defense projects, but 
taking tax credits thereon), but which 
eliminated tax credits on accelerated 
amortization, Dr. Parmelee showed net 
railway operating income of $894,100,000. 
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On the basis of the World War II ac- 


counting requirement, based on full 
charges to operating expenses for ac- 
celerated amortization, and taking tax 
credits thereon, he showed net railway 
operating income of $859,100,000. Net 
income under the three bases, respec- 
tively, was shown as $659,300,000, $622,- 
600,000, and $587,600,000. 


Bank Official Testifies 


Testifying on behalf of the railroads, 
Adrian M. Massie, executive vice-presi- 
dent of the New York Trust Co., New 
York City, in a review of the position of 
the railroads with reference to ability 
to attract new capital, asserted that 
the “squeeze being put on the railroads” 
with labor, material costs and taxes 
rising out of proportion “to any increase 
in rates,” made the margin of safety 
very low. The margin of safety, which 
he said was one of the “most sensitive 
credit factors to be given weight by the 
institutional investor,’ he defined as 
the relationship of income remaining 
after payment of all expenses, taxes and 
fixed charges, as a percentage of total 
operating revenue. 

Mr. Massie summarized his statement 
as follows: 

“Data available on the portfolios of life 
insurance companies, savings banks and 
common trust funds indicate that insti- 
tutional buyers have taken a negative 
attitude toward railroad securities since 
1929. The explanation for this attitude 
can be found in the low earning poWer 
of the railroads and in the fact that they 
show a deficiency of working capital. 

“Since 1921 the average rate of return 
on net railroad investment has been only 
3.64 per cent. In the boom years from 
1946 to 1951 the rate of return was 3.51 
per cent or less than the 30-year average. 

“The margain of safety has shrunken 
to only 5.5 per cent which, for boom 
times, is very low. This is a very sensi- 
tive factor of credit and indicates how 
vulnerable the railroads are to any re- 
duction in the volume of business. 


“Working capital is one of the most im- 
portant credit factors, particularly in 
cases where earnings are low, as is the 
case with the railroads. The current 
ratio for all Class I railroads was 1.63 
for October 31, 1951, having declined 
from 2.07 in 1945. To bring this ratio 
back to what is generally considered to be 
a minimum for good credit (current as- 
sets equal to twice current liabilities) 
would require an increase of $822,- 
000,000. 

“All of these factors indicate to the 
investor that the railroads are being 
squeezed between inadequate rates and 
rising costs and taxes. This situation is 
making it difficult to attract new capital, 
pn is so vital in keeping an industry 
sound.” 


In a discussion with Commissioner 
Mahaffie, in which the commissioner 
asked if the witness thought the rail- 
roads were efficient, Mr. Massie replied 
“not entirely” adding that, relative to the 
rest of the world the country’s railroad 
system was best. But, he said, relative 
to what it could do if there was more 
money to spend on it, the system had 
not reached its maximum point of effi- 
ciency. He expressed the same view as 
to the three years following Pearl Har- 
bor. 

An exhibit offered by Mr. Massie 
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showed rail securities held by the 49 
U. S. legal reserve life insurance com- 
panies, from 1929 through 1950. It 
showed that the holdings of railroad 
bonds had increased in that time by 
$142,000,000, or 5.1 per cent; of railroad 
preferred and guaranteed stocks, $40,- 
000,000, or 100 percent, and of railroad 
common stock, $1,000,000, or 4.2 per cent. 

While those figures, taken by them- 
selves, might seem to indicate that the 
insurance companies looked favorably on 
rail securities, Mr. Massie directed at- 
tention to another sheet of his exhibit, 
showing a total increase in all bonds and 
stock holdings of 608 per cent in the in- 
vestments of those insurance companies, 
1929 through 1950, of which only 6.4 per 
cent was attributable to railroad bonds 
and stocks. He also compared that fig- 
ure with an increase of 252.7 per cent 
in the total assets of the insurance com- 
panies. In 1929, the exhibit showed, rail- 
road bonds and stocks represented 17.8 
per cent of total assets, but that this 
figure had fallen to 5.4 per cent in 1950. 

Mr. Massie said that an examination 
of the portfolios of the savings banks in 
New York state showed a similar trend, 
their total holdings of railroad bonds at 
the end of 1929, $642,169,000 representing 
12.8 per cent of total assets of about 
$5,000,000,000, and at the end of Decem- 
ber their holding of $355,687,000 was only 
2.73 per cent of assets totaling nearly 
$13,000,000,000. 

He said that while the assets of these 
institutions had increased more than 
two and one-half times, their holdings 
of rail securities had been cut “almost 
in half.” 

Of i5 common trust funds established 
by banks and trust companies acting 
as trustees, he said that, as rail securities 
had been selling at low prices and had, 
therefore, offered a higher yield than 
most other types of investments since 
1937, it would be logical to expect that 
that field had been carefully examined 
by institutional investors. Checking the 
recent portfolios of the common trust 
funds, he said, showed the following: 
Eight of them hold no railroad bonds; 
eight hold no railroad preferred or guar- 
anteed stocks, and seven hold no com- 
mon stock. Rail holdings of the trusts 
represented 4.1 per cent of the total as- 
sets, Mr. Massie said, adding that they 
were apparently made on a very selec- 
tive basis as many of the names occurred 
in several portfolios. 


Equipment Obligations 


Turning to equipment obligations, Mr. 
Massie said they had increased from 
$710,000,000 at the end of 1942 to §1,- 
848,000,000 at the end of 1950. Those 
obligations, he said, were to be met by 
annual payments over a period of 10-15 
years, which, he added, entailed an 
enormous annual cash outlay for the 
roads. Investors, he asserted, were 
beginning to look at the relationship 
between the amount charged for depre- 
ciation of equipment and the required 
principal payments. Saying that the 
ratio of equipment debt to total debt 
had been rising rapidly, Mr. Massie said 
that investors were becoming very selec- 
tive in the purchase of equipment obli- 
gations and were paying particular at- 
tention to the working capital position 
and the earnings of the individual roads. 


J. Harvie Wilkinson, Jr., vice-presi- 
dent, State-Planters Bank and Trust Co., 
Richmond, Va., asserted that, because of 
low and uncertain returns on railroad in- 
vestments aS compared with others, “it 
cannot be said that railroad securities 
have either broad popularity or great 
popularity in the south.” 

He also said that the “necessarily con- 
servative dividend policy” of the rail- 
roads had been a disadvantage in the 
matter of raising new capital through 
stock issues. In the 11 years, 1940 through 
1950, Mr. Wilkinson said, Class I rail- 
roads had paid out in dividends 41.2 per 
cent of the net income, retaining nearly 
60 per cent to improve property or re- 
tire debt. 

He added that “if there is to be any 
semblance of justice to the stockholders, 
and if any reasonable market respect- 
ability for railroad common shares is to 
be maintained, then it can be seen that 
the railroads could hardly have paid out 
any less.” 


When he was asked about the relation- 
ship between market prices and book 
values of rail securities, Commissioner 
Aitchison wanted to know what place 
that had in a rate case. The commis- 
sioner said that the Supreme Court of 
the United States had said that market 
value was what people thought about it 
and that it had no place in a rate case. 
The witness replied that the investor had 
a free choice and that he did not invest 
in an industry where that philosophy 
prevailed. 

Mr. Wilkinson said that the institu- 
tional investor’s attitude in the south 
was for the most part reflective of the 
prevailing view of the professional in- 
vestor who handled the funds of repre- 
sentative insurance companies in the 
south and of representative trust com- 
panies in the same region. 

He defined common trust funds as a 
“mechanism through which the trust 
departments of banks are, on an increas- 
ing scale, handling the funds of the 
smaller trusts left in their care.” He 
added: 


“Because the banks are the sole 
trustees in the application of investment 
judgment to these common trust funds, 
as contrasted with a condition in which 
they are co-trustees, it can be said that 
the investment composition of the com- 
mon trust fund is a clear reflection of 
professional opinion in that field of 
trust investment.” 

Mr. Wilkinson said that on the dates 
of the first annual reports of those funds, 
ranging from November 4, 1942, to Octo- 
ber 31, 1950, the funds totaled $4,721,175, 
and that they aggregated $30,544,648 on 
the dates of the latest annual reports, 
ranging from October 31, 1950, to No- 
vember 1, 1951. 


On the first date of publication, he said, 
railroad securities—bonds, equipment 
trust obligations, preferred and common 
stocks—totaled $131,438, or 2.78 per cent 
of the total funds. As of the latest dates 
available, he added, when the size of 
the funds had increased 6% times, rail- 
road securities were “still only 2.92 per 
cent of the funds. He continued: 


“An interesting aspect of this is that 
four of the funds held no railroad securi- 
ties of any kind. Out of the $893,065 
held in railroad securities on the latest 
dates available, two of the funds held 
bonds and equipment trusts aggregating 
$568,412, and of this amount $245,000 
were in equipment trusts. It cannot be 
said that railroad securities have either 
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broad popularity or great popularity in 
the south ” 

He contrasted that situation with the 
attitude of the same investors towards 
public utility securities, saying every ac- 
count held public utility common stocks, 
rising from 3.51 per: cent of the total 
on the first date of the funds, to 5.14 
per cent on the last date, while total 
public utility securities in the funds were 
10.36 per cent of the total at the in- 
ception of the funds and 16.5 per cent 
on the latest dates available. 

The three following problems facing 
the railroads, he said, were the cause for 
“investor disfavor”: 


“(1) The fact that railroads have 
heavy fixed capital investment which is 
turned over very slowly, and which today 
requires a tremendous amount of tech- 
nological modernization, which, in turn, 
requires money on a huge scale. 


“(2) The industry’s high ratio of 
wages paid to gross revenues which is a 
percentage that ranges up to 52 and 
which, because of its current rise and 
its ‘rigidity’ costwise during periods of 
recession, has to be countered by con- 
stantly modernizing plant. 

“(3) The belief that railroads are not 
being allowed to earn enough either to 
acquire necessary funds for moderniza- 
tion through retained earnings, or to 
make their earnings potentially attrac- 
tive enough to warrant additional com- 
mitment in them by investors.” 

As to obtaining funds for capital in- 
vestment and technological advances, Mr. 
Wilkinson asserted that depletion of 
railroad working capital for needed plant 
— was “a highly dangerous 
rend.” 


Investment Consultant Testified 


David A. Hill, of Chicago, a consultant 
specializing on railroad investments, who 
said that about half of his clients were 
institutions, asserted that some investors 
refrained from making “any railroad in- 
vestments whatsoever,” and that the 
finance committees of some banks and 
insurance companies limited their rail- 
road investments to equipment loans. As 
to those loans, he said, they were “very 
selective.” His testimony was accepted 
in the form of a verified statement. 

Mr. Hill said that the percentage of 
railroad investments “to total portfolio” 
had been steadily declining for many 
years. Asked what the reason for the 
decline was, he said: 


“The principal reason is the uncer- 
tainty in the investor’s mind as to what 
railroad earnings can be counted on; 
also the present low level of railroad 
earnings, even in years of heavy traffic. 
The investor just doesn’t have confidence 
in the stability of railroad earnings un- 
der the increasing operating costs that 
they are now running into. These in- 
vestors are very well aware of the fact 
that under present conditions, the earn- 
ings of other industries and of other 
utilities are not only substantially greater 
than are the railroad earnings, but they 
are much more stabilized and have con- 
tinued throughout the years at a levei 
higher than railroad earnings. Natur- 
ally, since an investor has a selection as 
to where he will put his money, when he 
sees a Situation like that he is going to 
put it where there is an assurance that 
it will be protected by future earnin: 
power.” , 

He added that investors were becomin: 
more critical “even in their purchasing 
of equipment trust securities” becaus‘ 
the railroads over the past few years hac 
“so enormously increased their outstand- 
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ing equipment obligations that in many 
instances the installment payments are 
getting to the point where they equal, 
and in some cases even exceed, the de- 
preciation account, and when investors 
see that condition they naturally become 
apprehensive about even an equipment 
trust security.” 

He added he had known recently of 
instances where railroads had had great 
difficulty in marketing further equipment 
issues and were able to do so “only after 
extreme efforts of shopping around, and 
in the end had to pay a higher rate of 
interest where they wanted to.” Mr. Hill 
said he knew of an instance where a 
railroad had to pay a higher rate of 
interest on a 15-year equipment loan 
than a utility had to pay on a 30-year 
mortgage loan which it sold about the 
same time. There, he said, the railroad 
paid more for short-term money than 
the other utility paid for long-term 
money which, he asserted, was contrary 
to the usual case. 

Mr. Hill concluded. his statement by 
saying that the factor which would 
change or improve the investor attitude 
he had described was an improvement 
in the earnings of the railroads long 
enough maintained to give the investors 
some confidence of a reasonable stabil- 
ity. He said that the increases sought 
in Ex Parte 175 should do much to im- 
prove this situation and added: “That’s 
why I think they should be granted.” 


Rails Close Testimony 


The cost of capital was the essential 
and controlling measure of a rate of re- 
turn which met the two essential tests 
of a fair rate of return—fair treatment 
of “past-invested captive capital” and 
the attraction of additional capital, said 
a witness, appearing on behalf of the 
railroads in Ex Parte 175. 


He was Herbert B. Dorau, of Ridge- 
wood, N.J., professor of economics, and 
chairman of the Department of Public 
Utilities and Transportation in the 
School of Commerce, Accounts and Fi- 
nance, at New York University. 


The witness defined the “cost of capi- 
tal” as the “yield and earnings basis on 
which investors are willingeto buy claims 
to railroad income on the market in the 
form of bonds, other evidence of debt, 
and stocks, plus the cost of financing.” 
He said he meant the current investor 
return requirement, and that the basis 
of the cost of capital was what investors 
demanded as a “return per cent” on the 
various classes of securities available for 
investment as manifested by “day to day 
transactions in the market places.” 

He said that the standard which would 
attract capital was that additional capi- 
tal could be obtained on terms and con- 
ditions which did not impair the value 
and integrity of past-invested capital. 
He said it also meant that the prospec- 
tive return must be sufficient to maintain 
the credit of an enterprise by holding 
out the opportunity of return for the 
future attractive as compared with pros- 
pective earnings on other currently avail- 
able investments under similar conditions 
of risk and uncertainty. 

Mr, Dorau compared the electric util- 
ity industry and the railroad industry, 
Saying that the former, as a regulated 
industry, its revenue, expense and income 
telationships as well as records of earn- 
ings and dividends afforded “a basis for 
evaluating the comparative instability of 
Tailroad revenue and income as well as 
its level.” 

_He asserted that there were considera- 
tions and factors other than the current 


cost of capital which properly entered 
into the determination of a fair rate of 
return, adding that “the general prin- 
ciple that a fair rate of return should 
normally be something more than the 
bare cost of capital should be recognized” 
as an economically sound standard and 


principle of regulation. He continued: 
“The ideal of regulated enterprise,is to 


obtain the advantages of private enter-. 


prise under a special system of govern- 
mental price regulation. Private enter- 
prise thrives on economic incentive and 
inducement arising out of the opportu- 
nity—and only a reasonable opportunity 
is necessary—of earning something more 
than bare cost. A rigid system of price 
regulation which destroys this chance 
could even destroy the incentive so to 
manage regulated enterprise as _ to 
achieve the lowest cost of capital.” 

He concluded his testimony by saying 
that an industry which did not succeed 
in earning somewhat more in times of 
such high industrial’ activity, employ- 
ment and earnings as he said we had 
had, could “hardly be expected to aver- 
age out over good and bad times.” He 
said that an opportunity to earn some- 
what more than cost of capital in good 
times was a requisite to good credit and 
a fair rate of return was a prospective 
rate of earnings which served, among 
other ends, the maintenance or restora- 
tion of the credit—“good credit”—of a 
regulated enterprise. 

Mr. Dorau’s testimony completed the 
railroad’s direct testimony, following a 
detailed cross-examination of Dr. Par- 
melee. 


In view of the adjournment of the 
hearing until February 18, it was an- 
nounced that only four witnesses on be- 
half of shippers would offer testimony 
at the instant hearing. 





A.T.A. Offers Evidence 
At Washington Hearing in 


Highway Explosives Case 


The Washington hearing in MC- 
200, Sub. 84, Riss & Co., Extension— 
Explosives, moved into a new phase 
in its fifth week after the railroads 
had completed their testimony (T.W., 
Jan. 19, p. 15). 


The proceeding is the first such ap- 
plication of more than 50 to be heard, 
in which motor carriers ask authority to 
transport dangerous explosives. The 
other applications will be heard in 
Washington, beginning February 13. 


B. E. Stillwell, assistant chief of the 
section of complaints of the Commis- 
sion’s Bureau of Motor Carriers, presid- 
ing, having deferred ruling, accepted into 
the record a report, No. 3250, to the 
House on an investigation of an explo- 
sion of high explosives at South Amboy, 
N.J., May 19, 1950, while the explosives 
were being transferred from rail cars to 
a ship. The report was made by the 
— on merchant marine and fish- 
eries. 


William E. Carpenter, of Washington, 
D.C., a traffic and cost analyst, formerly 
with the Commission, and the Office of 
Defense Transportation, offered four ex- 
hibits on behalf of the Ametican Truck- 
ing Associations. His first exhibit, he 
said, was in the nature of rebuttal to 
the testimony of Dr. Julius H. Parmelee, 
vice-president, and director of the Bu- 
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reau of Railway Economics, of the Asso- 
ciation of American Railroads. The ex- 
hibit consisted of restatements of certain 
pages of Dr. Parmelee’s exhibit, showing 
volume of intercity traffic by kinds of 
transportation, percentage distribution of 
intercity freight traffic, trends in total 
production, railroad ton-miles, and inter- 
city truck ton-miles, trends in national 
income and rail and motor carrier freight 
revenue, average revenue a ton and a 
ton-mile for the two types of carriers 
and their average revenue a ton, and rail- 
road revenue from the transportation of 
ammunition and explosives. The exhibit, 
he said, included data omitted from Dr. 
Parmelee’s exhibit. 


Mr. Carpenter’s next two exhibits con- 
sisted of excerpts from the O.D.T. pub- 
lication, “Civilian War Transport,” and 
of service order No. 371, Ammunition in 
Box Cars for Armed Forces. The O.D.T. 
orders cited in the publication, the wit- 
ness said, indicated to him that the 
railroads were provided with “crutches” 
without which, he asserted, there was 
serious doubt they could have continued 
to operate, and that motor carriers were 
called on by the government’s orders to 
“lend indispensable help to the rail- 
roads.” ‘The service order, he said, dem- 
onstrated the inadequacy of rail trans- 
portation at the close of World War II 
with respect to the handling of ammuni- 
tion in box cars. 


He concluded his statement by saying 
that the record seemed to him to demon- 
strate that “the railroad position in this 
proceeding is an untenable one and that, 
although they demonstrably cannot 
meet current requirements, they insist at 
one and the same time that they be 
given, as a matter of administrative de- 
termination, a bigger portion of the traf- 
fic and, second, that no other transport 
agency be permitted effectively to com- 
pete.” 


New York City Official 


The City of New York, an intervener 
in the proceeding, was represented by 
Robert N. Withers, inspector of blasting 
for the city’s fire department, and at 
present acting supervising inspector. He 
described regulations for the handling 
of commercial explosives in the city and 
asserted that under no circumstances 
was it practicable to permit the trans- 
portation of explosives over the streets 
and highways of the city without strict 
regulation. 

Asked if there was any alternative to 
the interstate transportation of explo- 
sives other than through the city, Mr. 
Withers said explosives could be brought 
within the metropolitan area over water 
routes which would not necessitate using 
city streets, tunnels and approaches. He 
said it might be considered impracticable 
but that that was “a minor consideration 
for the possibilities of the catastrophe 
that might result,” adding that “I am 
now talking of conditions short of actual 
hostilities.” 


On cross-examination, the witness said 
that whether or not the city would op- 
pose the motor carrier transportation of 
explosives as a military necessity would 
depend on the urgency of the situation. 

Under questioning by J. Edgar Idol, 
general counsel for American Trucking 
Associations, Mr. Withers said he had 
not had experience with accidents with 
explosives on trucks. Mr. Idol’asked the 
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witness if he knew any reason why the 
transportation of military explosives by 
rail in New York would be safer than by 
truck, the witness having said he did not 
supervise transportation by train. 

Mr. Withers said that, in his estima- 
tion, explosives transported by rail would 
not “encounter those areas so thickly 
populated” and such amounts of sub- 
terranean installations (gas mains, 
power lines, etc.) as when transportation 
took place over the streets. He said 
that the majority of explosions in the 
transportation of explosives called to 
his attention occurred more frequently 
when transportation was by motor truck 
than when they moved by rail. , Asked 
what was the source of his information, 
the witness replied that “we get reports 
from the Association of American Rail- 
roads.” 

Joseph H. Hayes, for the railroads, 
asked if the reports the witness referred 
to came from the Bureau of Explosives, 
and the witness answered that they did. 
He said it had “never occurred to me one 
way or another” as to whether or not 
the reports were incorrect because they 
came from the railroads. 

Mr. Idol asked if the witness meant 
that Bureau of Explosives of the A.A.R. 
gave him information with respect to 
explosions of shipments moving by truck. 
Mr. Withers replied that he obtained the 
information through his own effort and 
that it was not sent to him. He said 
he obtained the reports each. year and 
that it was “kind of a hobby.” Mr. Idol 
asked if he had received anything from 
the bureau with respect to the South 
Amboy explosion. Mr. Withers said he 
had been personally interested in the 
incident because “we had licensed most 
of the people in connection with the 
accident.” He said he did not know if 
an A.A.R. report was in his file. 


Other Witnesses Testify 


Two witnesses offered testimony on be- 
half of the American Trucking Associa- 
tions, Inc., in connection with the 
transportation of dangerous explosives by 
truck. 

Maxwell F. Barnes, of Atlanta, Ga., 
a retired Army colonel, and former com- 
manding officer of the San Jacinto 
Ordnance Depot, at Houston, Tex., as- 
serted that, except for fire, considering 
the safety precautions taken in the 
design, manufacture, packaging, loading, 
bracing, inspection and operation of 
equipment and the excellent safety rec- 
ord of motor carriers in handling explo- 
sives, it was his opinion that “there is no 
practical difference between the hazards 
involved in highway transportation of 
standard military items and those in- 
volved in like transportation of general 
commodities.” 


He also asserted it was his opinion 
that, if commercial truck service was 
not availanie, it would become necessary 
for the military services to provide their 
own highway transportation. Mr. Barnes 
asserted that he had specified truck 
transportation at times while he was in 
the military service because of a shortage 
of certified box cars; delay in delivery 
of rail cars to his depot; extra handling 
involved in loading a freight car, and 
better speed of truck transportation, 
particularly on shipments required to 
meet a sailing date. 


In the course of a description of his 
experience in the handling of explosives, 
Mr. Barnes said he had never heard 
of an accidental explosion resulting from 
collision impact, sparks, electric dis- 








charge, or friction during transportation, 
provided no fire was involved. He also 
said that, in the great majority of cases, 
even where fires resulted from accidents, 
explosions did not develop. 

John D. Lutz, former assistant to the 
Army ammunition renovation and sur- 
veillance officer in Europe, said that 
military trucks had carried at least two 


_and one-half million tons of ammunition 


and bulk explosives in Europe during 
World War II with no accidental explo- 
sions resulting from the movement. He 
said that much of the movement was 
necessarily under extreme emergency 
conditions where, he said, normal safety 
precautions had to be abandoned. After 
citing such practices as unloading live 
ammunition by lowering a truck tailgate 
and starting the truck suddenly, and 
dragging all types of ammunition and 
bulk explosives in nets, by tractors, on 
the beach in the Normandy invasion, 
Mr. Lutz said that the trucks had moved 
high explosives over roads that had been 
damaged by heavy tanks and artillery 
movements, and that the explosives had 
been handled by personnel untrained in 
explosives handling. 

At the conclusion of the general testi- 
mony, motor carriers opposing the ap- 
plication of Riss & Co.; in part, offered 
testimony concerning their services. 

Riss & Co. has asked the Commission to 
deny a supplementary petition of the 
railroads for reconsideration by the en- 
tire Commission of a motion to require 
the motor carriers to produce certain evi- 
dence concerning their operations. 

Riss asserted that the railroads had ad- 
vanced no grounds for the granting of 
the motion, which was denied by division 
5, than had been urged in the initial 
request. 


Among other things, Riss said that, 
since the motion initially filed had sought 
an initial ruling, it was clear that the 
request fell within the initial jurisdic- 
tion of the examiner. A footnote at this 
point referred to section 7(b) of the ad- 
ministrative procedure act, and to the 
manual on the administrative procedure 
act which the Attorney General of the 
United States issued. Riss said that the 
motion, however, had been acted on by 
division 3. Riss asserted that the Com- 
mission did not have statutory power to 
require it to produce the requested evi- 
dence. It also said that compliance with 
the motion would be unduly burdensome 
and expensive. 


STATE ACTION 


Proposal Made to Shift 
L.C.L. Shipments from G.N. 


To Spellacy Motor Line 


The Spellacy Motor Cargo Co., 
Minneapolis, has petitioned the 
Minnesota Railroad and Warehouse 
Commission for authority to carry 
less-than-carload shipments of mer- 
chandise freight diverted from the 
Great Northern Railway to a large 
portion of the _ grain-producing 
areas of Minnesota. 


The petition, which is supported by the 
Great Northern, asserts that the pro- 
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posal will ease the box car shortage in 
that state which is said to be so critical 
as to require emergency measures to pro- 
vide cars to haul grain from bulging ele- 
vators to the mills. 

Counsel for Spellacy and the Great 
Northern said that shipments of less- 
carload freight to points along the rail- 
road in certain areas in Minnesota would 
be taken over by the trucking firm. 

Robert W. Cronin, of St. Paul, assist- 
ant general solicitor of the railroad, esti- 
mated that the petition, if granted, would 
free 5,356 box cars and 711 refrigerator 
cars annually for grain hauling. 

The petition is being opposed by a 
number of motor carriers operating in 
Minnesota. 

E. L. Peterson, director of traffic, Min- 
neapolis Traffic Association, declared his 
group was “very much in favor” of the 
Spellacy petition. 


The commission has announced that 
hearings on the petition would be held 
as follows: Willmar, February 4-6; Fer- 
gus Falls, February 7 and 8, and St. Paul, 
the week of February 11. 


Ibar M. Spellacy, president of the mo- 
tor carrier, said his company was cur- 
rently operating over-the-road trucking 
service for the Minneapolis and St. Louis 
Railway on 456 miles of its line, and for 
the Great Northern on 230 miles of its 
line. The present petition would add 778 
miles to the latter figure, he estimated. 


DEFENSE 
TRANSPORTATION 


D.P.A. Says Rails First 


In Expansion Program 


The Defense Production Administra- 
tion says that an industry-by-industry 
survey of the facilities expansion pro- 
gram shows that as of November 30, 
1951, more certificates of necessity for ac- 
celerated tax amortization were granted 
to line-haul operating railroads than to 
any other industry. 


The D.P.A. said that the overall pro- 
posed cost of the rail facilities approved 
through last November 30 was about $1,- 
131,887,000, while the amount D.P.A. had 
allowed for rapid tax write-off was $806,- 
064,000, or 71.2 per cent of the proposed 
investment total. Under the expansion 
program, that part of a facility deemed 
to have been acquired for defense pur- 
poses may be written off, for tax pur- 
poses, in five years instead of the longer 
period of amortization, usually 15 to 25 
years. 


The second largest industry in the ex- 
pansion program in number of certifi- 
cates granted was the aircraft parts and 
auxiliary equipment group, with third 
place going to steel works and rolling 
mills in number of applications, but with 
the largest amount of proposed invest- 
ment, $2,073,810,000. 





Truck Body Materials Cut 


Allotments of controlled materials for | 


manufacturing truck bodies in the second 
quarter of 1952 will be based on the per- 
centage of each manufacturer’s. dollar 
volume of sales during the base period, 
the National Production Authority las 
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told the truck body manufacturers in- 
dustry advisory committee. 

N.P.A. explained that dollar volume 
provided a more accurate method of at- 
taining an equitable distribution of avail- 
able materials because statistics on ma- 
terials consumption are incomplete. The 
base period is June 30, 1949, to July 1, 
1950, during which 88,000 truck bodies 
were made, it said. 


N.P.A. indicated that a substantial re- 
duction would be made in second quarter 
allocations from the 117,000 bodies for 
which materials were allotted in the 
present quarter. 


Railroads Must Increase 
Efficiency to Meet Steel 
Shortage, Says Wilson 


Replying to recent representations 
of officers of the National Industrial 
Traffic League for increases in the 
allocation of steel for the freight car 
building program, Charles E. Wilson, 
Director of Defense Mobilization, in 
a lettter to F. G. Moore, chairman of 
the League’s transportation instru- 
mentalities and car service commit- 
tee, said: 


“There have been few matters which 
have had as long and detailed study by 
the Defense Production Administration 
as the subject of freight car require- 
ments. They have given careful con- 
sideration to all of the points raised in 
your telegram. The allocations which 
they have made are the best that can 
be done in the difficult period through 
which we are passing. The hard fact 
is that there simply is not enough plate 
and structurals to fill the full require- 
ments of all important users at this 
time. . 

“With first priority going to the mili- 
tary, the railroads and many other users 
are going to have to meet the problem 
for the immediate future by even greater 
efforts towards increased efficiency. Over 
the long pull, of course, our expansion 
program for steel and other basic ma- 
terials will make it possible to fulfill the 
full requirements of all essential users.” 





Private Carrier Costs, Prices 


The Private Motor Carrier Industry 
Advisory Committee, meeting for the first 
time with Office of Price Stabilization 
Officials, recommended that, where a 
Seller used his own transportation equip- 
ment and added transportation costs, as 
a separate item, to the cost of his goods 
to the consumer, adjustments of ceilings 
to reflect increased transportation costs 
be handled by the commodity divisions 
of O.P.S. rather than by the transporta- 
tion branch. 


Committee members maintained that 
because private carrier transportation 
Was an integral part of a firm’s business 
operation, its cost should be considered 
by the commodity divisions, along with 
other manufacturing and distribution 
costs, in setting ceiling prices. 

The committee further recommended 
that provisions for adjustment of ceil- 
ings to reflect transportation cost in- 
creases be incorporated in commodity 
regulations issued by O.P.S. 

Lester R. Conley, chief of the trans- 


portation branch, and Dewey C. Wayne, 
chief of the highway section, who con- 
ducted the meeting, told the committee 
that officials of the transportation branch 
would consult with representatives of 
the commodity divisions in an effort to 
work out the problem. 





Ship Allocations Reported 


An additional 25 ships, thirteen of 
which are C-1 cargo vessels and the 
remainder Liberty ships, have been as- 
signed to 25 steamship lines for opera- 
tion in connection with Military Sea 
Transportation Service requirements, the 
National Shipping Authority has an- 
nounced. 

The vessels were withdrawn from 
seven reserve fleet areas with nine com- 
ing from the James River, five from 
Wilmington, N.C., three -each from 
Suisun Bay, California and Beaumont, 
Texas, two each from Mobile, Alabama 
and Olympia, Washington, and one 
from Astoria, Oregon. Three of the C-1 
ships are motor vessels, the N.S.A. said. 


“With this allocation the number of 
vessels operating under general agency 
agreement is 497, 442 of which are Liberty 
ships, 29 are Victory ships, 13 are C-1’s, 
11 are C1-M-AV1’s and two are passen- 
ger ships’” said the N.S.A. “This total 
is obtained from group assignments and 
changes in the status of individual ves- 





sels from bareboat charter to general 
agency operation.” 


Knudson Raps Hasty Action 


In Explosives Regulation 


Administrator Knudson, of the De- 
fense Transport Administration, ad- 
dressing members of the Compressed 
Gas Association, Inc., in New York City, 
January 22, advised against “hasty 
measures” for the regulation of explo- 
sives transportation. 

Mr. Knudson said it was gratifying to 
realize that although compressed gases, 
explosives, and other dangerous com- 
modities had long moved freely in the 
channels of commerce, “mishaps from 
their transportation have been extreme- 
ly rare.” 

“For this fine record,” he said, “the 
carriers engaging in those operations are 
primarily to be credited, but a large 
share of the credit is also due to the 
soundness and effectiveness of the 
safety code which has been in process 
of evolution these past 40 years. 

“While safety rules should be modified 
where experience shows that to be 
necessary, hasty measures are ever to 
be avoided. Impractical rules imposed 
without proper regard for commercial 
requirements might unduly hamper 
necessary transportation service in this 
field.” 


FEDERAL MARITIME 
BOARD NEWS 





F.M.B. Makes Findings on 


Grace Subsidy Contract 


The Federal Maritime Board, by a re- 
port in S-22, Grace Line, Inc., Operat- 
ing-Differential Subsidy (Trade Route 
No. 4), has found nothing to bar an 
operating-differential subsidy contract 
with the applicant. 


The application was for the subsidy 
for the operation of combination pas- 
senger and freight vessels and also 
freight vessels in the foreign commerce 
of the U.S., on services on trade route 
No. 4, between U.S. north Atlantic ports 
and ports in the Netherlands West 
Indies, Venezuela, and the north coast 
of Colombia. 


The board said that no exceptions 
had been filed to the recommended de- 
cision of its examiner, and that it agreed 
with his essential findings. 


It said that counsel for the board had 
suggested a possible lack of jurisdiction 
to determine the issues presented be- 
cause the services on trade route No. 4 
described by the applicant had not been 
determined to be essential by the Mari- 
time Commission or the Maritime Ad- 
ministrator. ; 

It was true that before any operating- 
differential subsidy contract could be 
entered into with the applicant, there 
should be a determination by the ad- 
ministrator that the services were es- 
sential in the foreign commerce of the 
U.S., the board said. However, it added, 
a decision in the proceeding need not be 


delayed until a determination of the 
question. 


The board concluded that Grace was 
subject to direct foreign-flag competi- 
tion on cargo and passengers, that the 
carrier supplied existing services on the 
route, and that it was unable to find 
that the effect of a subsidy contract 
would give undue advantage or be un- 
duly prejudicial. 





Maritime Administrator 


Commends Capt. Carlsen 


Captain Henrik Kurt Carlsen, mas- 
ter of the Isbrandtsen Company’s 
steamship, “Flying Enterprise,” who had 
gained worldwide acclaim for having 
remained alone aboard the ship in the 
Atlantic until it began sinking (T.W., 
Jan. 19, p. 56), had written “a new page 
in the history of the American merchant 
marine,” said Vice Admiral Cochrane, 
Maritime Administrator, in an address 
before the New York Produce Exchange, 
January 22. 


Captain Carlesen was the guest of 
honor of the Produce Exchange on the 
occasion of the Maritime Administra- 
tor’s address. 

“Most of our country in recent years,” 
Admiral Cochrane said, “has gained the 
mistaken impression that men who are 
connected with ships and shipping— 
whether they build, own, sail, or have 
even the remotest contacts with mer- 
chant vessels—are in the business solely 
































































for financial gain; that they lack a 
tradition and heritage equal to that of 
other professions and of other indus- 
tries. 

“To Captain Carlsen fell the duty of 
dispelling this view. His was an ex- 
ample of extreme loyalty to a great tra- 
dition.. His decision to stand by his ship 
risked no life but his own. He was one 
man alone, by his own choice, on a 
troubled ship defying rampant nature 
determined to destroy them both. He 
has written a new page in the history 
of the American merchant marine—a 
page which reaffirms the heritage of 
seafaring men to bring their ships to 
port, if possible, paints in stronger col- 
ors than ever before the record of his- 
tory that even against the strength of 
wind and sea determined men with full 
knowledge of the sea can often win and, 
in any case, invariably earn that price- 
less reward of knowing they have done 
their best...” 


Luckenbach Charter Hearing 


A notice of hearing at Washington, 
D.C., January 28, in room 4823, Depart- 
ment of Commerce Building, in M-50, 
Luckenbach Gulf Steamship Co., has 
been issued by the Federal Maritime 
Board. 

The proceeding involves an applica- 
tion of Luckenbach to bareboat charter 
a government-owned dry-cargo Victory- 
type vessel for employment in its Gulf/ 
Intercoastal service. ; 


Freight Claims Argument 


The Federal Maritime Board has set 
further argument on motion to dismiss 
the proceeding in No. 712, Carrier- 
Imposed Time Limits on Presentation of 
Claims for Freight Adjustments, for 10 
a.m., February 6, in room 4821, Depart- 
ment of Commerce Building, Washing- 
ton, D.C. 

The board said that the further argu- 
ment was set at the request of certain 
interested patries in the eastern portion 
of the country. 

It asked that parties notify the board 
immediately whether or not they would 
participate in the argument, and, if so, 
the amount of time desired. 





Ocean Ship Agreements 


The Federal Maritime Board has an- 
nounced approval of the following agree- 
ments: 


No. 5870-4, agreement by American- 
Hawaiian Steamship Co., as general 
agent for Lancashire Shipping Co., Ltd., 
’ of the Atlantic and Gulf-Straits Settle- 
ments, Malay States and Siam Confer- 
ence, No. 5870. 

No. 7819, between States Steamship 
Co., the transpacific carrier, and Water- 
man Steamship Corporation, the Puerto 
Rican carrier, covering the transporta- 
tion of cargo under through bills of lad- 
ing from named countries in the Orient 
to ports of San Juan or Ponce or Maya- 
guez in Puerto Rico, with transportation 
at Seattle, Portland, San Francisco, Los 
Angeles Harbor, or Long Beach. 

No. 7831, between Nippon Yusen Kai- 
sha (N.Y.K. Line), Boyd, Weir & Sewell, 
Inc., general agents, the originating 
carrier, and United Fruit Co., the deliver- 
ing carrier, covering cargo on through 





bills of lading at through rates from 
ports served by the originating carrier in 
the Far East to New York or New Or- 
leans, with transshipment at Cristobal, 
Canal Zone. 

No. 7840-20, deleting one section of the 
original agreement, No. 7840. 

No. 90-6, amending agreement No. 90, 
as amended, to provide equal rates of 
freight and conditions for loading and 
discharging expenses, rates to be strictly 
net and no brokerage allowed, and to 
alter agency clause. 





Ship Scrapping Bids Asked 


The Maritime Administration is asking 
for bids for scrapping six ships in the 
government-owned reserve fleet. 

Vice Admiral E. L. Cochrane, M.A. 
head, said that the move was intended 
to provide’ about 41,700 tons of scrap 
steel needed for defense and industrial 
uses, and was a continuation of the 
agency’s policy to scrap overage and 
other vessels deemed no longer usable 
should an all-out emergency develop. 
He said that the six ships being scrapped 
were certified after corisultations with 
the Defense Department. 

According to the announcement, bids 
will be opened at 2:30 p.m., E.S.T., Feb- 
ruary 1, in the Washington offices of the 
Maritime Administration. 
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Scheduled, Non-Scheduled 
Airline Fatality Rates 
Estimated at C.A.B. 


Various comparisons of the safety 
records of scheduled and non-sched- 
uled passenger air lines, some of 
which they said included errors, re- 
sulted in officials of the Air Transport 
Association of America making a 
check with the safety section of the 
Civil Aeronautics Board. 


While final figures were not ready, it 
was stated at the board, the following 
estimates were available: 

“1. Scheduled domestic airlines will 
show a fatality rate for 1951 of 1.3 or 1.4 
per 100 million passenger miles, based on 
an estimate of 10.5 billion passenger 
miles flown by them during 1951; 

“2. Non-scheduled airlines will show 
a fatality rate for 1951 of between 7.2 
and 7.4 per 100 million passenger miles, 
based on an estimated 1 billion passen- 
ger miles flown by them during 1951.” 


The commonly accepted safety meas- 
ure for transportation always has been 
on the basis of fatalities “per 100 million 
passenger miles,” a formula used by the 
Interstate Commerce Commission, Civil 
Aeronautics Board, and the National 
Safety Council, according to the air 
associates. 





Air Traffic Survey Ready 


The Civil Aeronautics Board announces 
that its origination-destination airline 
traffic survey of revenue passengers for 











March, 1951, is available for sale by the 
Superintendent of Documents, US. 
Government Printing Office, Washing- 
ton, D.C. 

The board said the survey included 
detailed traffic data covering scheduled 
domestic, territorial, and international 
services of U.S. carriers for the period 
covered. It said it would make no dis- 
tribution of the five-volume publication. 

The publication may be obtained at 
the following prices: 

Domestic Section; volume 1, Summary, 
20 cents; volume 2, Aberdeen, S.D., 
through Hannibal, Mo./Quincy, IIl., $1.75; 
volume 3, Harlingen, Tex., through 
Pueblo, Colo., $1.75; volume 4, Pullman, 
Wash./Moscow, Ida., through Zanesville, 
O., and trans-border, by U.S. and Ca- 
nadian base stations, $1.50. The inter- 
national section, volume 5, Aber- 
deen/Hoquiam, Wash., through Zurich, 
Switzerland, may be had for $1.25. 





C.A.B. Turns Down P.M.G. 


On Airline ‘Need’ Issue 


The Civil Aeronautics Board has de- 
nied a petition of the Postmaster General 
on the issue of “need” of an air carrier 
in connection with fixing rates of mail 
pay. ; 

By an order im No. 2564, Chicago & 
Southern Air Lines, Inc., involving the 
final mail rates for past and future 
periods for the carrier’s Latin-American 
operations, the board denied a petition of 
the Postmaster General for reconsider- 
ation insofar as the board decided not to 
offset the excess earnings realized by the 
carrier’s domestic operations against the 
“need” on its Latin-American operations. 

The board said it had considered the 
Postmaster General’s petition and had 
found that it contained no matter not 
previously considered by the board in the 
proceeding. It also said that the mat- 
ters set forth in the petition did not 
warrant granting the relief requested. 

There is pending in the federal district 
court for the District of Columbia a case 
in which the Postmaster General is con- 
testing a C.A.B. mail pay order on the 
ground that the board did not take into 
consideration certain profits gained by 
an air line from the sale of equipment 
in considering the “need” of the carrier 
in connection with mail pay rates. 





$161 Million Allocated in 
Five Years of Federal-Aid 


Airport Program, 1947-51 


As of June 30; 1951, the end of the 
first five years of the federal-aid 
airport program, a total of $161,749,- 
231 out of a cumulative total of $163,- 
097,000 of federal funds appropriated 
had been allocated to 1,981 projects 
at 1,071 airports within the continen- 
tal United States, according to in- 
formation transmitted to Congress 
by Secretary of Commerce Sawyer. 

Federal government airport financing 
activities were reviewed in the Commerce 
Secretary’s sixth annual report on oper- 
ations of his department’s Civil Aero- 
nautics Administration under the fed- 


eral airport act. 
The C.A.A. had included, at the end 
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of fiscal year 1951, a total of 1,114 air- 
ports for construction or development in 
the federal-aid airport program, Secre- 
tary Sawyer said. 

“A total of 1,960 grant offers had been 
approved for both the continental 
United States and its territories,” he 
said. “These grant offers represented 
96 per cent of the total money allocated 
for the construction and development of 
1,074 airports. The 1,074 airports repre- 
sented approximately 96 per cent of the 
locations listed in the combined 1947- 
1951 program.” 

The Secretary of Commerce reported 
that 252 projects had been added to the 
federal-aid airport program for con- 
tinental United States in fiscal year 
1951. He said that the federal airport 
act required that 25 per cent of the 
funds appropriated or authorized for 
projects within the continental United 
States be used by the C.A.A. adminis- 
trator as a “discretionary fund” and that 
75 per cent be “apportioned” among the 
48 states and the District of Columbia 
on the basis of a poputation-area ratio. 

Secretary Sawyer said that, out of 
$20,500,000 made available by Congress 
for use in the continental United States 
in the prosecution of the airport pro- 
gram in fiscal year 1951, $15,375,000 had 
been distributed as “state apportion- 
ment,” bringing the total accumulated 
apportioned funds over the fiscal year 
1947 through 1951 to $117,366,126. 





Air Merger Inquiry 


The Civil Aeronautics Board has in- 
stituted an investigation to determine 
whether the merger of Southwest Air- 
ways Co. and Bonanza Air Lines, Inc., 
would be in the public interest and in 
accordance with the public convenience 
and necessity. The action was by an 
order in No. 5254. 

The board stated that its action in 
instituting the investigation was in 
furtherance of its policy of exploring 
possible mergers of subsidy-supported 
carriers in order to evaluate the benefits 
of such mergers to the public, the af- 
fected carriers and to the Treasury of 
the United States in the form of reduced 
subsidies. 
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LOSS AND DAMAGE DECISIONS 
Traffic Cases Recently Decided by State and 


Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 


right, 1947, by West Publishing Company. 





Loss of or Injury to Goods 


Supreme Court, Trial Term, New York 
County, Part XVII. 


_ Action against airline for wrist watches 
In transit from Switzerland to New York 
Was governed by rules relating to inter- 
Nacional air transportation as established 
at Warsaw Convention. Warsaw Con- 
vention, c. 3, art. 22(2), 49 Stat. 3019. 

Airway bill is to be construed strictly 
against carrier which selected the lan- 
Suage used in bill. 








Airway bill is prima facie evidence of 
provisions of contract between shipper 
-and carrier, but evidence may be received 
to establish the actual agreement. 

In action against, airline for loss of 
wrist watches, parol evidence offered by 
airline was admissible to establish that 
there was no declaration of value of 
watches contained in airway bill as re- 
quired to escape limited liability provi- 
sions of rules of Warsaw Convention. 
Warsaw Convention, c. 3, art. 22(2), 49 
Stat. 3019. 

In action against airline for loss of 
wrist watches, parol evidence, introduced 
by airline to establish that there was no 
declaration of value of watches contained 
in airway bill as required to escape lim- 
ited liability provisions of rules of War- 
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saw Convention, was sufficient to place 
on shipper burden of coming forward 
with evidence that value was declared at 
time of shipment. Warsaw Convention, 
c. 3, art. 22(a), 49 Stat. 3019. 

In action against airline for loss of 
wrist watches allegedly worth $7,000, 
where shipper failed to establish that 
there was declaration of value of watches 
contained in airway bill or that shipper 
or its agent offered to pay increased rates 
for carriage, as required to escape limited 
liability provisions of rules of Warsaw 
Convention, liability of airline was lim- 
ited to $243.73, based on weight of ship- 
ment. Warsaw Convention, c. 3, art. 
22(2), 49 Stat. 3019. (L. C. Mayers Co. 
v. Koninklijke Luchtvaart, Etc. 108 
N.Y.S.2d 251). 


TRANSPORTATION 
LEGISLATION 





A.T.A. Executive Opposes 
Senate Measure to Limit 


Truck Sizes and Weights 


Opposition to S. 2362, a bill intro- 
duced by Senator Johnson, of Colo- 
rado, for himself and Senator Bricker, 
of Ohio, to provide for establishment 
of maximum dimensions and weights 
for motor vehicles operating subject 
to the interstate commerce act, has 
been expressed in a statement pre- 
pared and issued by John V. Law- 
rence, managing director of the 
American Trucking Associations, Inc. 


The bill would restrict the maximum 
height of the motor vehicles subject to 
its provisions to 12 ft. 6 in., would limit 
the vehicle width to 96 inches, and would 
prescribe length limitations as follows: 
Single truck, inclusive of front and rear 
bumpers, 35 feet; single bus, 35 feet for 
two-axle vehicles, 40 feet for busses with 
three axles; 50 feet for truck-tractor and 
semi-trailer combinations; 60 feet for 
other truck and trailer combinations. 
The load limit proposed by the bill 
would be 18,000 pounds per axle, except 
that larger loads per axle would be per- 
mitted in states permitting axle loads 
in excess of 18,000 pounds. 

“Congressional action to limit the size 
and weight of trucks, as proposed by 
Senator Johnson,” said Mr. Lawrence, 
“would result in unsound and arbitrary 
limits on this country’s whole economy. 

“The trucking industry last year per- 
formed 137 billion ton-miles of inter- 
city freight service for manufacturers, 
processors, farmers and business men of 
all kinds. This was done on their order 
—hbecause of their demand for the type 
of service only trucks can provide. A 
high percentage could have been done 
by no other form of transportation. 

“Unsound and artificial limits on truck 
sizes and weights by the federal govern- 
ment, therefore, would place a heavy 
restraint on commerce and on a large 
portion of this country’s economy, as 
well as on the trucking industry itself— 


an industry which employs 5,500,000 and 
which last year spent $3.3 billion for new 
trucks and trailers, plus millions more 
for tires, parts, gasoline and other equip- 
ment. 

“The senator’s alternative—better roads 
—is the only sensible approach to the 
problem. President Truman reported to. 
Congress in 1949 that our main high- 
ways were seriously deficient but little 
has been done. 

“The deficiencies are in the pattern 
of the main roads themselves—curves, 
grade width of pavement, number of 
lanes, etc.—rather than in their surfaces. 
Scientific studies finally have been 
started to determine precisely the extent 
to which trucks affect highway surfaces. 
Until they are complete federal action 
would be premature. The simple and 
unfortunate fact is that no one really 
knows what weights a _ properly-built 
highway will carry.” 





Senators Treat Alldredge 
Favorably on Nomination 
And Plea for I.C.C. Funds 


Commissioner Allidredge, in the 
course of a brief appearance before 
the Senate interstate and foreign 
commerce committee at a hearing on 
his nomination for reappointment as 
a member of the Commission, Jan- 
uary 23 (T.W., Jan. 19, p. 62), gained 
favorable action by the committee on 
his nomination and was told by three 
of the senators present that they 
hoped the Commission would obtain 
an appropriation large enough to. 
enable it to employ the additional. 
personnel it needed. 

The committee had scheduled a hear- 
ing on the nominations of Commission- 
ers Alldredge and Mahaffie for reap- 
pointment to the Commission for the 
morning of January 23. Shortly before: 
the hour of the hearing, however, the 


committee announced postponement of 
the Alldredge-Mahaffie hearing to a 
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date later to be determined. Neverthe- 
less after the committee had convened 
to consider some other matters, Senator 
Hill, of Alabama, entered the committee 
room in the Capitol, accompanied by 
Commissioner Alldredge. The commit- 
tee then proceeded to receive testimony 
from Senator Hill and Commissioner All- 
dredge. Subsequeqntly it decided to 
report favorably the Alldredge nomina- 
tion. No further announcement was 
= concerning the Mahaffie nomina- 
on. 

When Commissioner Alldredge, in the 
course of his testimony, made a state- 
ment to the effect that the Commission 
was heavily burdened with work and 
did not have a sufficiently large staff to 
handle the work expeditiously, Senator 
Johnson, of Colorado, the committee 
chairman, and Senator Bricker, of Ohio, 
expressed concurrence in that view. 
Senator Johnson said he hoped the 
Commission would prepare “a strong 
case” for itself when it made its next 
appearances before the House and Sen- 
ate appropriations committees in sup- 
port of its appropriation requests. 


The situation with respect to I.C.C. 
finances had been “intolerable,” said Sen- 
ator Johnson. He added that he under- 
stood—though he had not yet verified 
the information—that the public rela- 
tions staff at the Pentagon (the head- 
quarters of the Department of Defense) 
comprised more people than the I.C.C. 
had on its entire staff. 

Senator Hill, who had commended 
Commissioner Alldredge highly in his 
testimony before the committee, then 
arose to say that “undoubtedly” the 
I.C.C. was inadequately staffed. He 
pointed out that he was a member of 
the Senate appropriations committee’s 
subcommittee on independent offices (in- 
cluding the Commission). He said he 
hoped that the members of the Senate 
interstate and foreign commerce com- 
mittee would join hands with his sub- 
committee in an attempt to obtain ap- 
proval of the full committee for an ade- 
quate appropriation for the I.C.C. 

Commissioner Alldredge, whose nomi- 
nation was commended also by Senator 
Sparkman, of Alabama, in a letter to 
the committee, gave biographical infor- 
mation about himself and discussed the 
work of the Commission in his testimony 
at the hearing. He was born in Brooks- 
ville, Ala., July 28, 1887 and, after hav- 
ing been graduated from the Central 
Alabama Agricultural School in 1907, re- 
ceived his bachelor of laws degree from 
the Jones Law School at Montgomery, 
Ala. He taught school two years, was 
traffic manager for a manufacturer for 
nine years, served as secretary and traf- 
fic manager of the Dothan, Ala., Cham- 
ber of Commerce from 1919 through 1922, 
and was chief of the transportation bu- 
reau of the Alabama Public Service Com- 
mission, 1923 to 1934. In the next four 
years he was transportation economist 
of the Tennessee Valley Authority, then 
served as director of the T.V.A. com- 
merce department until he became a 
member of the I.C.C. in 1939. 


Illinois Waterway Navigation 


Representatives Sheehan and Klucz- 
ynski, of Illinois, have introduced, re- 
spectively, HR. 6100 and HR. 6098, 





identical bills having as their general 
objective, according to their authors, the 
taking of action to control the lake 
level of Lake Michigan by diverting 
water from that lake into the Mlinois 
Waterway. In an extension of his re- 
marks in the appendix of the Congres- 
sional Record, Representative Sheehan 
said the bill would authorize the diver- 
sion of water from Lake Michigan at an 
annual average of 3,500 cubic feet of 
water a second, “whereas at the present 
time, under a Supreme Court verdict, 
only 1,500 cubic feet of water is diverted 
in the Illinois Waterway.” He said it 
was felt that the measure would help to 
improve and promote navigation and 
navigable waters along the Mlinois 
Waterway and the Mississippi Valley. He 
referred to reports that the Great Lakes 
were at their highest peak and that “un- 
told damage” was being done by “these 
high waters.” 





Irregular Airlines Treated 
Unfairly by C.A.B., Senate 


Small Business Group Says 


Action the Civil Aeronautics Board 
had taken to restrict operations of 
the so-called irregular airlines con- 
stituted “one more clear example 
whereby a government agency is 
overruling the natural economic 
forces at work and eliminating the 
opportunity for new enterprises to 
come into the field by creating in 
effect a new product or service,” said 
the Senate’s select committee on 
small business in its annual report, 
made public January 21. 

The committee referred to plans of 
the scheduled airlines for instituting 
“air-coach service,” after having stated 
that the “apparent policy” of the C.A.B. 
was “to drive the independent carriers 
out of business through economic meas- 
ures, since it had failed to eliminate 
them through regulation.” 

“Aside from the fact that this pro- 
gram will not provide in the immediate 
future the promised low-cost service,” 
the committee said, ’the (Senate) small 
business committee is concerned with 
the more fundamental problem of the 
implied grant of a perpetual monopoly 
to the existing large carriers of any new 
development in air transportation. Air- 
coach service, five years after it was 
pioneered by the irregular airlines, is 
now accepted as a sound development. 
But those who developed it will not be 
allowed to reap the rewards. Instead, 
this market is to be turned over to the 
large airlines...” 

There were not about 50 irregular air 
carriers in the United States, said the 
committee, adding that generally they 
operated so-called coach services on 
heavy traffic routes at fares well below 
the regular airlines. These nonsched- 
uled airlines, it said, owned or leased a 
total of 188 large transport-type air- 
craft. 

Safety regulations applicable to the 
irregular airlines had for the last two 
years been made, insofar as possible, 
substantially identical to those appli- 
cable to the certificated carriers, said 
the committee. It said that, prior to 
the plane crash at Elizabeth, N.J., on 
December 16, 1951, in which 56 persons 
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were killed, the last crash of a non- 
scheduled carrier occurred in July, 1949, 
and that, in December, 1951, the non- 
scheduled lines had completed 2,000,000,- 
000 revenue passenger-miles of common- 
carrier operations without a fatality. 

“An important aspect of the nonsched- 
uled problem,” the committee said, “is 
the irresponsible way in which the pub- 
lic has often been handled . . . Misleading 
advertising, solicitation of tickets on the 
basis of dishonest claims, erratic opera- 
tions, long waits for departures, stranded 
passengers—all these combine to present 
a grave threat to the survival of the in- 
dustry. 

“Part of the explanation lies in the fact 
that the nonscheduled airlines must deal 
through ticket agencies. They are pre- 
vented by the Board from purporting to 
offer to the public any type of regular 
service. Thus, from an economic stand- 
point, they are forced to rely on inde- 
pendent ticket agents to pool their serv- 
ices. Many of these agents have been 
engaged in highly unethical business 
practices... , 

“The industry must also police its own 
members ... Because the industry is 
young, some of its members fail to under- 
stand the very grave consequences of 
these practices. If the industry fails to 
police itself, it faces certain extinction.” 





Senate Transport Inquiry 


Extension for Year Asked 


Chairman Johnson, of the Senate in- 
terstate and foreign commerce commit- 
tee, on January 21 introduced S. Res. 
258, a resolution to extend for one year 
beyond January 31, 1952, the time for 
investigation of transportation problems 
by his committee or subcommittees 
thereof, under authority of earlier res- 
olutions adopted by the Senate. 


The original resolution pursuant to 
which the committee undertook its in- 
quiry into problems in the field of trans- 
portation and communications was S. 
Res. 50, Eighty-first Congress. For the 
study of different transportation sub- 
jects, three subcommittees were estab- 
lished—one on domestic land and water 
transportation, another on airline in- 
dustry problems, and the third on prob- 
lems of the merchant marine. 

Authority for continuance of the com- 
mittee’s studies of transportation mat- 
ters under S. Res. 50, ultimately until 
January 31, 1952, was provided by sub- 
sequent resolutions adopted by the 
Senate, the most recent one having been 
S. Res. 154, Eighty-second Congress, 
agreed to June 29, 1951 (T.W., June 16, 
1951, p. 62, and July 7, 1951, p. 57) 





Mediation Board Appointment 


The Senate on January 22 confirmed 
the nomination of Leverett Edwards, of 
Oklahoma, for reappointment as a 
member of the National Mediation Board 
for the term expiring February 1, 1955. 
Mr. Edwards is the present chairman of 
the board. 





Merchant Marine Legislation 


Senator Johnson, of Colorado, has in- 
troduced, by request, S. 2450, a bill to 
amend section 13 of the act of March 4. 
1915, so as to require that merchant sSea~- 
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men be able to understand orders given 
in the English language. The bill has 
been referred to the Senate interstate 
and foreign commerce committee, of 
which Senator Johnson is chairman. 





New Bills Would Extend 
Federal-Aid Highway Act 


Chairman of the Senate and House 
committees on public works have intro- 
duced bilis, differing as to several of 
their provisions, to extend through fiscal 
years 1954 and 1955 the existing federal- 
aid highway law under which designated 


road construction projects are financed 
through “matching” of federal funds 
with state funds. 

The Senate public works committee 
chairman, Senator Chavez, of New 
Mexico, introduced S. 2437, to authorize 
expenditure of federal funds at the rate 
of $600 million a year for federal-aid 
primary, secondary and urban highway 
systems. The House bill on the same 
subject, H.R. 6094, introduced by Rep- 
resentative Buckley, of New York, would 
authorize allotment of federal funds to 
the states at the rate of $400 million a 
year. ‘The existing law, effective until 
the end of fiscal year 1953, authorizes 
expenditure of federal-aid highway funds 
at the rate of $500 million a year. 
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36 Rail Lines Adopt, 25 Reject B.R.T. 
5-day Week Propsal; ‘Referee’ Named 


Secretary of Labor Tobin, Chosen by President Truman to Decide 


Whether Manpower Shortage Plea of ‘Reluctant’ Roads Has Factual 


Support, Urges Further Negotiations, With March 1 as ‘Deadline.’ 


Having been appointed by Presi- 
dent Truman to serve as referee in 
controversies between the Brother- 
hood of Railroad Trainmen and a 
number of railroads over demands of 
the B.R.T. for establishment of a five- 
day work week, Secretary of Labor 
Maurice J. Tobin on January 21 
placed before the brotherhood and 
the carriers’ conference committees a 
procedural plan for resolving the dis- 
putes and carrying out his own as- 
signment. 


Officials of the B.R.T. made public, 

January 22 in Washington, D.C., infor- 
mation showing that as of that date 
agreements for establishment of the five- 
day work week had gone into effect on 
36 railroads. The B.R.T. statement also 
showed that, as of January 22, the man- 
agement of 25 other railroads had de- 
clined to make the five-day week 
effective until such time as Secretary 
Tobin might determine that the man- 
power supply in the areas served by 
those roads was not so scarce as to 
Inilitate against their adoption of the 
shorter work week. 
_ The B.R.T. noted that on May 25, 1951, 
its representatives and the railroads rep- 
resented by the eastern, western and 
Southeastern carriers’ conference com- 
mittees had entered into agreements dis- 
Posing of matters in dispute between the 
B.R.T. and the railroads, relating to 
Tules and wage rates. 

“Three of the agreements,” the B.R.T. 
Said, “cover settlements designated as 
‘interim agreement,’ ‘agreement B’ and 
‘agreement A.’ The interim agreement 
Provides that on railroads where the 
membership of the B.R.T. so desires, a 


six-day week for yardmen may be made 
effective.” 

Under “agreement B,” said the broth- 
erhood, “it was provided that the in- 
terim agreement would remain in effect 
until September 30, 1951, and would be 
subject thereafter to termination on not 
less than three months’ advance notice 
from the B.R.T. that it desired to place 
the five-day work week agreements in 
effect on a railroad system or systems.” 
There was a further provision in “agree- 
ment B” that “the parties agree that 
the carriers are entitled to have six and 
seven-day service performed at straight- 
time rates with reasonable regularity, 
and if it is claimed that the manpower 
situation is such that the adoption of 
the five-day work week agreement would 
not permit this, the question of whether 
there is sufficient manpower available to 
permit the adoption of the five-day week 
shall be submitted for final decision to 
the nominee of the President of the 
United States.” Still another provision 
of “agreement B” was that, “coincident 
with termination of such three months’ 
advance notice, but not earlier than 
January 1, 1952, and in conformity with 
the preceding paragraph, the ‘interim 
agreement’ will be cancelled and ‘agree- 
ment A’ will become fully effective.” 

It was stated by the BR.T. that 
“agreement A” contained rules relating 
to the working of the five-day week. 

About 130 railroads were covered in 
the agreements entered into by the car- 
riers’ committees and the B.R.T. on May 
25, 1951, the B.R.T. said. 


“Subsequent to the negotiation of these 
agreements,” it added, “agreements have 
been entered into between the organiza- 
tion’s committees and managements on 
a number of other railroads, generally 
referred to as short line railroads, making 


éffective the agreements of May 25, 1951, 
either in whole or in part. 

“Agreement ‘A’ provides that when the 
five-day work week is made effective on 
a property an additional increase of 
4 cents per hour, 32 cents per day, will be 
added to the rates of pay of yard service 
employes to make them whole, that is, 
receive for 40 hours work the pay 
equivalent to 48 hours’ work at the rates 
in effect on September 30, 1950. The 
total increase per hour provided for by 
agreement ‘A’ amounts to 31 cents. Yard 
service employes as well as road service 
employes are receiving an increase of 
11 cents per hour effective as of Janu- 
ary 1, 1952, under the provisions of the 
cost-of-living adjustment provisions of 
the May 25, 1951, agreements. 

“Prior to the adoption of a five-day 
work week on a property, yardmen on 
the property worked six and seven days 
per week; approximately 75 per cent of 
the yard service men work seven days 
per week. Approximately 75,000 yard 
service employes on railroads in the 
United States are potential beneficiaries 
in the five-day work week.” 

The trainmen’s brotherhood said that 
on November 1, 1951, the chairman of 
the railroads’ three conference commit- 
tees sent a letter to President Truman 
in which they referred to the May 25 
agreement with the B.R.T. and advised 
him that certain railroads had received 
notice from B.R.T. representatives of the 
desire of yard service employes to put 
the five-day week into effect on the roads 
indicated on or after January 1, 1952. 
In this letter, according to the B.R.T., 
the carriers suggested that it might be 
appropriate for the President to desig- 
nate his nominee to decide the man- 
power question under the provisions of 
the May 25 agreement. On December 4, 
the B.R.T. statement continued, Presi- 
dent W. P. Kennedy, of the B.R.T., ad- 
vised the President by letter that he 
(Mr. Kennedy) joined in the carriers’ re- 
quest, and suggested that Secretary 
Tobin be designated to serve as the 
President’s “nominee.” 


Carriers’ Request to Truman 


Attached to the B.R.T. statement were 
copies of the carrier committees’ letter 
of November 1 and Mr. Kennedy’s let- 
ter of December 4 to the President, as 
well as a copy of a letter dated Decem- 
ber 14, sent to President Truman by the 
carriers’ conference committee chairmen 
and containing the following representa- 
tions: 

“Surveys made by the railroads in- 
volved indicate that there is a difference 
as between the railroads in various ter- 
ritories with respect to the manpower 
situation. Certain railroads which have 
received the request for a five-day work 
week operate in territories where they 
feel that the manpower situation will 
permit them to place the five-day work 
week into effect. Other railroads operate 
in territories where the manpower situa- 
tion is so tight that their surveys indi- 
cate they will not be able to secure the 
necessary additional manpower to place 
the five-day week in effect and have 
service performed on the sixth and sev- 
enth days at straight-time rates with 
reasonable regularity. 

“The railroads in the latter group, 
therefore, desire to present data in this 
respect to the nominee to be selected by 
you in accordance with the provisions of 
the agreement and since certain of the 
requests specify an effective date of 
January 1, 1952, we shall appreciate it if 
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such nominee can be designated at the 
earliest practicable date so that arrange- 
ments can be made for those railroads 
to submit the results of their sur- 
veys...” 

The letter was signed by L. W. Horn- 
ing, D. P. Loomis and W. S. Baker, 
chairmen, respectively, of the eastern, 
western and southeastern carriers’ con- 
ference committees. 

President Truman advised Mr. Ken- 
nedy and the carriers, in letters dated 
December 31, of the appointment of 
Secretary Tobin as his “nominee” to 
make determinations of the manpower 
question with respect to the five-day 
week. 

‘Five-Day Week’ Roads 

The B.R.T. listed the names of 57 rail- 
roads (including some switching lines or 
terminal companies) to which, it said, 
yard service employees’ committees had 
sent notices of their desire to make the 
five-day week effective for yardmen. It 
said that the following 25 railroads 
named in that list had declined to make 
the five-day week effective until the 
manpower question had been decided by 
the President’s nominee: 

Atchison, Topeka & Santa Fe—(1) 
eastern lines and (2) coast lines; Besse- 
mer & Lake Erie; the Milwaukee, lines 
west; Chicago, St. Paul, Minneapolis & 
Omaha: Cincinnati Union Terminal 
(including yardmasters): Colorado & 
Southern; Detroit & Toledo Shore Line: 
Duluth, Winnipeg & Pacific: the Erie; 
Port Worth & Denver (including yard- 
masters); Gulf, Colorado & Santa Fe; 
Gulf, Mobile & Ohio; Kansas City South- 
ern; Kelly’s Creek Railroad; Kelley’s 
Creek & Northwestern; Kentucky & 
Indiana Terminal; King Street Passen- 
ger Station; LaSalle & Bureau County 
Raliroad: Lehigh & New England; the 
Long Island; Louisiana & Arkansas; 
New York Central—Ohio Central lines 
(yardmasters only); Norfolk & Ports- 
mouth Belt Line; Spokane, Portland & 
Seattle; Union Pacific (1) eastern dis- 
trict. (2) southwest district. and (3) 
northwest district. 

Management of the following roads 
(the first five not included in the origi- 
nal list of 57) had agreed, the B.R.T. 
said, to make the five-day week effective 
as of the dates shown: 

Aliquippa & Southern, October 1, 1950; 
Benwood Ave. Wheeling Connecting 
Railroad, October 1, 1951; Cuyahoga Val- 
ley, October 1, 1950; Donora Southern 
(no date indicated); Monongahela Con- 
necting Railroad, October 1, 1950. 

Alton & Southern, January 16, 1952; 
the Ann Arbor, January 1, 1952; Atlanta 
Joint Terminals, January 7, 1952; 
Birmingham Southern, January 1, 1952; 
Bush Terminal, September 26, 1951; 
Chicago, Indianapolis & Louisville (in- 
cluding yardmasters), January 16, 1952; 
Colorado & Wyoming, February 1, 1952; 
Escanaba & Lake Superior, January 1, 
1952; Galveston, Houston & Henderson, 
January 14, 1952: Georgia Railroad, Jan- 
uary 1, 1952; Jacksonville Terminal, Jan- 
uary 1, 1952; Jay Street Connecting 
Railway, January 1, 1952: Louisville & 
Nashville, April 1, 1952; Maine Central 
and Portland Terminal (including yard- 
masters), January 1, 1952; Maryland and 
Pennsylvania, February 1, 1952; Midland 
Valley (including yardmasters), February 
1, 1952; Minnesota Transfer, January 1. 
1952; New York Dock Railway Co., Jan- 


uary 1, 1952, and Northern Pacific, Jan- 
uary 1, 1952. 

In the letters he sent on January 21 to 
Mr. Kennedy, of the B.R.T., and Mr. 
Loomis, of the carriers’ committees, Sec- 
retary Tobin said he had been informed 
of the settlements reached between the 
B.R.T. and “many of the carriers” re- 
garding the five-day work week, as a 
result of meetings between representa- 
tives of the union and of the carriers. 


“This result,” he said in. his letter to 
Mr. Kennedy, “is of course highly de- 
sirable since experience has clearly dem- 
onstrated that agreements reached by 
the parties offer the most satisfactory 
solution of labor-management problems. 
Therefore, I strongly urge that negotia- 
tions continue and that you and the 
other representatives of the union make 
every reasonable attempt to reach an 
agreement with the carrier representa- 
tives in every instance where a settle- 
ment has not already been made. On 
this date I am sending a letter to Mr. 
Daniel P. Loomis, chairman of the west- 
ern carriers’ conference committee, simi- 
larly urging that he and the other car- 
rier representatives make every reason- 
able effort to negotiate the remaining 
disputes with the union representatives. 

“Assuming that the parties proceed in 
the above manner, there is every reason 
to believe, in view of the successes al- 
ready achieved, that settlements will be 
reached in every instance. If, however, 
any disputes still remain unsettled on 
the first of February, I request that you 
so advise me at that time, indicating 
the ones remaining unsettled. I am 
making a similar request of Mr. Loomis. 
In the event that disputes still exist on 
that date, I shall urge the parties to 
reapproach these cases during the month 
of February with renewed effort and with 
a firm determination to bring them to 
settlement. I shall indicate that if dur- 
ing that period either party requests me 
to have federal mediation facilities 
placed at the parties’ disposal, every ef- 
fort will be made to comply with the 
request. Further, I shall ask you and 
Mr. Loomis to give me a final report on 
the matter as of the first of March. 

“In the event that all of these efforts 
fail and the parties fail to reach an 
agreement among themselves by the first 
of March with respect to any carrier, I 
shall then undertake to determine the 
manpower question posed in the Presi- 
dent’s letter and in the contracts be- 
tween the representatives of the uniori 
and of the carriers. However, before a 
determination is made with respect to 
any carrier, the parties will be given 
ample opportunity to present statistical 
and other data relevant to the manpower 
question. 

“T trust that the procedures outlined 
above will prove satisfactory to the par- 
ties and will lead to a quick and satis- 
factory solution of the matter.” 


Railroad and Airline Wage 
Board Plans Conferences 


Railroad and airline management 
and unions will discuss their views on 
stabilization controls for their respec- 
tive industries with the Railroad and 
Airline Wage Board in a series of Feb- 
ruary conferences, the board has an- 
nounced. 

Primary purpose of the meetings, the 
board stated, was to afford representa- 
tives of rail and air carriers and un- 
ions an opportunity to discuss possible 
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changes in General Railroad and Air- 
line Stabilization Regulation 1, issued 
November 27, 1951. 

“Other subjects to be covered,” said 
the board, “include problems of Board 
procedure and operations and the han- 
dling of cases involving salaried em- 
ployees where jurisdiction is divided be- 
tween the Salary Stabilization Board 
and the R.A.W.B. 

“Representatives of the air transport 
industry and air unions will be heard 
February 7 and 8. Railroad manage- 
ment and union representatives will 
confer with the board February 18 and 
19. All sessions will be held in Room 
831, Home Owners’ Loan Corporation 
Building, 101 Indiana Avenue, N.W., 
Washington, D.C., where the board’s 
offices are located. 

“The full Board, consisting of Nelson 
M. Bortz, chairman, Francis A. O’Neill 
and Walter T. Nolte, will participate in 
the conferences.” 


Rail Retirement Benefits 


For Families Explained 


The 1951 amendments to the survivor 
benefit program of the railroad retire- 
ment act have resulted in far more ade- 
quate protection for the families of de- 
ceased railroad employes, the Railroad 
Retirement Board, Chicago, announces. 

The new scale of survivor benefits will 
bring “badly needed relief” to the families 
who were on the board’s rolls when the 
new law was passed, said the board, add- 
ing: 

“For months, the amounts payable to 
widows, children, and parents had been 
lagging far behind the steadily rising 
costs of living. For instance, before the 
recent provisions took effect last No- 
vember 1, the monthly benefits paid to 
widows averaged only $29, while those to 
children and parents averaged only $17. 
The averages were virtually the same in 
1947, the year these benefits first became 
payable.” 

The board estimated that monthly 
benefits to widows, children, and parents 
would average about 45 per cent higher, 
and the insurance lump sum would be at 
least 25 per cent more, the amount de- 
pending upon the facts in each case. The 
maximum allowance for a single family 
has been raised from $109 to $160 a 
month. 

“The increases in survivor benefits are 
accomplished mainly in two ways,” de- 
clared the board. “First, by changes in 
the method of figuring benefits under the 
railroad formula; and second, by a new 
minimum guarantee, which assures that 
the total of the monthly benefits payable 
to an employe’s family after his death 
will, in no case, be less than it would 
be if the benefits were paid under the 
social security act.” 


Taking a typical survivor family, con- 
sisting of a widow and two children, as 
an illustration, the board demonstrated 
how the amendments increased the 
monthly family total from $78.40 to 
$121.30, an increase of over 50 per cent 

“The family ... gained still another 
advantage under the new law,” con- 
tinued the statement. “For instance, 
any one of them can now increase the 
family income substantially by working 
part-time (up to $49.99 a month) without 
jeopardizing the benefits . . . The re- 
striction against railroad employmen*, 
however, remains the same. Benefits are 
suspended for any month in which the 
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LOCATED at the hub of the 

world’s greatest rail transporta- 

ion network, the P. & P. U. Ry. 

linois—joined by fourteen trunk 

line railroads—serves all principal industrial 

and marketing areas throughout the U.S. 

Fastest way cross country . . . North, South, 
East, West .. . is via the Peoria Gateway. 

Here is represented the combined services 
of fifteen railroads, each a symbol of fast, 
courteous attention to your transportation 
requirements, no matter how small or how 
large. 

We, at the P. & P. U., together with con- 
necting lines, are anxious to help you work 
out your most complex freight shipping prob- 
lems . . . to speed up your service, to help 
you meet important production and market- 
ing deadlines. 


PEORIA and PEKIN UNION RAILWAY CO 


E. F. Stock, General Traffic Manager 
UNION STATION, PEORIA 2, ILLINOIS 





SERVICE BETWEEN 


Chicago & Illinois Midland Ry. 
Chicago & North Western Ry. 
Gulf, Mobile & Ohio RR. 
Iinois Central Railroad 
New York, Chicago & St. Louis RR. 
New York Central System 
Pennsylvania Railroad 
Atchison, Topeka & Santa Fe Ry. 
Chicago, Burlington & Quincy RR. 
Chicago, Rock Island and 
Pacific Ry. 

Iinois Terminal Railroad 
Inland Waterways Corp. 
Minneapolis & St. Louis Ry. 

Peoria Terminal RR. 
Toledo, Peoria & Western RR. 
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survivor works for a railroad, regardless 
of how much he earns. 


“Insurance lump-sum benefits are also 
higher than before,” stated the board. 
“This benefit is paid when an employe 
leaves no survivor who is eligible im- 
mediately for a monthly benefit. This 
benefit, like monthly survivor annuities, 
is figured from the basic amount. It 
was equal to eight times the basic 
amount; now, it is ten times that 
amount, or a fourth higher. But, when 
you consider that the average maximum 
monthly remuneration from which the 
basic amount is figured has been raised 
from $250 to $300, the insurance lump- 
sum payment, in many cases, will be 
increased more than 25 per cent.” 

Under a new provision, families of 
employes who die with less than 10 years 
of service are no longer eligible for the 
regular survivor benefits under the rail- 
road retirement act. The railroads cred- 
its in such cases will be transferred to 
the social security administration, and 
the family benefits will be paid by that 
agency. 

The 1951 amendments also made it 
possible for more survivors to qualify 
for monthly benefits than before, and 
liberalized the eligibility requirements 
for children, concluded the board. 





Railroad Retirement Board 
Explains Sharp Increases 
In Employe Benefits 


Railroad retirement and survivor 
benefit activities in November were 
highlighted by the recertification for 
higher amounts of some 360,000 
monthly retirement and _ survivor 
benefits under the provisions of the 
recent amendments to the rail retire- 
ment act, the Railroad Retirement 
Board reported. Because of the 
amendments, the number of new ap- 
plications for retirement benefits 
rose noticeably, the board said. 


Total benefit payments in the month 
amounted to $31,185,000, or $3,769,000 more 
than in October. For monthly survivor 
benefits, the November increase was the 
largest ever to occur in any one month. 


A total of 3,200 applications for retire- 
ment benefits was received in November. 
Awards of new annunities were made to 
some 2,400 employes. The average an- 
nuity awarded in November was $92.42, 
compared with $75.40 in October, the 
sharp rise being attributed primarily to 
the 15 per cent increase in the formula 
under which the November awards were 
granted, and the much higher averages 
of service and compensation on which 
the awards were based. 


On November 30, 258,200 annuities and 
6,500 pensions were being paid at aver- 
ages of $92.63 and $81.27 respectively. 
Corresponding averages at the beginning 
of the month were $82.37 and $70.63, re- 
spectively. 

At the end of November, 151,000 
monthly survivor benefits were in cur- 


rent-payment status. They consisted of - 


84,500 benefits to aged widows, at an 





average of $39.42; 13,200 to widowed 
mothers at $37.49; 47,700 to children at 
$23.09, and 1,000 to parents at $22.96. 
These averages reflect the 33.3 per cent 
increase granted under the amendments. 
The 2,100 lump-sum benefits awarded in 
November included 1,500 insurance bene- 
fits and 545 residual payments. They 
averaged $315 and $824, respectively. 


Unemployment, Sickness 


Unemployment and sickness benefit 
payments in November amounted to $4,- 
191,000, about $160,000 above October. 
All aspects of unemployment benefit op- 
erations increased in November, said the 
board, as a result of the seasonal re- 
duction in outdoor maintenance activi- 
ties on the railroads. Claims were the 
highest in the benefit year, with all 
regions except Atlanta contributing to 
the increase. Some 40,000 beneficiaries 
received $1,739,000 in benefits paid. 

Sickness benefit activities in Novem- 
ber were below October, mainly because 
of the shorter work month. New bene- 
ficiaries numbered 9,600. Some 36,200 
beneficiaries received $2,451,000 in sick- 
ness benefits. 





Unions’ Attitude Imperils 
Rail Labor Act Machinery, 
N.M.B. Says in ‘51 Report 


Unless railroad and airline em- 
ploye unions changed their present 
attitude toward emergency board 
recommendations, there would in- 
evitably be “a complete breakdown of 
the machinery for the settlement of 
wage and rules disputes which was so 
carefully and hopefully constructed 
by the legislators and sponsors of the 
railway labor act in 1926,” said the 
National Mediation Board in its 
seventeenth annual report to Con- 
gress. 


The report, made public January 22, 
covered the board’s activities in the fiscal 
year ended June 30, 1951. That year, 
the board said, “saw the largest number 
of actual work stoppages by rail-and- 
air-carrier employes of any year since 
the railway labor act was passed in 1926, 
there being 24 such work stoppages of 
record during this period.” It added that 
there were also many threatened strikes 
in fiscal year 1951; that most of those 
disputes were disposed of through N.M.B. 
efforts “before the stage of actual emer- 
gency was reached,” and that others 
were settled after hearings had been 
held and reports had been made by 
emergency boards. Wage-increase de- 
mands were the issues in 12 of the 24 
strikes, and demands for changes in 
working conditions were the subjects of 
controversy in six others, according to 
the report. 

“There are approximately 1,295,570 em- 
ployes of the 783 common carriers by 
rail, and approximately 83,000 persons 
employed by the 50 common air carriers 
reporting to the Civil Aeronautics Board,” 
the N.M.B. said. “These employes are 
covered by more than 5,000 labor agree- 
ments on file in the offices of this (Na- 
tional Mediation) Board.” 

In & discussion of “problems in media- 
tion,” the N.M.B. said it was “gravely 
concerned at the growing tendengy of 
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the (labor) organizations to reject the 
recommendations of emergency boards 
created under section 10 of the act, par- 
ticularly in cases resulting from _ so- 
called concerted handling of wage and 
rules movements on the nation’s rail- 
roads.” 


Since 1941, in practically every in- 
stance of a national wage and rules 
movement except one (the exception 
being the 40-hour week case of the 
non-operating rail employes in 1948), 
emergency board recommendations had 
served “only as a base to be used for 
securing further wage and rule conces- 
sions in a final settlement, usually made 
under Executive auspices,” the board 
said. 

“Already,” it said, “some quarters are 
urging compulsory arbitration through 
making the recommendations of the 
emergency boards a mandatory settle- 
ment. What is really needed is a re- 
newal of faith on the part of both man- 
agement and labor in the efficiency of 
direct negotiations and the mediatory 
process in bringing about the settlement 
of the so-called national disputes or con- 
certed movements. Only by true collec- 
tive bargaining, aided when necessary by 
painstaking and thorough efforts in 
mediation, can the handling of national 
disputes be brought to a successful and 
lasting conclusion, and the major prob- 
lem of disposing of such controversies be 
solved.” 

The board said it felt that full and 
conscientious utilization of the various 
steps provided in tne railway labor act 
for adjusting disputes would succeed in 
the majority of cases involving national 
issues. It maintained that the value and 
efficiency of the principles of that act 
as applied to “the vast majority of dis- 
putes arising on the individual carriers, 
when not under the pressure of a strike 
threat,” had been amply demonstrated 
in the 17 years of the board’s existence. 

Its report showed that 269 disputes had 
been settled through the mediation proc- 
ess in fiscal year 1951 and that a grand 
total of 3,637 disputes had been disposed 
of in the 17 years of its operation. 

Reviewing the work of the National 
Railroad Adjustment Board, set up as an 
N.M.B. agency to handle grievance and 
agreement-interpretation cases, the 
N.M.B. said that in the 17 years since 
creation of the N.R.A.B. the first di- 
vision of the latter board had received 
a total of 27,649 cases and had disposed 
of 24,177. At the close of fiscal year 1951 
the N.R.A.B. first division had on hand, 
unadjusted, a total of 3,472 cases, said 
the N.M.B., adding that, “at the rate of 
disposition. which amounted to 1,100 
cases during the fiscal year, this back- 
log represents more than three years’ 
work for the division.” 

“The second, third and fourth divisions 
(of the N.R.A.B.),” it said, “have received 
a very considerably smaller number of 
cases . . . and consequently they have 
been able throughout the years to keep 
practically abreast of their dockets. 

“During the past fiscal year, the two 
supplemental boards to the first division 
which commenced functioning in Janu- 
ary, 1950, disposed of 456 cases. One of 
these supplemental boards handles cases 
concerning engineers and firemen, and 
the other, those involving conductors and 
trainmen. To this extent, the worklozd 
which would have been imposed upon 
the first division has been lessened. 

“During the past fiscal year, the board 
is glad to note and report that it has 
been practically unnecessary to mediate 
disputes between the train and engizie 
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The M. & St. L. Railway 





Carrier of Coal and Building Materials in the Great Midwest 


PECIALIST in Transportation for the Coal 
and Building Industries—that’s the Minne- 
apolis & St. Louis Railway. 


For 80 Years, the M. & St. L. has served the 
Midwest. Its Dependable Freight Service has 
been a mighty factor in progress and develop- 
ment of the rich region which for generations 
has been America’s greatest farm producer and 
each year wins a more important place in the 
industrial picture. 


Since 1871, the M. & St. L. has contributed, 
literally, to Building of the Midwest by trans- 
portation of materials for construction of 
homes, churches, schools, factories and busi- 
ness structures of all kinds. Another specialty of 


the M. & St. L. is hauling coal—America’s great 
all-purpose fuel that provides heat and light for 
buildings and power for industry. 


Today, more than one-third of the steadily 
growing volume of freight that moves on the 
M. & St. L. is coal and building materials. In 
1950, about 38 per cent of all M. & St. L. ton- 
nage consisted of products sold by lumber 
yards, building suppliers and fuel dealers—coal, 
lumber, cement, brick, tile, millwork, roofing, 
building paper, insulation and scores of other 
materials. The percentage is even larger, when 
are added glass, paint and the metal products 
used in construction—wire, nails, pipe and 
other things made of iron, steel, copper, zinc, 
lead and aluminum. 


The MINNEAPOLIS & ST. LOUIS Railway 


TRAFFIC OFFICES IN 36 KEY CITIES 
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“Los Angeles Harbor is a welcome port of 

call because ship stores can be easily 

replenished with good fresh vegetables and 
citrus fruits — all available at Wilmington 


supply stores.” Captain E. E. GREENLAW 
AMERICAN-HAWAIIAN STEAMSHIP COMPANY 





LOS ANGELES 
HARBOR 
Board of Harbor Commissioners. 


CITY OF LOS ANGELES 
City Hall, Los Angeles 12. Calif. 












service organizations and the carriers 
which included large dockets of griev- 
ance cases and time claims. This prac- 
tice, which for the past several years has 
consumed so much of the time of the 
board’s staff of field mediators, has 
practically ceased. 

“This change may be accounted for 
by two factors: first, most of the car- 
riers have pveen under Army control since 
August 25, 1950, which has made it im- 
practical for the organizations to set 
strike dates on these grievance dockets 
and thus force them into mediation; 
second, the practice of submitting these 
dockets of time claims and grievances to 
special boards of adjustment, or to ar- 
bitration, which for all practical purposes 
are identical in operation, has very con- 
siderablv increased. This board believes 
this trend to be a very healthy one, and 
it is to be commended .. .” 


Summary of N.M.B. Cases 


Summarizing the record of its activi- 
ties in fiscal year 1951, the N.M.B. said: 


“The total number of all cases 
docketed during the fiscal year 1951 
was 418, as compared to 394 during the 
previous fiscal year. The number of 
mediation cases docketed ... was 284, 
as compared to 266 during the previous 
fiscal year. The number of representa- 
tion cases docketed . . . was 133, as com- 
pared to 128 during the previous fiscal 
year. The number of interpretation 
cases is small. During the fiscal year 
1951 there was only one, while in fiscal 
year 1950 there were no interpretation 
cases docketed, there being only 22 such 
cases handled since the amendment of 
the act in 1934. It is to be noted that 
the number of mediation and representa- 
tion cases remains about normal from 
year to year. 

“Total cases disposed of totaled 390 
during the fiscal year 1951, as compared 
with 362 during the fiscal year 1950. 
Mediation cases disposed of during the 
same period were 386, as compared with 
336 the previous fiscal year. Representa- 
tion cases disposed of for fiscal year 1951 
totaled 120, as compared with 128 for 
the previous year. There were 117 
mediation cases and 36 representation 
cases pending and unsettled at the end 
of the fiscal year 1951, which is 28 more 
cases than on record at the close of 
the 1950 fiscal year. One of the rea- 
sons for an increase in the number of 
mediation cases pending and unsettled 
is . .. the loss of the services of four 
mediators during the past 18 months 
with only one replacement .. .” 


Loomis Says Brotherhoods 
Could Use ‘Union Shop’ to 
Bar Additional Employes 


If rail employe unions were suc- 
cessful in their attempts to obtain 
uniform “union shop” agreements in 
the railroad industry nationally, they 
could cause prospective new workers 
in their respective crafts to be turned 
away “by raising initiation fees to 
prohibitive levels,” said Daniel P. 
Loomis, of Chicago, chairman of the 
Association of Western Railways, in 
testimony before an emergency board 
in Washington, January 21. 


The board before which Mr. Loomis 





appeared, as the last in a list of railroad 
management witnesses, was receiving 
testimony in its investigation of demands 
of 17 non-operating rail employe organ- 
izations in a concerted move for estab- 
lishment of the “union shop” by the rail- 
roads on an industry-wide basis (T.W., 
Jan. 19, p. 58). Mr. Loomis was cross- 
examined by representatives of the 
brotherhoods January 22 and 23. 

By the device of “prohibitive” initia- 
tion fees for new workers, said Mr. 
Loomis, artificial labor shortages were 
created. Higher prices and reduced pro- 
duction were natural consequences of 
“this form of union monopoly,” he said, 
adding: 

“There have already been indications 
on some railroads of a desire on the part 
of non-operating classes of employes to 
exclude new employes from the industry 
for the purpose of acquiring additional 
overtime work.” 


Union Leaders and Power 


Mr. Loomis charged that, by means ot 
their “union shop” drive, union leaders 
in the railroad industry were trying to 
acquire “at one stroke” more power than 
the union leaders in any other industry. 
No other unions had undertaken a na- 
tional movement to obtain uniform union 
shop agreements, he said. 

“The only purpose which the leaders of 
these railroad organizations can have,” 
he continued, “is to secure for them- 
selves, at one stroke and as soon as 
possible, more power over employes, em- 
ployers and the public than union lead- 
ers possess in any other industry... 

“The history of compulsory unionism 
leaves no question but that the hazards 
of arbitrary and despotic action—hostile 
to the interests of the employes, employ- 
ers and the general public—outweigh any 
legitimate advantage of the union shop. 
This is particularly true when the union 
shop is not necessary in the interests of 
union security, as is the case here... 

“Dissatisfied members of a union hold- 
ing a union shop contract frequently find 
that the right to dislodge the union man- 
agement or to vote for another union to 
represent them is an impractical and 
ineffective right. Lowered morale and 
reduced efficiency is inevitable .. .” 


‘Undemocratic Procedures’ 


Mr. Loomis said that controlled elec- 
tions, infrequency of conventions and 
elections, arbitrary disciplinary actions, 
fines, suspensions, and excessive initia- 
tion fees were examples of “undemocratic 
procedures” resulting from “union secu- 
rity and power.” Since, in an industry 
where the “union shop” was established, 
all employes had to become union mem- 
bers in order to retain their jobs, the 
unions “would no longer be obliged to 
justify their initiation fees on the basis 
of benefits won or contemplated, or on 
any other basis,” Mr. Loomis asserted. 

Another rail management witness at 
the emergency board hearing was John 
J. Sullivan, of San Francisco, manager of 
personnel of the Southern Pacific Rail- 
road. He said that compulsory union 
membership was “a form of economic 
slavery that is bound to work to the det- 
riment of both the employes and the 
employer.” He contended there was no 
semblance of justice or fairness in “an 
arrangement which would compel 4 
present or prospective employe to pay 
tribute to a third party, a complete ovi- 
sider, for the privilege of earning his 
living.” Many of the western roads, he 
said, conducted their operations partia!!y 
or entirely within states in which corm- 
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pulsory unionism was expressly forbid- 
den. 

F. B. Whitman, of San Francisco, 
president of the Western Pacific, told 
the emergency board that the existence 
of the “union shop” in other industries 
cid not of itself prove that that ar- 
rangement was “right.” 

“It only shows that some employers 
either prefer it, are indifferent to it, 
or may have acceded to it because of 
strike threats,” he said. 

He asserted that the seniority of a 
railroad employe was a highly valued 
right and an important means of guar- 
anteeing his security. 

“It is far from a minor item for 
management to execute an agreement 
which would require such employes to 
join an organization which is not of 
their choice or face the loss of their 
means of earning a livelihood,” he said. 


TRANSPORTATION 
STATISTICS 


Canadian Freight Loadings 
Totaled 62,176 Cars in 
First Seven Days of ‘52 


Revenue freight loadings in Can- 
ada, on the basis of reports sub- 
mitted by the railways for the first 
time in accordance with a change in 
the reporting period of carloadings 
effective with the beginning of 1952, 
totaled 62,176 cars in the first seven 
days of this year, according to the 
Dominion Bureau of Statistics, Ot- 
tawa, Canada. 


Under the new reporting system, 
adopted at the request of the Railway 
Association of Canada, reports of car- 
loadings are made by the carriers on the 
basis of four loading periods a month, 
namely, those ending the seventh, four- 
teenth, twenty-first and the end of the 
month, instead of using the week ended 
Saturday for the reporting period that 
had been in effect since 1924. By the 
new method, the bureau said it was felt 
that greater comparability would be es- 
tablished between similar periods of each 
year and each month rather than by the 
former use of the weeks ending Saturday. 
Monthly carloading data, it said, would 
be readily available and could be related 
to other operating statistics without the 
necessity of adjusting for the overlapping 
which occurred in the previous method. 

Loadings in the first 7-day period of 
this year, according to the bureau, show- 
ed a decline of 349 cars from the 62,525 





cars reported for the week ended January 
§ in 1951. It said the western division 
volume improved from 20,465 to 21,613 
Cars due to heavier grain, coal, gasoline 
and pulpwood shipments while the east- 
etn region registered a decrease of 1,497 
Cars to 40,563 as ores, lumber, autos, mis- 
Cellaneous manufactures and _l.cl. 
Merchandise were reduced. Receipts 
from foreign connections were down 
from 30,214 to 29,123 cars, the bureau 
Said, adding: 

“Good gains were recorded in the na- 
tional loadings of grain which increased 
from 5,810 to 7,162 cars, vegetables. up 
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Reasonable Freight Rates 


By GLENN L. SHINN 


@ Here’s a 
book to be used as a guide for apply- 
ing certain standards or tests for the 
determination of reasonable rates on 


new and _ much-needed 


freight traffic. It brings you the think- 
ing of a man nationally known in this 
field. 

It is well-documented with several 
hundred citations to Commission and 
Court cases in addition to historical 
background. It serves three useful 
ends: First, as a reasonable guide in 


the preparation of evidence respecting 
the reasonableness of a freight rate; 
second, as a useful text for anyone in- 
terested in this subject; third, as a 
background to disclose the probable 
effect of future suggestions for modify- 
ing the present rate-making practices. 


The Traffic Service Corporation, 815 
Washington Bldg., Washington 5, D. C. 


FIVE DOLLARS 
A COPY 
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from 785 to 834 cars, coal at 6,498 against 
5,583 cars one year earlier, and in bullion. 
Logs were 122 cars heavier at 793 while 
pulpwood continued active with 5,514 
cars reported compared to 3,832. Gaso- 
line and petroleum oils totalled 5,038 
cars, up 709 cars, while crude oil ad- 
vanced from 194 to 279 cars. Iron and 
steel shipments were increased slightly 
at 1,715 carloads but implements main- 
tained their recent gains at 540 cars 
against 438 a year ago. Fertilizers 
amounted to 801 cars for a betterment of 
266 cars. 


“Sizeable reductions were indicated in 
grain products, fresh fruits, livestock, 
meats and dairy products. Ores dropped 
from 2,106 to 1,461 cars. Lumber at 
1,866 was off 703 carloads. Autos and 
trucks, affected by labor trouble and 
model changeovers, eased to 977 car- 
lodds from 1,387. Woodpulp and paper 
slipped to 3,893 from 4,158 cars. Other 
manufactures totalled 3,916 for the 
period under review against 4,548 while 
l.c.l continued lighter at 11,318 cars 
compared with 13,292 a year earlier.” 





Car Surplus Down, Shortage 
Up in Week of January 12 


U.S. railroads reported an average 
daily surplus of i2,617 freight cars and 
an average daily shortage of 4,264 freight 
cars for the week ended January 12, ac- 
cording to the car service division of the 
Association of American Railroads. 

The surplus was a decline from the 
previous week ended January 5, which 
included the New Year holiday, of 
1,004 cars, while the shortage, compared 
with that period, was an increase of 1,867 
cars (T.W., Jan. 19, p. 66). 


The total surplus for the week ended 
January 12 this year was made up as 
follows: Plain box, 3,364; auto box, 869; 
flat, 648; gondola, 1,164; hopper, 1,160 
(includes 360 covered); stock, 2,499; re- 
frigerator, 2,661, and miscellaneous, 252. 


Included in the shortage total for that 
period were 1,391 plain box cars, 20 auto 
box, 208 flat, 1,440 gondola, 842 hopper 
(includes 9 covered), 44 stock, 222 refrig- 
erator, and 97 miscellaneous cars. 


Canadian Canal Traffic 


Freight traffic on Canadian canals 
continued heavy in November, 1951, when 
3,444,711 tons were carried—a new 
monthly peak—as compared with 3,279,- 
726 tons in the corresponding month in 
1950, according to the Department of 
External Affairs, Government of Canada, 
Ottawa. 





S. F. Port Tonnage 


The Board of State Harbor Commis- 
sioners announced 1951 cargo totals for 
the port of San Francisco which showed 
that cargo moving over the state-owned 
piers increased to 6,555,461 revenue tons 
in 1951, exclusive of military shipments. 
This was the highest total since 1947, it 
said. Total cargoes were 323,015 tons or 
5.2 percent above 1950. Foreign and 
offshore tonnages increased nearly 18 
percent while most domestic routes 
showed declines, said the board, adding: 

“1951 foreign and offshore cargoes 
totalled 3,178,735 revenue tons, 483,112 


tons (17.9 percent) above the previous 
year. Outgoing foreign at 2,327,002 tons 
was the highest since 1947 and 21.9 per- 
cent above 1950. The 851,733 tons of in- 
coming foreign cargoes were a postwar 
high, 8.3 percent above 1950. Inter- 
coastal cargoes declined 8.6 percent to 
625,562 tons in 1951. Coastwise cargoes 
declined about 15 percent each way to 
128,508 tons.” 





Rail ‘51 Installation of 
New Locomotives Greatest 
Since ‘23, Says A.A.R. 


Class I railroads in 1951 installed 
more new locomotives in service than 
in any year since 1923, but at the 
same time retired more from service 
than ever before, according to the 
Association of American Railroads. 
Despite the record number installed, 
there were 1,579 fewer locomotives, or 
4.4 per cent, in service on January 1, 
1952, than one year ago, but average 
tractive power was 48 per cent 
greater because the new locomotives 
were more powerful, it said, adding: 


“New locomotives put in service in 1951 
totaled 2,558, of which 2,537 were diesel, 
18 steam and 3 electric. Locomotives in- 
stalled in 1950 totaled 2,396, of which 
2,372 were diesel, 12 steam and 12 elec- 
tric. 

“Of the total number put in service in 
1951, 192 were installed in December, 
compared with 264 in December, 1950. 

“Class I railroads retired in 1951 a 
total of 4,137 locomotives, of which steam 
totaled 4,083, electric 13 and diesel 41. 


“Class I railroads on January 1, 1952, 
had 1,739 new locomotives on order, the 
largest number awaiting delivery on 
January 1 of any year on record. Loco- 
motives on order at the beginning of this 
year included 1,719 diesel, 19 steam, and 
1 electric. Class I railroads on January 
1, 1951, had 1,644 new locomotives on 
order, of which diesel totaled 1,624, steam 
16 and electric 4. 

“Class I railroads had 34,217 locomo- 
tives on their lines on January 1, 1952, 
compared with 35,796 on January 1, 1951. 
The total ownership of locomotives at 
the beginning of this year was 7,235 less 
than at the time of Pearl Harbor in 
1941.” 





Portland, Ore., Reports 


Increase in Port Traffic 


Ocean shipping through the port of 
Portland, Ore., in 1951 set “an all time 
record with a whopping increase over 
1950, largely accounted for by an in- 
crease of almost a million tons in ex- 
ports,”” said the Commission of Public 
Docks. “Cargoes moved via ocean-going 
vessels through this Columbia River 
gateway (excluding petroleum products) 
were up 67 per cent. 

“Total short tons moved in and out 
of Portland via ocean-going steamers 
(excluding petroleum products) 
amounted to 2,828,995 short tons. Adding 
in petroleum products boosts the figure 
greatly but does not materially change 
the total volume tonnage _ increas¢. 
Total cargoes in and out of Portlan4, 
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&. TRAFFIC WORLD as an 
Eastman Research client can sign 
the adjacent Eastman Research 
ad, which appeared in Printers’ 
Ink weekly magazine, TRAFFIC 
WORLD readers and advertisers 
should find the message interesting. 


For close to four years TRAFFIC 
WORLD has been benefiting from 
the Eastman critical and advisory 
service aimed solely at developing 
and maintaining the best service 
to its readers. 

Since Eastman clients are re- 
stricted to one publication in an 
industry, TRAFFIC WORLD is 
the only publication in the trans- 


portation industry whose editors 


are being guided by this authori- 
tative experience and comprehen- 
sive reader research. 


71 


Every Eastman Client 
Could Sign This Ad 


(Eastman clients are periodical publishers who employ this 
confidential reader laboratory service as a continuous check 
on their editorial policies and service.) 


 gaoaie-s each claim we make regarding that elusive 
but all important thing called Readership we have 
in our Eastman Reports the most authentic, experienced 
and comprehensive analysis any publisher can obtain. 


It is authentic partly because of the experience that 
Eastman puts into it but even more because it is not 
designed to help us sell but solely to help us produce 


and improve the thing we have to sell. 


We can’t show our Eastman reports—we can’t even quote from 
them—but nevertheless they are there staring us in the face with 
unequivocal facts. 


Because they’re there—because we know .the facts better than 
anyone else can—we can’t make unduly extravagant or meretri- 
cious claims with a clear conscience. And if we didn’t have a 
clear conscience we wouldn’t long remain an Eastman client— 
that’s for sure. 


We know what our readers are doing. We know what kind of a 
job we are doing for them and what kind of a job they are doing 
for us—and you. Down to the most insignificant detail—if any 
detail of reader service is ever insignificant. 


We know our competitive standing with the readers, and we get 
warnings of competitive gains or our own losses long before they 
would show up in circulation figures or advertisers’ returns—in 
time, too, to curb the losses or consolidate the gains. 


So the things we tell you are always backed by the best authority 
—not our own, not Eastman’s, but the authority of our readers 
themselves. 


Sig 


THE EASTMAN EDITORIAL RESEARCH service is a critical and 
advisory service to publishers for the sole purpose of developing and main- 
taining better readership. It is based on continuing exhaustive reader re- 
search and analysis to keep abreast of current problems and conditions, and 
to provide a continuing check on the publication’s progress. 


e@ Exclusive to one publication in a field; promotional use prohibited. 


e@ Continued use of the Eastman service by any publication is an implied 
guarantee to its advertisers of effective readership. 
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including petroleum products, in 1951 
amounted to 8,789,408 short tons com- 
pared with 17,731,764 tons in 1950. Port- 
land is a huge receiving center for gaso- 
line and other petroleum products which 
are distributed by truck, rail and barge 
throughout Oregon, Washington and 
Idaho. 

“Foreign exports were up 129 per cent; 
foreign imports up 60 per cent; domestic 
inbound shipments were up 25 per cent; 
and domestic outwound shipments up 9.7 
per cent. 


“Exactly 150 more vessels were cleared 
from Portland in 1951 than were cleared 
in 1950—1499 against 1349. Vessel sail- 
ings were up 11 per cent. The disparity 
between this gain and the larger gain 
made in cargoes is accounted for by the 
increase in the number of full cargoes 
sailed from the port.” 


Rail Port Traffic Volume 


Increase in ‘51 Reported 


For the calendar year 1951, carloads 
of export and coastal freight, excluding 
coal, handled through U. S. Atlantic, 
Gulf and Pacific coast ports totaled 
1,135,328, an increase of 39 per cent over 
the corresponding total of 816,826 car- 
loads reported for 1950, according to the 
January report on the national rail 
transportation situation issued by Chair- 
man A. H. Gass, of the car service divi- 
sion, Association of American Railroads. 


Export and coastal freight, other than 
coal, handled through the ports in De- 
cember totaled 104,021 cars, as against 
79,572 cars in the same month of 1950, 
the report by Mr. Gass showed. 

Comprising the total for 1951 were 
306,680 cars of grain for export, 723,183 
cars of exports other than grain, and 
105,465 cars of coastal freight. The cor- 
responding figures for 1950 were: Grain, 
175,983; other exports, 527,275, and coastal 
freight, 113,568. 

“As of Wednesday, January 9,” said 
Mr. Gass, “there were 11,669 cars of ex- 
port and coastal freight on hand at all 
ports with an average daily unloading 
the previous week of 2,478 or a bank of 4.7 
days’ supply. There were 848 cars on 
hand over 10 days, or 7.3 per cent of the 
total.” 

Average detention of freight cars over 
the free time of 48 hours, based on re- 
ports by railroad agents in 729 cities to 
467 advisory board car efficiency commit- 
tees following checks made one day each 
week, was 15.42 per cent, compared with 
16.31 per cent in December, 1950, and 
15.04 per cent in November, 1951, Chair- 
man Gass stated. 

For the year ended December 31, 1951, 
the average detention was 14.74 per cent, 
as against 19.29 per cent for calendar 
year 1950, he said. 

The report by Mr. Gass showed that 
freight car utilization in November, as 
measured by the average daily ton- 
mile production per serviceable car on 
line, was 1,035 ton-miles (preliminary 
figure), or about 5 per cent below the 
corresponding figure of 1,098 ton-miles 
for October, but higher than the aver- 
ages of 1,017 and 872 for October, 1950 
and 1949. 

In discussion of the supply of freigh' 
cars of different types, Mr. Gass indi- 
cated there were some shortages 0! 
gondolas, special-type flat cars, anc 
special-type box cars. 
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NEW SERVICES 
AND PRODUCTS 





Two Roads Adopt Dining 


Car Service ‘Innovation’ 


Pre-cooked, quick-frozen meals, each 
meal complete on one platter and served 
after having been placed in a warming 
oven, constitute an innovation in dining 
car service that the New York Central 
and the Rock Island Lines are introduc- 
ing on certain of their passenger trains, 
according to announcements by those 
roads. 


Describing the introduction of the use 
of frozen foods and new kitchen tech- 
niques as “a revolutionary step,” Presi- 
dent J. D. Farrington, of the Rock Island, 
said that these innovations were designed 
to provide varied menus of superior qual- 
ity at no increase in price to the patron, 
and to cope with spiraling food and labor 
costs. He said the luncheons provided 
under the new “freeze method” would be 
available about February 1 on the Rock 
Island’s “Des Moines Rocket” and “Pe- 
oria Rocket.” As ordered by the patrons, 
he said, complete meals would be re- 
moved from the deep-freeze containers 


and placed in warming ovens and, “in a| 
matter of minutes,” would be “ready for | 


the patron to start with his soup course.” 


Quick-frozen food menus would be 
available on and after January 16 on 
the New York Central’s “Upstate Spe- 
cials,’ between New York and Albany, 
N.Y., and the prices of such meals would 
be about one-third below traditional! 
dining car meals, said A. E. Yarlott, din- 
ing service superintendent of the Central. 


“We are conducting this experiment,” 
he said, “to meet requests for low-cost 
meals .. . Luncheon and dinner entrees 
will be served on sectional, metal plat- 
ters which are discarded after use. The 
meal is served on a plastic tray which 
has special spaces for beverage glasses 
and dessert dishes .. .” 





Reserved Cargo Space System 


US. Airlines, Inc., certificated all- 
freight carrier, has inaugurated a sys- 
tem of reserved cargo space on all its 
flights, James A. Wooten, president, has 
announced. 


The new system, according to Mr. 
Wooten, guarantees shippers next-day 
delivery to any point on the company’s 
north and south routes. Shippers in any 
of these cities may now reserve space by 
calling the U.S. Airlines’ representatives, 
he said, adding: 


“The company’s guarantee of next-day 
delivery for reserved cargo shipments 
is backed up by an offer to refund the 
difference between U.S. Airlines charges 
and the first-class rail rate applicable 
between the shipping points.” 


* * % 


The new Chesapeake & Ohio coal pier 
at Newport News, Va., has a capacity 
of 6,000 tons an hour and can load four 
Ships simultaneously. 


* * * 


A box car is the hardest worker of all 
the different types of serviceable freight 
Cars owned by the railroads, averaging 
& new load of freight every 14 days. 








START THE NEW YEAR RIGHT! 
OUR CARGO VIA 


SHIP Y 








Ships at the Grove Street Terminal, executive headquarters of the Port of Oakland, 
showing the Inner Harbor from San Francisco Bay. 


PORT OF 
OAKLAND 


@ Steel and Concrete Sprinklered Transit Sheds 


= ‘Low Insurance Rates 


@ Central Location on Truck and Rail Routes 


@ Shipside Warehousing 


ON THE MAINLAND SIDE OF SAN FRANCISCO BAY 


WHERE RAIL AND WATER MEET 
Address all Inquiries to 


BOARD OF PORT COMMISSIONERS 


GENERAL OFFICES — GROVE STREET PIER — OAKLAND 7, CALIF. 
TELEPHONE: HIGHGATE 4-3188 


President, DUDLEY W. FROST; Vice Presidents, JAMES F. GALLIANO and 
H. W. ESTEP; Commissioners, COLONEL DUNLAP C. CLARK, and 
JOHN F. TULLOCH; Port Manager, A. H. ABE: 
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Another service offered by YOUR RAILROAD veothe Rock Island : 


What about your plans 





PAG 








— for 992? 


Are you in search of a new industrial location? 
Let Your Railroad—The Rock Island help you. A 
department created especially for that purpose can 
supply you with pertinent information about site 
availability, raw material accessibility, power and 


Rock Island Lines operate directly in fourteen 
of the Nation’s richest states and to the Gulf Ports 
of Houston, Texas City, and Galveston, Texas. 
Through its connections, the Rock Island provides 
fast, efficient transportation outside its direct serv- 






labor supply. Chemical enterprises are finding the _ice area to every section of the country and to all 
Rock Island area especially suited to their needs. ports on the Atlantic and Pacific Coasts. 






Rocket Freights are Diesel-Powered, Fast and Reliable— 
The Service is Efficient and Care-Taking. 








Real opportunities exist in the great 
mid-western section of America. 
Your Railroad will be glad to help 
you adapt them to your specific Te PRATY, “f 4 ? os : Powe 


operations. OME ‘- . seMP of ha 





Ware! 
termi 
find 

hand 





for full information ask: 
W. E. BOLTON, Assistant to 
President in charge of Indus- 
trial Development, La Salle St. 
Station, Chicago 5, Ill. 










or 
Your nearest Rock Island Traffic 


| 5 | d n d Representative. 
The oad of Hamed Progress 
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EXPORT SHIPPING 


AN INTERPRETIVE SECTION APPEARING 4th ISSUE MONTHLY 


Foreign Carriers and Manufacturers Find 


i ca al 
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lt Pays to Use U.S. Handling Equipment 


Foreign Industry, Despite Lower Wage Scales, Welcomes 


Mechanical Handling Devices, Reports Yale & Towne. 
Its Sales Abroad Increase 800 Per Cent Since 1940. 


ANUFACTURERS and carriers in 

the United States, paying the rela- 
tively high wage scales traditional in our 
nation, find it pays to utilize mechanical 
handling equipment. 


Do foreign manufacturers, with cheap 
labor available, find it economical to use 
mechanical handling devices? 


This question was put to Hugh D. 
Powers, director of export sales, Philadel- 
phia Division of the Yale & Towne 
Manufacturing Co. The company’s Phila- 
delphia Division produces a rounded line 
of hand chain hoists, electric hoists, hand 
lift platform and pallet trucks, electric, 
gasoline and diesel powered fork trucks, 
gagaaa trucks, cranes and towing trac- 
ors. 

“The answer is a big ‘Yes,’” replied Mr. 
Powers, “Manufacturers, as well as 
warehousers, railroad and waterfront 
terminal operators abroad, very definitely 
find it economical to use mechanical 
handling devices. 

“True, lower wage scales generally pre- 
vail in foreign countries. But it is some- 
times overlooked that worker productivity 
ls also lower abroad. This means that 
the gap between cost per unit of work 
done abroad and in this country is not so 
great, after all.” 

Yale & Towne has been selling abroad 
Since the early days of its incorporation 
In the middle of the last century, accord- 
ing to Mr. Powers. In the last few years, 
foreign business has boomed. 

“Materials handling equipment export 
Sales of the Philadelphia Division in 1950, 
excluding Canada, approximated eight 


By N. C. HUDSON 


times the 1940 volume, and embraced all 
the products of this division, including 
hoists and industrial lift trucks,” said 
Mr. Powers. “In addition to the Phila- 
delphia-made products, other Yale ma- 
terials handling equipment sold abroad 


was manufactured in plants operated by 
our company in Chicago, Canada, Eng- 
land, and Germany, as well as by licensed 
plants in France. 

“The European and Latin American 
markets are equally important in our ex- 





Stacking pallets of barrels by means of modern materials handling equipment at A. B. Svenska 
Metallverken, Sweden. 




























































Left: Loading pallet racks of Coca-Cola on truck at Honolulu, Hawaii, 
utilizing modern 6,000-pound-capacity tilting telescope fork truck. Right: 


port region. The remainder of our for- 
eign sales are fairly evenly divided be- 
tween Africa and the Asia-Far East 
area.” 


Each year the Philadelphia Division 
exports from 10 to 12 per cent of its an- 
nual volume. 


Export Traffic Bureau 


“The bulk of our export shipments 
move through the port of Philadelphia,” 
said Mr. Powers. “This department 
maintains its own export traffic bureau 
which handles the specialized problems 
presented by overseas shipments.” He 
added that Yale & Towne, like other 
American machinery exporters, was us- 
ing air freight to an increasing extent 
—‘“particularly in connection with rush 
shipments of spare parts.” 


The division’s export traffic bureau 
makes extensive use of the services of 
freight forwarders. 


If Yankee freight handlers and long- 
shoremen plied their trades abroad, they 
would not be homesick because of an 
absence of Yale & Towne handling 
equipment. It is found in most all the 
ports of the seven seas and is used in 
many foreign carrier freight terminals 
and manufacturing plants, according to 
Mr. Powers. In Mexico and Argentina, 
for instance, Pablo and Jose can manipu- 
late their carretilla Yale electricia de 
horquilla y de ariete and their carretilla 
elevadora a mano Yale de paleta just as 
efficiently as American workers handle 
their lift and pallet trucks. 


“The operation of materials handling 
equipment of the type that we manufac- 
ture is relatively simple and can be 
learned quickly,” declares Mr. Powers. 


“We have not encountered any body 
of workers in any foreign country— 
however relatively undeveloped the 
country may be—who did not show a 
ready adaptability to the successful op- 
eration of our equipment.” 

The Second World War was a truly 
global war, and people in every con- 
tinent and in most of the natoins of the 
world got an awesome glimpse of evi- 
dences of America’s industrial might, 
and of American materials handling 
methods. In the post-war years, many 
teams of foreign business men, carrier 
officials, and production and materials 
handling engineers, have visited the 
United States under the Marshall plan, 


to study at firsthand how we do things 
here at home. Many have returned to 
their native lands determined to put 
into practice American manufacturing 
and materials handling methods and 
techniques, and sales of U.S.-manufac- 
tured or U.S.-designed mechanical han- 
dling devices have boomed in scores of 
countries, from France and India to 
Brazil and Honolulu. 


The Philadelphia Division imports 
some of its raw materials from abroad. 
Mr. Powers says that, in its “constant 
search for raw materials for manufactur- 
ing purposes under today’s tight supply 
conditions,” the Philadelphia division has 
been successful in bringing in a certain 
amount of materials from overseas coun- 
tries in the European, South American, 
and Far Eastern areas. 

“These imports,” he adds, “have been 
used to a limited extent in reciprocal 
transactions to open dollar-short mar- 
kets to shpiments of our products in 
return.” 

To stimulate foreign sales, Yale & 
Towne has developed an extensive net- 
work of trained resident representatives, 
stationed in many of the important in- 
dustrial centers throughout the world. 

“We keep in constant touch with these 
people through an active campaign of 
sales promotion,” Mr. Powers states. 
“Systematically’ we send trained field 
sales engineers to work with our resident 
representatives. Our engineers and rep- 
resentatives study the operations of for- 
eign customers and prospects, and help 
them select the right handling equip- 
ment for the job. We teach the foreign 
workers how to operate and maintain 
the equipment.” 

As sales aids, the Philadelphia Divi- 
sion’s export department has translated 
into foreign languages the many excel- 
lent brochures and leaflets issued by Yale 
& Towne, to describe applications and 
specifications of its handling equipment. 

Mr. Powers displayed a handsome 48- 
page catalog of Yale Equipos para el 
Manejo Moderne de Materiales which is 
currently being distributed in the Span- 
ish-speaking Latin American countries, 
and a similar catalog printed in Portu- 
guese, for use in Brazil and Portugal. 
Each catalog contains many photos of 
Yale handling equipment at work in ter- 


Yale & Towne 6,000-pound-capacity tilting telescope fork truck moving 
heavy roll of cable in warehouse of A. B. Svenska Metallverken, Sweden. 


minals, factories, and shipping rooms, 
here and abroad. 

The Philadelphia Division of Yale & 
Towne is one of many U.S. firms who are 
helping to spread throughout the world 
the modern production and handling 
techniques perfected in this country, and 
thus to raise the world’s living standards. 


N.S.A. Reports on General 
Agency Cargoes Moved 


Since Its Establishment 


Nearly nine million tons of bulk 
cargoes were moved to overseas des- 
tinations on 917 voyages of National 
Shipping Authority vessels since the 
agency was established on March 13, 
1951, it was said in the N.S.A.’s report 
on its activities for the period ended 
December 31, 1951. 


The vessels were made available at the 
request of the Economic Cooperation Ad- 
ministration and military authorities to 
carry foreign aid cargoes of coal, grain, 
coke and other commodities to Europe 
and India when privately owned ship- 
ping was not available, said the N.S.A. 


At the end of the year the N.S.A. had 
withdrawn from reserve fleets, reacti- 
vated 430 Liberty ships, and had trans- 
ferred 29 Victory ships from a charter 
basis to general agency status under the 
N.S.A.; withdrawn 10 C1-M-AV1 cargo 
ships from reserve fleets and reassigned 
one other vessel of this type to agency 
operations, and also had placed one pas- 
senger ship in service for transporting 
military dependents, making a total of 
471 vessels in the N.S.A. fleet, according 
to the report. 

The vessels were operated for the 
N.S.A. by 48 U. S. shipping companies 
acting as general agents, who handled 
the details of operation on a fee basis 
plus a percentage of the cargo revenue, 
the N.S.A. said, adding: 

“During December, despite shortages 
in crew members and some delays due ‘0 
fuel oil shortages, 150 ships sailed with 
full cargoes. Coal cargoes employed 114 
of these ships and grain cargoes called 
for 30 additional ships plus four cargoes 
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who make detailed, ‘‘round-the- 
clock” studies of the arrival, 
handling and departure of freight 
trains moving through N. & W. 
yards. Their reports are being 
continuously examined and 
studied by the railroad’s Trans- 
portation Department staff — 


with the result that your 
N. & W. shipments move as 
swiftly and dependably as pos- 
sible, tn and through the yards 


as well as on the road! 


This man is one of many 
Norfolk and Western specialists 

















N. & W. yards are scientifically designed 
and equipped for swift service. 






@Yard capacity and classification tracks 
are adequate, so there’s no holding your 
car until another can be moved. 










@ Weighing facilities are second to none. 


@ Accurate switch lists, showing exact 
disposition of every car, are furnished 
yard men promptly. 






@ Latest type switches and car-retarders 
help to put your car on the right track 
at the best speed consistent with safety. 







®@ Powerful, modern, coal-burning road 
locomotives are quickly serviced in up- 
to-date engine terminals—ready at all 







times for any demands. 








@N. & W. terminals are located strategi- 
cally for speedy connections with other 
lines. 






Remember, on this railroad,specialists are 







working continuously to ferret out new 
ways to save valuable minutes in the 
movement of your freight. 












Norfolk and Western freight traffic repre- 
sentatives are located in principal U. S. 
cities, as near as your telephone. Call on 
them. Their experienced advice is yours 
without obligation, as often as you need it. 




































FREQUENT — 
SAILINGS 


RAPID ~~ 
HANDLING: 77] EM STORAGE 


DIRECT 
TRANSFER 


MODERN 
PIERS 


NO 
CONGESTION, 


find it pays to ship via Charleston 


OFFICES: 
Charleston’s the choice with cost-conscious traffic 
CHARLESTON managers. Where savings in time and shipping 
he — dollars determine the port, Charleston’s frequent 


sailings, favorable rates, modern facilities, and 
NEW YORK shipping “know-how” can’t be beat. It will pay you 


52 Broadway— 
1w00.4.0878 to check Charleston. 
CHICAGO White for free Port Handbook 
327 S. LaSalle St.— and Tariff of Port Charges 
WE-9-5815 


SOUTH CAROLINA STATE 
PORTS AUTHORITY 


1 VENDUE RANGE CHARLESTON, S. C. 


WASHINGTON, D.C. 
926 DuPont Circle— 
HU 8105 


ROCK HILL, S.C. 
216 E. Black St.—4369 





at, 












NEW YORK Headquarters 
INTERLAKE TERMINALS, INC. 





you can organize your national 
warehousing and distribution needs 
in these choice marketing areas: 





ATLANTA, GA. 
‘ Southern Transfer Co. 
INTERLAKE TERMINALS, strategically located at a BUFFALO: 10, N. Y. 


number of key distribution points, provides a sound, Seneca Warehouse & Industrial 


simple and economical way to branch out into Center 
CHICAGO 7, ILL. 


th . 
ps oon gr pens ncaa h Crooks Terminal Warehouses, Inc. 
ere you ave a road, compre ensive ware- CLEVELAND 13, OHIO 
housing and distribution service, embracing prac- The Cleveland Stevedore Co. 
tically all branch house facilities, ready to function GREEN BAY, WIS. 


Leicht Transfer and Storage Co. 


KANSAS CITY 7, MO. 
Crooks Terminal Warehouses, Inc. 


as an integral part of your own organization. Find 
out how these facilities can shorten the long supply 


line — prevent bottle-necks — reduce transportation LOS ANGELES 21, CALIF. 
costs — speed deliveries and keep your operations Overland Terminal Warehouse Co. 
on an even keel. NEW ORLEANS 4, LA. 


‘ Cotton Trade Warehouses, Inc. 
Consult members direct or through one source, PORTLAND 9, ORE. 


our New York office, you can get full particulars. Rudie Wilhelm Warehouse Co., Inc. 


No obligation, we assure you. SAN FRANCISCO 11, CALIF. 
‘ Overland Freight Transfer Co. 









nterbake Jerminabse 


GEORGE G. RODDY, President 27) MADISON AVE., NEW YORK 16 © MURRAYHILL 5-8397 
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of coke, one of pitch and one of pit props, 
The latter cargo was consigned to Be!- 
gium an@ the cargo of pitch went to 
France. 

“More than a million tons of coal were 
transported to Europe during the month. 


Cumulative .Totals 


“Cumulative totals of all cargoes car- 
ried in N.S.A. ships up to December 321 
are: Coal, 6,361,938 tons; grain, 2,319,670 
tons; coke, 73,637 tons; phosphates, 19,- 
563 tons; pitch, 9,171 tons; sugar (Cuba 
to Greece), 9,387 tons; sulphur, 9,700 
tons and pit props (for coal mining op- 
erations) 8,910 tons for a grand total of 
8,811,976 tons. 

“There have been 48 cross-trade (for- 
eign port to foreign port) and homeward 
cargoes lifted in N.S.A. ships with nine 
taking place during December. The total 
cargo lifted in the cross and homeward 
trades since N.S.A. was established was 
454,932 tons at the end of the year. 

“On December 28 the renegotiation 


board exempted the suppliers of bunker § 


oil in foreign ports from the provisions 
of the renegotiation act of 1951. This 
action will contribute to lessening the 
delay in fueling N.S.A. vessels overseas. 

“On December 31, 1951, the Economic 
Cooperation Administration was abol- 
ished and the Mutual Security Agency 
assumed the functions of the agency. 
The N.S.A. will work closely with the 
new agency in furnishing tonnage to 
move the materials sent overseas under 
M.S.A. auspices.” 





N.Y. Port Explosives Ruling 


The Port of New York Authority has 
announced it has notified explosives 
manufacturing and trucking associations 
of a new regulation prohibiting the 
transportation of explosives over the 
four Port Authority bridges and their 
New Jersey and New York approaches 
unless specific permission has been ob- 
tained from the bridge superintendent 
two hours ahead of time. The four are 
the George Washington Bridge over the 
Hudson River, and the Bayonne Bridge, 
the Goethals Bridge and the Outer- 
bridge Crossing between New Jersey and 
Staten Island. 

The Port Authority has never per- 
mitted transportation of high explosives 
through its Holland and Lincoln Tunnels. 

Copies of the Port Authority’s book 
of traffic rules and regulations can be 
obtained in Room 1400, the Port Author- 
ity Building, 111 Eighth Avenue, in per- 
son or by mail, or at any of its bridge 
and tunnel toll booths. 





Low Air Fares to S.A. 


“In line with its efforts to encourage 
mass air travel to South America, Pana- 
gra (Pan American-Grace Airways) will 
introduce the lowest air transportation 
fares ever offered United States travelers 
to that continent,’ says a Panagra an 
nouncement. 

“The new low-cost summer excursion 
fares which Panagra, in conjunction 
with Pan American World Airways, &x- 
pects to put into effect this year from 
May to October, will save 50 per cent, 
instead of the usual 10 per cent, on the 
return portion of the present tourist 
fare round-trip ticket between New York 
and Buenos Aires. This is equivalent 0 
a saving of $313 under the presen 
round-trip first class fare. Offered on 4 
30-day limit excursion plan,’ these ‘aré 
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props, wili reduce a complete around South Super-Constellations from the Lockheed Among the protesting organizations 
0 Bel- American trip originating and ending in Aircraft Corporation, to be operated in are the New Orleans Traffic Club, the 
ent to New York to $675.-A round-trip between the airline’s all-freight service between Chamber of Commerce, the New Orleans 
Mismi and Buenos Aires will cost as the United States and points in Western Foreign Freight Forwarders Association, 
i were littie as $610. Europe and the Middle East, both com- the New Orleans Steamship Association, 
month, “A special 17-day round-trip ticket panies announced in a joint statement. Board of Trade, Export Managers’ Club, 
from Miami to Lima will be only $300, Total cost of the aircraft, known as and the Port Commerce Committee. 
— while the 30-day round-trip fare from the model 1049B, and spares, will ap- H. J. Johnson, president of the New 
Saw 31 Miami to Santiago, Chile, will be only proximate $10,000,000. It was stated that Orleans Traffic Club, said in a wire to 
319 670 $546. All flights will be made with this marked the first purchase by a Secretary Sawyer that the proposed reg- 
—— Panagra’s four-engine Douglas equip- commercial airline of new, long-range, lations were “considered contrary to 






































































































Outs ment. all-freight aircraft for over-ocean op- intent of law under which zones estab- 
9,700 “Panagra Officials feel that these sum- ration. lished.” 
ng op- mer excursion fares will make it possible In a telegram sent by J. W. Allen, 


otal of § for many travelers in the modest in- president of the freight forwarders 
come, two-week vacation bracket to take N.O. Traffic Men Protest group, fear was expressed that “the new 

e (for- §§ advantage of these travel bargains and regulations will result in too many fed- 

neward # enjoy a South American vacation next Trade Zone P roposals eral agencies promulgating policies that 

h nine year.” will prove unworkable.” 

1e total 

neward 


Telegrams to Secretary of Commerce 
Sawyer protesting proposed foreign trade 


zone regulations have been sent by vari- 
vd was § $.F. World Trade School ous traffic and transportation groups in Waterway Film Available 
bunker = merce announces that the spring semes- local organizations with E. H. Locken- A 16 mm. sound motion picture in full 
yvisions | ter of its evening school of world busi- erg, general manager of the deck board. color Kodachrome, depicting operations 


_ This | ness will open February 11, at San Fran- The proposed measures, according to Of the Union Barge Line Corporation, 
ng the ™ cisco State College. The school offers a New Orleans traffic executives, would do Pittsburgh, is available for showing be- 
verseas. §) variety of courses in world business and the following: Give any interested fed- fore traffic and transportation clubs and 
onomic ff world affairs, including courses in inter- eral agency the right to determine other groups, the carrier announces. The 
; abol- } national transportation and traffic man- whether or not merchandise might be 31-minute film, entitled “Timberhead,” 
Agency §} agement, Latin America and the West- placed in the zone; would impose on the was filmed by four motion picture cam- 
agency.) erm Hemisphere, and import organiza- zone total costs for the customs service era crews who traveled over 6,000 miles 
ith the tion and marketing. furnished it (although these services are on towboats and river craft from Pitts- 
lage to provided without charge to importers burgh to New Orleans and Houston 
$ under and exporters using other wharf facilities Guten of a Gin wae te vaneuet b 
Over-Seas Cargo Service in the port); and would prevent storage 0p x yi | by 
of ship’s stores and equipment in the writing A. J. Brosius, assistant to vice- 
Seaboard & Western Airlines interna- zone where they might be picked up president, Union Barge Line Corpora- 
1 tional air freight carrier, has ordered by foreign ships for their own use with- tion, Dravo Building, Fifth and Liberty 
g five Lockheed long-range, all-freight out payment of customs entry or duties. Avenues, Pittsburgh 22, Pa. 
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PERSONAL NEWS 


John W. Smith, formerly vice-presi- 
dent of administration of the Seaboard 
Air Line Railroad, has been elected to 
the presidency of the company, succeed- 
ing Legh R. Powell; Jr., who has been 
elected chairman of the board of direc- 
tors of the railroad after serving as its 





J. W. Smith 


L. R. Powell, Jr. 


president for many years. Messrs. Smith 
and Powell were elected to their new 
offices on January 4, according to an 
announcement by, the railroad dated 
January 18. James R. Thorne, formerly 
acting assistant to the president, has 
been appointed assistant to the presi- 
dent of the Seaboard, with headquarters 
continuing in Norfolk, Va. His appoint- 
ment reactivated an office that was held 
by Mr. Smith for four vears prior to be- 
coming vice-president of administration 
of the railroad in December, 1950. A 
native of Portsmouth, Va., Mr. Powell 
entered the company’s service in that 
city in 1902 as a clerk in the office of 
the auditor of passenger accounts. He 
became vice-president of the company 
in 1921. He was elected to the presidency 
in 1927. He served as receiver and chief 
executive officer while the road was in 
receivership, from 1930 to 1946, and was 
again elected president on reorganization 
of the Seaboard in 1946. Mr. Smith, a 
native of Baltimore, first became as- 
sociated with the Seaboard in 1924. He 
held various positions in the engineering 
and operating departments. In August, 
1946, he was made assistant to president 
at Norfolk and was elected a vice-presi- 
dent in December, 1950. A native of 
Florida, Mr. Thorne began his railroad 
career with the Seaboard in 1926 as 
secretary to the superintendent at 
Arcadia, Fla. He later served in secre- 
tarial and operating capacities at various 
southern points, saw service in Europe 
in World War II as an officer with the 
72nd Railway Operating Battalion, and 
in the early part of 1947 became assist- 
ant general manager of the railroad at 
Norfolk, a position he held until Decem- 
ber 5, 1950, when he was promoted to 
assistant vice-president for operations. 
He held that position until August of 
last year when he became acting assist- 
ant to the president. 


. . a 

A series of transfers of district sales 
managers in Trans World Airlines’ 
European and Middle-Far East regions 
has been announced by E. O. Cocke, 
sales vice-president of T.W.A. Glenn J. 
Craden, who has been district sales 
manager for Egypt since 1948, has been 


Tr Aa 


named district sales manager for the 
United Kingdom, suceeeding C. L. Yates, 
who will move from London to head the 
Fort Wayne-South Bend, Ind., sales 
district. John R. Keegan will transfer 
from Beirut, Lebanon, to Cairo as dis- 
trict sales manager for Egypt, and will 
be succeeded by E. W. Rankin, who has 
been district sales manager for Saudi- 
Arabia. Ivan T. Borsum, of the Los 
Angeles, Calif., sales staff,is being trans- 
ferred to Dhahran to succeed Mr. Ran- 
kin. 
% * * 

S. T. Heffner, vice-president in charge 
of sales, North Pier Terminal Co., has 
been elected to the presidency of the IIli- 
nois Association of Merchandise Ware- 
housemen, Chicago, for the 1952 term. 
Also elected were F. D. Bateman, of Gris- 
wold & Bateman Warehouse Co., vice- 
president, and G. M. McConnell, Jr., of 
Packers Terminal & Warehouse Corpora- 
tion, treasurer. 

a at * 

John K. Cunningham, vice-president 
of the National Carloading Corporation, 
Judson-Sheldon division, New York, 
N.Y., has been 
elected president of 
the New York 
Foreign Freight 


Forwarders and 
Customs Brokers 
Association, suc- 


ceeding Stanley 
Coron, who held 
the post for two 
years. A _ resident 
of Harrison, N.Y., 
Mr. ‘Cunningham 
joined the Judson- 
Sheldon division as 
secretary and gen- 
eral counsel in November, 1946, after 
having previously spent five years in 
the military service and practiced law 
in the District of Columbia. He is a 
member, among others, of the New York 
Traffic: Club, National Defense Trans- 
portation Association, the Steamship 
Freight Brokers Association, and Cus- 
toms Brokers and Forwarders Associa- 
tion of America, Inc. 
% * % 

J. T. Theby has been elected vice- 
president and general manager of the 
Chicago & Eastern Illinois Railroad, Chi- 
cago. Since December 1, 1950, Mr. Theby 
has been general manager of the railroad. 

% a % 

James R. Allen has been appointed 
freight representative for Petersen & 
Petersen, Inc., Grand Island, Neb., with 
headquarters in Omaha, Neb. 

= * cg 

Andrew L. Murphy, traffic manager of 
the Western Transport Co., Watertown, 
S.D., has been elected chairman of the 
newly-organized Coddington county dis- 
trict of the South Dakota Associated Mo- 
tor Carriers Association. 

a a # 

The Wirebound Box Manufacturers 
Association has announced the appoint- 
ment of G. Cornwall Spencer, of Chicago, 
to direct and conduct public relations 
and publicity on behalf of the wirebound 
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Cunningham 
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shipping containers industry and wire- 
bound shipping containers in both the 
industrial and fresh fruit and vegetable 
fields. 

* % % : 

Frank X. Farrell has been appointed 
manager of the New York-Northern Jer- 
sey terminal area of Garford Trucking, 
Inc. He previously served for four years 
as New York-New Jersey terminal man- 
ager for Savage Truck Line after being 
associated with the Lackawanna Ware- 
house Corporation, Jersey City, N.J. 

we * a 


Christopher J. Grimley, of Wiggin 
Terminals, Inc., Boston, Mass., was re- 
elected president of the Massachusetts 
W arehousemen’s 
Association at its 
annual meeting 
held January 15 in 
the Parker House, 
Boston. Also re- 
elected for second 
terms were Paul D. 
Burrill, of Quincy 
Market Cold Stor- 
age & Warehouse 
Co., Boston, vice- 
president, and H. 
Sherburne Wiggin, 
Grimley of Manufacturers 

Warehouse, Boston, 
treasurer. Paul L. Amon, of Atlas Ter- 
minal Stores, was elected secretary of 
the association to fill a vacancy. The 
executive committee includes the above 
officers and John F. O’Halloran, of Mer- 
chants Warehouse Co., Boston; David B. 
Hollis, Jr., of Standard Storage Co., 
Brighton; and William A. Harnedy, of 
Hoosac Storage & Warehouse Co., Cam- 
bridge. Lucius F. Foster, of The Guild 
Associates, will continue to manage the 
association. 





c. & 


* a 


E. E. Kester, who recently retired as 
passenger traffic manager of the Illinois 
Terminal Railroad Co., will continue to 
handle national advertising of the rail- 
road from his home in Springfield, Ill. 

3% co * 

Chester C. Thompson, Washington, 
D.C., president of American Waterways 
Operators, Inc., has been appointed an 
alternate member of the labor-manage- 
ment manpower policy committee of the 
Office of Defense Mobilization. 


> a * 


W. N. Wilkins has been appointed 
commerce agent at Baltimore, Md., for 
the Baltimore & Ohio Railroad Co., suc- 
ceeding P. M. Heisey, deceased. 


* * ae 


Fred F. Costello has been appointed 
public relations representative for the 
Pere Marquette district of the Chesa- 
peake & Ohio Railway, with headquar- 
ters in Detroit. Mr. Costello has been on 
the press relations and advertising staff 
of the railway in Cleveland for the last 
five years. 

as * a 


John Stewart has been appointed chief 
clerk to the president of the Chicago, 
Indianapolis & Louisville Railway Co., 
Chicago. Frank E. Triboulet has been 
named assistant freight claim agent in 
charge of freight claim prevention for 
the railway in Chicago. 

cg * a 

James J. Irlandi has been appointed 
traffic manager of the Chas. A. Krause 
Milling Co., Milwaukee, Wis. 

% * a 

Frank B. Means, of Manilla, Ia., an 

inspector in the motor transportation 
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division of the Iowa State Commerce 
Commission, has been appointed a mem- 
ber of the commission, succeeding B. M. 
Richardson, who has resigned after 21 
years of service. Carl W. Reed has been 
reelected chairman of that body for the 
ensuing year and George L. McCaughan 
has been reappointed executive secretary. 
* 7 * 


William J. Arndt, of Topeka, Kan., 
highway research director for the State 
Highway Commission of Kansas, has 
been appointed chief highway engineer 
for the American Trucking Associations, 
Inc., Washington, D.C. 

# * * 


P. B. Leggett has been appointed dis- 
trict freight agent for the Seaboard Air 
Line Railroad, with headquarters in Or- 
lando, Fla., succeeding J. P. Roberts, who 
was recently promoted to perishable di- 
version agent for the railroad in Savan- 
nah, Ga. Other appointments announced 
by the railroad include P. A. Lewis as 
commercial agent at Jacksonville, Fla., 
succeeding Mr. Leggett; W. E. Lord, for- 
merly attached to the district freight 
agency in Lake Wales, Fla., as commer- 
cial agent in Charleston, S.C.; and F. L. 
Roberts, heretofore chief clerk to the dis- 
trict freight agent in Jacksonville, as 
traveling freight agent, with headquar- 
ters in Columbia, S.C., succeeding G. D. 
Caughman, who resigned to accept other 
employment. 

* 7 * 

Victor J. Bahorich, formerly associated 
with Pacific Far East Lines, San Fran- 
cisco, Calif., has been appointed chief of 
the division of ship repair and mainte- 
nance, Office of Ship Operations, Na- 
tional Shipping Authority. From 1942 to 
1946, Mr. Bahorich served with the War 
Shipping Administration as district man- 
ager for the eastern Canada area. 

oo a ao 

Lawrence B. Ingraham has been ap- 
pointed sales manager for the Dallas- 
Fort Worth terminal areas of Best Motor 
Lines. He joined the company in 1950. 

of *” aK 


Frank B. Weber has been appointed 
assistant to B. A. Burns, general opera- 
tions manager of Strickland Transporta- 
tion Co., Inc., with headquarters in Dal- 
las, Tex. He has had 25 years of ex- 
perience in the trucking industry, for- 
merly serving with Best Motor Lines, 
Arkansas Motor Freight Lines and 
Southwestern Transportation Co. 

* - * 


Howard M. Palmer, general sales man- 
ager of Lewis-Shepard Products, Inc., 
of Watertown, Mass., and recently elected 
vice-president of the Materials Handling 
Institute, Inc., of Pittsburgh, Pa., and 
Washington, D.C., has been named 
chairman of the institute’s educational 
committee. 

* & s 

W. R. St. John has been appointed 
general freight agent in charge of rates, 
tariffs and divisions of the Delaware 
& Hudson Railroad, with office at Albany, 
N.Y., effective February 1, to succeed 
C. S. Ha'tlenbeck, who is retiring from 
active duty after 49 vears of service. 
On that date, W. J. Beal will become as- 
sistant general freight agent at Albany, 
the position of chief of tariff bureau 
being abolished, and Fred Sorbe will 
become general freight agent (solicita- 
tion) there, succeeding J. A. Flanders, 
who is also retiring, after 39 years of 
service. Other appointments made by 
the railroad, effective February 1, in- 
clude G. C. Seaman as general agent, 
freight department, in Pittsburgh, Pa., 
succeeding Mr. Sorbe; D. E. Wilkinson as 
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general agent, freight department, in 

San Francisco, Calif., succeeding Mr. 

Seaman; I. W. Kelley as commercial 

azent at Chicago, succeeding Mr. Wilkin- 

son, ani E. P. Klinger as traveling freight 

agent, Pittsburgh, succeeding Mr. Kelley. 
ao * oa 


Donald B. Durham has been appointed 
traveling freight agent for the Wabash 
Railroad at Harlingen, Tex., succeeding 
Ted H. Johnston, who was recently pro- 
moted to perishable freight agent there. 

a * * 


Charles J. Reggi is resigning his posi- 
tion as assistant to the president and 
director of the public affairs department 
of the Air Transport Association of 
America, Washington, D.C., the associa- 
tion has announced. Mr. Reggi, accord- 
ing to the association has not announced 
his new plans. 
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Pliny L. Solether, vice-president of 
the Duluth, South Shore and Atlantic 
Railroad, died January 2 at his home in 
Minneapolis after a brief illness. Born 
in Jerry City, O., in 1887, Mr. Solether 
was a graduate of Oberlin College and 
of the University of Minnesota law 
school. In 1£43 he was appointed co- 
trustee and counsel for trustees of the 


MY 
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Duluth, South Shore and Atlantic Rail- 
way and the Mineral Range Railroad, 
then in reorganization. In November, 
19.9, the reorganization was completed 
and the roads were merged into a new 
company, the Duluth, South Shore and 
Atlantic Railroad. Mr. Solether was 
elected vice-president. Long active in 
various bar associations, he was a prac- 
titioner before the Commission. 
% * * 


Frederick R. Cunliffe, 67, traffic man- 
ager of the Rust Engineering Co., died 
December 17 after suffering a heart at- 
tack while en route to his office in Pitts- 
burgh, Pa. Mr. Cunliffe joined the Rust 
company in 1936 after having first served 
as a division employe of the Pennsylvania 
Railroad in Pittsburgh and later as ex- 
pediter and traffic manager on various 
construction projects. He was a former 
member of the Traffic Club of Pittsburgh. 


* * ae 


Francis S. Walker, 42, general counsel 
of the Federal Maritime Board, died 
January 20 in a Washington, D.C., hos- 
pital from injuries suffered in an auto- 
mobile accident on January 18.. A grad- 
uate of Massachusetts Institute of Tech- 
nology and Yale University Law School, 
Mr. Walker was appointed general coun- 
sel of the F.M.B. in June, 1950, immedi- 
ately following its creation, after en- 
a in private law practice in New 
York. 


Items for this column should be addressed to Editorial Department, Traffic World, 815 Washington 
Building, Washington 5, D. C. Delay due to mailing to Chicago office often eliminates news 


value. 
week, 
informed as to the club’s activities. 


Items should reach the Washington office early in the week to assure publication that 
It should be made the duty of someone in the club to keep us adequately and promptly 
Copies of a club’s publication or the notices it sends to 


members are usually not sufficient, because often they are received too late to be of value. 
Brief biographical sketches and photographs of newly elected Traffic Club presidents are solicited. 


The Kansas City Traffic Club has an- 
nounced that in connection with its an- 
nual dinner scheduled for February 7 
at the Hotel President it will hold a 
reception patterned after the plan of 
the Traffic Club of Detroit, Mich. (T.W., 
Dec. 15, 1951, p. 25). Under the “Detroit 
Plan” industrial traffic executives set up 
offizes in the hotel on the day of the 
dinner where carrier officials may visit 
them to solicit business or discuss trans- 
portation problems. The club said a 
large number of industries had made re- 
servations under the plan to be put into 
effect in Kansas City, Mo. The p’an re- 
ception hcurs will be from 9 to 12 noon, 
and 2 to 4 p.m. 

The “Detroit Plan” also will be made 
a feature of the thirty-third annual din- 
ner of the Traffic Club of Syracuse, N.Y., 
on January 30 at the Hotel Syracuse. 
The club has announced that repre- 
Sentatives of rail, water and motor car- 
riers may contact industrial traffic man- 
ager members of the club between 2 p.m., 
and 4:30 p.m., in the East Room, Tenth 
Floor, Hotel Syracuse. A large number 
of industrial concerns will be repre- 
senied by their traffic executives in the 
Eas: Room 

7 * ot 

The Los Angeles (Calif.) Traffic Man- 
agers’ Conference has announced elec- 
tion of the following as its officers for 
the 1952 term: President, Henry E. 


Manker, general traffic manager, Plomb 
Tool Co., succeeding K. T. Carlsen, of 
Consolidated Western Steel Corporation; 
first vice-president, L. J. Rowley, man- 
ager of traffic and transportation, Lock- 
heed Aircraft ‘Corporation; second vice- 
president, J. A. Sullivan, traffic manager, 
California Hardware Co., and secretary- 
treasurer, A. R. Oberlin, traffic manager, 
Don Baxter, Inc. Directors are Paul 
Rahe, traffic manager, Fluor Corporation, 
Ltd.; H. F. Gulde, traffic manager, Fire- 
stone Tire and Rubber Co.; S. J. Zalar, 
traffic manager, Gough Industries, Inc.;: 
F. Z. Wakefield, traffic manager, Great 
Lakes Carbon Corporation; L. C. Mon- 
roe, manager of distribution and traffic, 
Union Oil Co.; E. H. Huff, traffic man- 
ager, Zellerbach Paper Co., and C. E. 
McCaul, traffic coordinator, Southern 
Counties Gas Co. 


* * * 


“The Value of a Traffic Department 
to a Sales Department” will be the sub- 
ject of an address by C. W. Ruby, sales 
manager for the Beech-Nut Packing Co., 
Canajoharie, N.Y., at the annual “In- 
stallation Night” and dinner meeting of 
the Tau Alpha Sigma Chapter, Delta Nu 
Alpha Transportation Fraternity, on 
January 28 at the Elks Club in Schenec- 
tady, N.Y. The following officers will be 
installed for the 1952 term: President, 
Leo Moran, district freight agent, Penn- 
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sylvania Railroad, to succeed Thomas E. 
Shelly, traffic manager, Marshall-Eclipse 
Division of Bendix Aviation; first vice- 
president, M. M. Frohock, general traf- 
fic manager, Cluett Peabody Co., Inc.; 
second vice-president, L. F. McDonald, 
general traffic manager, American Meter 
Works; secretary, L. H. Larche, sales 
representative, American Airlines; and 
treasurer, E. C. Mayberry, secretary and 
treasurer, Dorn’s Transportation, Inc. 
Directors to be installed include C. G. 
Howland, traffic manager, Imperial Pa- 
per Co., and Charles Bonjukian, assistant 
traffic manager, Behr-Manning Corpora- 
tion. The instailing officer will be H. Z. 
Bessette, district manager of Acme Fast 
Freight. An evening course in transpor- 
tation and traffic management is being 
sponsored by the chapter in cooperation 
with the Albany division of Russell Sage 
College, to begin February 4 and extend 
through May 19. 
a. * * 

The following officers of the Toronto 
(Ontario, Canada) Passenger Club have 
been elected for 1952: President, A. M. 
Mercer, Union Pacific Railroad; first 
vice-president, A. G. Rainey, Canadian 
Pacific Steamships; second vice-presi- 
dent, R. H. Abbott, Canadian Pacific 
Railway Co.; third vice-president, J. J. 
Menary, Canadian National Railways; 
treasurer, R. L. Armstrong; Canadian 
Pacific Railway, and secretary, L. G. 
Michie, Chicago & North Western Sys- 
tem. 

* * * 

The Knoxville (Tenn.) Traffic and 
Transportation Club will hold its first 
meeting of the 1952 year on January 21 
in Brown’s Restaurant in Knoxville. John 
T. Metcalf, general attorney of the 
Louisville & Nashville Railroad, will 
speak on the so-called “Bricker Progress 
Report” of the Senate committee on 
interstate and foreign commerce and its 
analysis of present day subsidy and 
regulatory problems in domestic land 
and water transportation. 

x * +. 

The annual dinner of the Hartford 
(Conn.) Transportation Club will be 
held February 14 in the Bond hotel. The 
speaker will be Congressman A. A. Ribi- 
coff, who recently returned from an 
extended trip through Europe and the 
Middle East. Arthur B. McGinley, sports 
editor and columnist of the Hartford 
Times, will serve as toastmaster. 

+. * A 

The Women’s Traffic Club of Philadel- 
phia is making arrangements for its 
annual “Bosses and Guest Night” to be 
held on February 12 in the Benjamin 
Franklin hotel. There will be entertain- 
ment, a number of door prizes and a 
gift for the “Boss of the Year” to be 
selected that evening. Guest speaker will 
be J. Harry LeBrun, chairman of the 
board of governors of the Greater Phila- 
delphia & South Jersey Council. Miss 
Annetta C. Hoffman, of Moore-Mc- 
Cormack Lines, Philadelphia, is presi- 
dent of the club. 

« . - 

The Women’s Traffic Club of Metro- 
politan St. Louis celebrated its eighteenth 
annual meeting with a birthday party 
the evening of January 17 in the De 
Soto hotel, which was also designated 
as “Past Presidents’ Night.” 

* * * 

The Western North Carolina Traffic 
Club will hold its annual “Ladies Night” 
dinner-dance on January 29 in the Bat- 
tery Park hotel, Asheville, N.C. Gaylord 
Davis, vice-president, treasurer and gen- 
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’ eral counsel of American Enka Corpora- 


tion, will act as host on behalf of the 
corporation. Clarence M. Hill, assistant 
general passenger agent of the Southern 
Railway, and president of the club, will 


preside. 
* * + 


“Procedure Before Regulatory Bodies,” 
was the subject of an address by Melvin 
N. Hoiness, attorney, at the regular 
monthly meeting of the Traffic Club of 
Billings on January 16 in the Northern 
hotel, Billings, Mont. Paul Jordan, 
former division freight and passenger 
agent of the Chicago, Burlington & 
Quincy Railroad at Billings, who was 
recently promoted to general livestock 
agent of the railroad at Denver, Colo., 
was honored at the meeting and received 
a gold watch on behalf of club members 
and friends. E. A. Martin, his successor 
at Billings, was introduced. Sam Rein- 
hard, traffic manager of the Union Pa- 
cific Railroad, will be the guest speaker 
at the club’s next meeting on Feb- 
ruary 20. 

+. * 

Thomas Slattery, resident vice-presi- 
dent of British and Irish Railways, will 
discuss “Transportation Developments in 
Britain and Ireland, at a meeting of the 
New York Chapter, Delta Nu Alpha 
Transportation Fraternity, on February 
6 in the Biltmore hotel, New York, N.Y. 


* * a 


The Berkshire County Traffic Associa- 
tion will hold its annual bowling tourna- 
ment on February 13 at the Eagles 
Home Alleys in Pittsfield, Mass. Fol- 
lowing the tournament there will be 
dinner at the Rainbow Restaurant. 
Elbert Dingwell, president of the associa- 
tion, will preside at the dinner. The 
association’s annual election of officers 
will be held on March 12 at the Berk- 
shire Restaurant in Pittsfield. 


* * * 


B. J. McSweeney, general freight agent 
of the Central Railroad of New Jersey, 
was reelected president of the Long Is- 
land Traffic Club at its annual dinner 
January 13 in Bellmore, Long Island, 
N.Y. Approximately 200 carrier and 
industrial traffic representatives at- 
tended the dinner meeting. A. G. Ander- 
son, general traffic manager of Socony 
Vacuum Oil Co., was elected secretary- 
treasurer of the club for the 1952 term. 
C. T. Callahan, general agent, Minne- 
apolis & St. Louis Railway, was chair- 
man of the dinner committee. 

+” * oo 


Clifton Beckwith, member of the 
public relations staff of Johnson Motor 
Lines, addressed the Bridgeport (Conn.) 
Traffic Association at its annual dinner 
January 24 on “Motor Manners and 
Morals.” 

* + + 

G. M. O’Rourke, assistant engineer, 
maintenance of way, Illinois Central 
Railroad, Chicago, addressed the Trans- 
portation Club of Bloomington, IIl., at a 
dinner meeting January 23 in the Hotel 
Tilden-Hail, on “The Federal Railroads 
of Germany Five Years After the Col- 
lapse of the German Army.” Mr. O’- 
Rourke, according to the club, was one 
of seven railroad men chosen by the fed- 
eral government to make a survey of the 
German railway system. The club has 
set February 27 as the date of its ar- 
nual “Ladies Night.” 

* * * 

Senator Bricker, of Ohio, member of 
the Senate interstate and foreign cor- 
merce committee, will be the speaker at 
the forty-fifth annual dinner of the 
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Traffic Club of Washington, D.C., 
scheduled to be held February 6 in the 
Statler hotel. Harold F. Hammond, man- 
ager of the transportation department, 
U.S. Chamber of Commerce, will serve as 
tostmaster. Carl L. Froelich, assistant 
general freight agent, Chicago, Indiana- 
polis & St. Louis Railway, Washington, 
D.c., is general chairman of the dinner 
committee. 
a * ” 

Morris B. Pendleton, president of the 
Piomb Tool Co., spoke on industrial pro- 
ductivity in the Scandinavian countries, 
at.a joint luncheon meeting of the Los 
Angeles Transportation Club and the 
Electric Club on January 21 in the Alex- 
andria hotel, Los Angeles, Calif. Mr. 
Pendleton headed a team of U.S. indus- 
trial experts on a recent “productivity” 
trip to Norway, Sweden and Denmark 
sponsored by the Economic Cooperation 
Administration (now Mutual Security 
Agency). 

* * + 

Arthur M. Ribe, traffic consultant of 
Birmingham, Ala., addressed members of 
the Birmingham Chapter, Delta Nu 
Alpha Transportation Fraternity, on 
“Southern Freight Association Submittai 
A-8000” at a dinner meeting January 25 
in the Bankhead hotel. The proposal 
concerns rates, charges, rules, regula- 
tions, etc., covering loading and handling 
of less-carload shipments intraterritor- 
ially between points in Southern Freight 
Association territory, and also interterri- 
torially between points in that territory, 
on the one hand, and points in Official, 
Western Trunk Line, Southwestern, and 
Transcontinental Freight Bureau terri- 
tories, on the other. Mr. Ribe, a member 
of the Birmingham Chapter, was the 
author of an article which appeared in 
the Traffic World of October 20, 1951, 
p. 42, entitled “Let’s Restore to the Rail- 
roads the Right to Determine Level of 
Rates and Charges.” 

* + * 

The Transportation Club of Buffalo, 
Inc., will hold its annual Valentine din- 
ner-dance on February 9 in the Statler 
hotel, Buffalo, N.Y. Daniel E. Shisler 
is general chairman of the committee in 
charge. 

+o id s 

C. E. Perkins, central freight and pas- 
senger agent, Atchison, Topeka & Santa 
Fe Railway, is general chairman of the 
committee in charge of the thirty-first 
annual dinner of the Transportation 
Club of St. Paul to be held February 5 
in the Hotel Lowry. He will be assisted 
by Clayt Paulsen, office manager of the 
Bethlehem Steel Corporation. 

* “+ + 


The annual banquet of the Rock River 
Valley Traffic Club will be held February 
21 in the Faust hotel, Rockford, Ill, L. 
M. Mitchell, club president, has an- 
nounced. 


* - 

The Transportation Club of Des 
Moines, Ia., Inc., is making plans for its 
annual “Ladies Night” dinner-dance to 
be held February 23 in the Fort Des 
Moines hotel. Don Madole, of Des Moines 
Transportation Co., is general chairman 
of the committee in charge. 


* 


~ a 7 

The first meeting under administration 
of new officers of the New Jersey In- 
dus‘rial Traffic League, Carteret, N.J. 
was held January 24 in the Robert Treat 
hotel, Newark, NJ. Richard Bracken, 
assistant to the eastern traffic manager, 
Koppers Co., Kearney, N.J., and president 
of the club, presided. Committee chair- 
man were appointed for the ensuing year. 





William Lang, vice-president, Roch- 
ester Transit Corporation, spoke on the 
subject, “Public Transportation and Our 
Traffic Crisis” at a round-table luncheon 
meeting of the Transportation Club of 
the Rochester (N.Y.) Chamber of Com- 
merce on January 24. 
* * % 

The Pacific Traffic Association, of San 
Francisco, Calif., will honor its past 
presidents at a dinner meeting scheduled 
for February 12 in the Bellevue hotel. 

a * ” 


A round-table discussion of the motor 
transport industry, involving leasing, 
interline shipments and routing, led by 
Alexander Lee, of Lahn Transportation, 
in which all members participated, high- 
lighted the monthly dinner meeting of 
the Lenapi Chapter of the Delta Nu 
Alpha Transportation Fraternity held 
January 8 at Richards Farm in Bridge- 
ton, NJ. A committee consisting of 
Harry Miles, of Pennsylvania Reading- 
Seashore Lines, and Steve Kucharski, of 
Rozarths Express, was appointed to make 
a study in the interest of tariff simplifi- 
cation and make a report at the Feb- 
ruary meeting. The meeting dates of 
the chapter have been changed from the 
first Tuesday to the second Tuesday of 
each month. 

% ” * 

The Traffic Club of Jacksonville held 
its thirty-sixth annual ball and dinner- 
dance on January 19 in the Seminole 
hotel: The following newly-elected offi- 
cers were installed: President, Earl P. 
Schoenberger, traffic manager, Atlantic 
Commission Co.; vice-president, C. V. 
Funke, superintendent of dining cars, 
Seaboard Air Line Railroad; secretary- 
treasurer, A. Q. Harris, chief clerk, Nor- 
folk & Western Railway; directors, Theo 
Gallo, Jr., commercial agent, Atlantic 
Coast Line Railroad, J. V. McIntyre, as- 
sistant traffic manager, National Con- 
tainer Corporation, and R. V. Jones, 
agent, Tamiami Trail Tours. 

a * coe 

The San Francisco Traffic Club held 
its inaugural banquest on February 21 
at the Chukker in San Mateo, Calif. 
Lloyd Marsch was general chairman of 
the committee in charge. 

co * 7 


The Fox Valley Traffic Club will hold 
its annual banquet and installation of 
officers, March 27, in the Leland Hotel, 
Aurora, Ill. Co-chairmen are Gerald 
Adams, Elgin Storage & Transfer Co., 
Elgin, and Sam Stoner, Diamond T Co., 


Aurora. 
* * & 


The Clearing-Cicero Traffic Confer- 
ence, Chicago, has set February 16 as 
the date for its annual “Ladies Night” 
and Valentine party. 


- * * 


The accomplishments and objectives of 
the Boston (Mass.) Port Authority in the 
rejuvenation of the Port of Boston “as 
an important factor in east coast oceanic 
shipping,” were outlined by John M. 
Bresnahan, director of the authority, to 
members who attended the January 
meeting of the Boston Chapter of the 
Delta Nu Alpha Transportation Frater- 
nity. 

+. * . 

More than 1,500 members and guests 
attended the forty-fourth annual dinner 
of the Traffic Club of St. Louis held 
January 15 in the Jefferson hotel, St. 
Louis, Mo. Among those seated at the 
speaker’s table were 13 railroad presi- 
dents and a large number of officials of 
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transportation and industrial concerns. 
The speaker was Wayne A. Johnston, 
president of the Illinois Central Rail- 
road, who addressed the group on “A 
Century of Progress in Transportation” 
(T.W., Jan. 19, p. 25). 

~ * * 


It is anticipated 1,200 members and 
guests will attend the thirty-eighth an- 
nual dinner of the Traffic Club of Cleve- 
land to be held at the Hotel Cleveland 
February 7, according to Homer B. 
Johnston, chairman of the _ publicity 
committee. Charles P. Taft, attorney, 
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member of the legal firm of Headley, 
Taft & Headley, Cincinnati. O., will be 
the speaker. His subject will be “The 
True Nature of Our Cri‘i:.” John H. 
Wilharm, director of Traffiz Diamond 
Alkali Co., Cleveland, is chairman oi 
the annual dinner committee. 
7” ” 7 


The Transportation Club of Santz 
Clara County, San Jose, Calif., has des- 
ignated its next monthly meeting to be 
held February 14 at the Hawaiian 
Gardens as its annual “Air Night.” 


Ic¢c DOCKET 


A star appears before all docket numbers that 
have been added under a hearing date in a period 
included in previous issue of Traffic World. 


RAIL 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in 30939, assigned February 25, 
at Washington, D.C., cancelled and reas- 
signed February 18, at P.O. Bldg., Norfolk, 
Va., before Examiner Diamonason. 

Hearing in 30878, assigned January 24, at 
Hotel Morrison, Chicago, Ill., transferred to 
January 24, at U.S. Custom Hse., Chicago, 
Iil., betore Examiner Gray. 








January 28—Chicago, Ill.—Hotel Morrison— 
Examiner Gray: 
30905—Masonite Corp. v. B. & O., et al. 
January 28— Washington, D.C.— Examiner 
Konigsberg: 
30806—New Jersey and New York R.R. Co. 
_— Duryee, Trustee) v. Erie R.R. 


0. 
January 28—Washington, D.C.—Oral Argu- 
ment before Division 4: 
Finance 14714—Atlantic Coast Line R.R. 
Co. Abandonment. 
January 28— Washington, D.C. — Examiner 
Barber: 
F.S.A. 23151—Phosphate Rock, Fila. to 
Greenville, Miss. 
January 29— Washington, D.C. — Examiner 


Morgan. 
F.S.A. 26530—Paper Bags and Wrapping 
Paper to Crete. Nebr. 
January . — Washington, D.C. — Examiner 
Corbin- 
F.S.A. 26158—Pulpboard from Port Went- 
worth and Savannah, Ga., to Richmond, 


Va. 
January 29—Washington, D.C.—Oral Argu- 
ment before Division 4: 
Finance 16868—Chicago & North Western 
Ry. Co. Abandonment. 
January 30—St. Louis, Mo.—Mark Twain 
Hotel—Examiner Cantrell: 
I. & S. 5985—Brick, C.F.A. to T.L. and 
New England. 
January 30—St. Paul, Minn.—Railroad and 
Warehouse Comm.—Examiner Gray: 
30761—Minnesota Intrastate Rates and 
Charges. 
January 30— Washington, D.C. — Examiner 
Diamondson: 
30953—-Passenger Fares, Hell Gate Bridge 
Route, New York, N.Y. 
January 31—Cincinnati, Ohio—Fed. Bldg.— 
Examiner Rice: 
I. & S. 5975—Coal, Ky. & Tenn. to Cin- 
cinnati (For Transshipment). 
January 31—St. Louis, o.—Mark Twain 
Hotel—Examiner Cantrell: 
I. & S. 5971 and F.S.A. 26473—Dry Blacks, 
Southwest to Mississinni River Crossings. 
F.S. AppIns. 23597 and 23779—Iron or Steel 
Skelp—Houston to Milwaukee. —~ 
January 31—Washington, D. C.—Examiner 
Colgren: 
ae eae Neu Corp., et al. v. B. & O., 
et a 





The Following Assignments 
Have Not Heretofore Appeared © 





February 4—Minneapolis, Minn.—U.S. Ct, 
Hse.—Examiner Gray?’ : a eee 





30956—Rates and Credit Rules on Grain 
Forwarded from Minneapolis, Minn. 
February 5— WaShington, D.C. — Examiner 
Konigsberg: ° 
I. & S. 5926—Boilers, Tanks and Cylinders 
in Official Territory. 
February 6— Washington, D.C. — Examiner 
Palmer: 
I. & S. 5982—Minimum Pullman Rates Be- 
tween Points in the US. 
February 6—Washington, D.C.—Oral Argu- 
ment before the Commissiou: 
30294—-Willis D. Wood:and Mrs. Willis D. 
Wood v. N.Y.C., et al. 

30615 — American. National Live Stock 
Ass’n., et al. v. A. T. & S. F., et al. 
February 6— Washington, D.C. — Examiner 

Vandiver: 
I. & S. 5984—Sugar, La. to the Southeast: 
February 7—Bismarck, N.D.—U.S. Ct. Rms. 
—Examiner Gray: 
30836—Mandan Creamery & Produce Co., 
et al. v. C. M. St. P. & P., et al. 
February 7—Washington, D.C.—Oral Argu- 
ment before Division 4: 
Finance 17081—Dawson Ry. Co., et al. 
Abandonment. } 
February 12—Lynchburg, Va.—U.S. Ct. Rms. 
-—Examiner Vandiver: 
29963—-Lynchburg Traffic Bureau, et al. 
v A. & W., et al. 
30941—C. B. Fleet Co., Inc. v. A. & R., et al. 





WATER, 
FREIGHT FORWARDER, 
PIPELINE 


January 28—New York, N.Y.—Fed. Blidg.— 
Examiner Colgren: 
W-896, Sub. 9—Newtex Steamship Corp. 
Extension—Sulphur. 
January 28—-New York, N.Y.—641 Washing- 
ton St.—Examiner. Colgren: 
W-896, Sub. 14—Newtex Steamship Corp. 
Extension—Port Sulphur. 





MOTOR 


Late Docket Assignment 


The following assignment was announced too late 
for timely publication in the Traffic World docket: 
January 24—Sacramento, Calif. — Senator 

Hotel—Examiner Linn: 
MC-52709, Sub. 32—Ringsby- Truck Lines, 
Inc., Denver, Colo. 


CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in MC-70451, Sub. 108, assigned 
January 28, at San Francisco, Calif., can- 
celled and reassigned March 3, at P.O. Bldg. 
San Francisco, Calif., before Examiner Li®. 


January. .28—Chicago, I11l.—U.S. Custom: Ese. 
—Examiner. Rice:. ... 
Section 5a Applicatioti’ '31—Chicago S»- 
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urban Motor Carriers Association, Inc. 
—Agreement. 

January 28—San Francisco, Calif.—U.S.P.O. 
Bldg.—Examiner Gaffney: 

MC-70451, Sub. 108—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr. 

—- 30 — Washington, D.C. — Examiner 
Aplin: 

* I. & S. M-3929 and Sups. 1 to 8. inclusive, 
and MC-C-1339—Surcharges—New York 
State. 

January 29—Atla™ta, 
Examiner Yardley: 

«x1. & S. M-3960—Unfinished Cotton Piece 
Goods in the South. 

January 31— Washington, D.C. — Examiner 
Winson: 

MC-F-5066—John N. Hall, et al.—Control; 
Hall’s Motor .Transit Co.—Purchase— 
Perkins Trucking, Inc. 


Ga.—State Comm.— 


The Following Assignments 
Have Not Heretofore Appeared 


February 4—Newark, N.J.—State Comm.— 
Jt. Bd. 119: 

MC-66582. Sub. 14—Orange & Black Bus 
Lines, Inc.. Fairview, N.J., common car- 
rier application. . 

February 4—Pittsburgh, Pa.—Fulton Bldzg.— 
Examiver Zurlo: 

MC-F-5021—David Kirschenbaum, et al.— 
Control: Neptune Storave. Inc.—Pur- 
chase (Portion)—West End Trucking Co. 

February 4— Washington, D.C. — Examiner 
Miller: 

MC-F-4999 — Herbert Roessler — Contro!; 
Crow Motor Freight Co.—Purchase Bell 
Carrier Corp. 

February 5—Columbus, Ohio—New Fed. 
Bidg.—Examiner Patrick: 

MC-F-4814 — David H. Ratner — Control; 
Hayes Freivht Lines, Inc.—Purchase 
(Portion)—Joe YV. Bowman, Jr. 

February 5—Omaha. Nebr.—Hotel Fontenelle 
—Examiner Clifford: 

MC-F-4413—R. B. Gotfredson and C. B. 
Gotfredson — Control; Transamerican 
Frei~ht Lines. Inc.—Purchase (Portion) 
—James A. Dona'dson. 

February 5—Pittsburgh, Pa.—Fulton Bldg. 
—Examiner Zurlo: 

MC-F-5061—Robert C. Beatty—Purchase— 
James H. Warwick. 

February 6—Columbus, Ohio— New Fed. 
Bld¢.—Examiner Patrick: 

MC-F-5052—Edward H. Kaplan—Control; 
The Kavlan Trucking Co.—Purchase— 
Dewey M. and Nora A. Augsburger. 


February 6—Pittsburgh, Pa.—Fulton Bldg.— 
Examiner Zurlo: 

MC-F-5064—J. M. Cox—Control; Daniels 
Motor Freight. Inc.—Purchase (Portion) 
—J. W. Jones & Son Co. 

February 7—Buffalo, N.Y.—Hotel Buffalo— 
Examiner Zurlo: 

MC-F-5028 — Thomas A. Eazor — Control; 
Eazor Express Inc.—Purchase—Orange 
and Black Express, Inc. 


February 7 — Columbus, Ohio — New Fed. 
Bldg.—Examiner Patrick: 

MC-F-5053 — C. Ivan Laube — Control; 
Laube Lines, Inc.—Purchase—Dairyman’s 
Express, Inc. 

February 7— Washington, D.C. — Examiner 
Joyner: 

MC-1508, Sub. 13—Richmond Greyhound 
Lines, Inc., Richmond, Va. 

February 8—Chicago, I1l.—U.S. Custom Hse. 
Bldg.—Examiner Patrick: 

MC-F-5001—W. Leo Murphy, et al.—Con- 
trol; Gateway Transportation Co.—Pur- 
chase—Scarpace Freight Lines, Inc. 

February 8—Washington, D.C.—Oral Argu- 
ment before Division 2: 

Section 5a Application 16—National Motor 
Freight Traffic Agreement. 

February 11—Atlanta, Ga.—State Comm.— 
Examiner Yardley: 

MC-C-1266—Southeast Shippers Assn., Inc. 

vy Akers Motor Lines, Inc., et al. 
February 11— Billings, Mont.—City Hall 
Bldg.—Jt. Bd. 123 or Examiner’ Gray: 

MC-C-1333—Big Horn Co-Operative Mar- 

keting Ass’n ing a of Permit. 
February 11—St. Paul, Minn.—U.S. Ct Rms. 
—Examiner Patrick: 


The Fe 


WANTED—RATE CLERK under 35. 


CLASSIFIED ADVERTISING 


When answering ads please address as follows: Box 


Traffic World, 815 Washington 


Building, Wash.ngton 5, D. C. Rates. reader ads, $1.00 a line (approximately 5 words) 


minimum three lines. 


Display ads, $15.00 a column inch. : 


Classified Advertisements Payable in Advance 


Help Wanted 


WATERTOWN, SOUTH DAKOTA needs an 
experie..ced Traftic Ma.ager woo wi.l also act 
as Promotional Dire tor ior the City. Write 
the Watertown Chamber of Commerce, giv- 
iag qualifications in first lettcr. 


Knowl- 


edge of rail rates and grain and feed transit 
required. Tllinois 'oca:ion. Box 2965. 


Excellent opportunity 
for energetic exper'enced rate clerk 
large industrial concern. 
Willing to relocate. 


State salary requirements 
and previous experience. 
Box No. 297 





Educational Books or Courses 


“WHEN DOES TITLE PASS” is a necessity 
for Every Traffic Manager. It contains dis- 
cussioas of: F.O.B. and its numerous ap- 
plications; Who bears risk in transit; C.I.F 
and C. & F. shipments; When must claim 
or suit be filed; Failure to follow routing 
instructions; The Uniform Sales Act and 
Much other valuable information. This 
cloth bound book contains 515 pages and 
has 500 illustrative cases. It is written in 
easy-to-understand language by Thomas G. 
Bugan, Attorney at Law. It is RECOMMEND- 

BY LEADING TRANSPORTATION AU- 


On money back guarantee. WM. C. 
COMPANY. Publishers, 915 Main Street, Du- 
buque, Iowa. 

1L.C. PRACTITIONERS. The only practical 
authentic I.C. law course available by mail 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg.. 22 West Madison St.. Chicago 2. I! 


MOTOR CARRIERS ACCOUNTING AND 
COST CONTROL SYSTEM by H. J. DAY 


+ «+ @ practical book which will show 
anyone oferating one or oa thousond 
trucks how to install or simplify their 
own system of accounting and cost con- 
trol records.. Cloth bound, $700. The 
Traffic Service Corp., 815 Washington Bidg., 
Washington 5, D. C. 


MC-F-5025—A. A. McCue—Control—South- 
ern Minnesota Express Co., Inc.—Pur- 
chase—Bernard L. White. 

February 11—Washington, D.C.—Examiner 
Dunn: 

I. & S. M-3978—Water Heater Tanks— 
Trunk Line Territory. 

February 13—New York, N.Y.—641 Wash- 
ington St.—Examiner Ko.wigsber?: 

MC-C-853—Leonard S. Kimble, His Heirs, 
and First National Bank & Trust Co., 
Beverly, N.J., Executor—Revocation of 
Certificate. 

MC-C-1328—Delaware Valley Transporta- 
tion Co., Inc.—Revocation of Permit. 
MC-FC-52844—Moe Stone, d/b/a Refrig- 

erated Freight Service Co., New York, 


Situations Wanted 


INLAND WATERWAYS Transportation Spe- 
ciaiist. Planning, design, procurement, op- 
erations, maintenance, costs, ctc.—river tow- 
boats, cargo barges and terminals. Also 
waterfront plant site iavestigatioias. Twenty- 
five years experience in river transportation 
in association with top executives in t.aific 
and transportation. Box 299. 


TRAFFIC MAN—Now employed western rail- 
road. Desires change, will relocate. Has 
had considerable experience in rates and 
general traffic work. Practitioner. Box 295. 


TRAFFIC EXECUTIVE, age 45, now em- 
ployed, locate anywhere. 25 years experi- 
ence rates, routing, claims, materials han- 
dling; via rail, motor, inland waterways. 
ae export, import traffic procedures. 
Ox > 


CHIEF RATE CLERK. Construction and 
legislation. Qualified to originate and proc- 
ess proposals thru Association Committees. 
Middleaged. Min. $6000. Box 284. 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained for our graduates? 


Listed in our files are qualified men and 
women for any type of Fagen including 
General Traffic Managers with many years of 
experience and training, as well as young, amr 
bitious, recent graduates who can be develo 
as understudies for positions of responsibility. 

Also included are specialists in many different 
phases of Traffic-Practitioners—Tariff Compilers 
—Solicitors—and Claim Agents—as well as men’ 
with varying degrees of experience in Rates— 
Routes—Transit—Demurrage—Storage — Claims 
—Classifications. In fact, any and all duties in 
a Traffic Department. 


Just dron a line outlining your needs to the 
nearest office: 


ACADEMY OF 
ADVANCED TRAFFIC 
253 Broadway 

New York 7, N.Y. 
1422 Chestnut St. 
Philadelphia, Pa. 


COLLEGE OF 
ADVANCED TRAFFIC 


22 W Madison St. 
Chicago 2, Ill. 
615 Griswold Ave. 
Detroit 26, Mich. 


N.Y., transferee, and Edward W. Lavine, 
New York, N.Y., transferor. 
February 13—Pittsburgh, Pa.—Fulton Bldg. 
—Examiner Russell: 
MC-C-1293—Pittsburgh and Boston Refrig- 
erated Express—Revocation of Permit. 
February 13—St. Paul, Minn.—U.S. Ct. Rms. 
—Examiner Patrick: 
MC-F-4915—Bison Freight Line, et al. v. 
N. D. Inc., et al. 


February 13—Washington, D.C.—Examiner 
Stillwell: 

MC-222, Sub. 14—Liberty Motor Freizht 
Lines, Inc., Secaucus, N.J., common car- 
rier application. 

MC-730, Sub. 25—Pacific Intermountain 
Express Co., Oakland, Calif., common 
carrier application. 
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It was the broad picture of transport— 
its relation to the welfare and needs of 
mankind throughout the ages—that Mr. 
F. J. Wymer, assistant chief regional of- 
ficer of the Southern Region of British 
Railways, put before that region’s Lec- 
ture and Debating Society. Starting 
from prehistoric times he traced the 
growth of the population with the de- 
velopment of transport and power facili- 
ties into the modern era, offering enter- 
taining statistical illustrations such as 
that 150 years ago there were 400 wind- 
mills at work in Kent. During those 
years, as he remarked, while roads were 
improved the horse grew no more power- 
ful. Then came the industrial revolu- 
tion and with it the application of steam 
power to rail traction, and all was 
changed. The flood of progress so re- 
leased was only held back by the fact 
that horse haulage still had its limita- 
tions, leading to nodular development 
round railway stations. That again was 
transformed by the internal combustion 
engine, which brought about the re- 
development of road transport, the aero- 
plane and even far-reaching changes in 
coastwise shipping. Up to now, man’s 
very survival in his fight for life has de- 
pended largely on his progressive ability 
to move himself, and the products of his 
efforts, about the surface of the earth. 
Transport, indeed, has always been one 
of the major factors conditioning the 
state of man, but to put his career in 
perspective it was pointed out that if the 
history of the earth were plotted on a 
scale 100 miles long, tool-using man ap- 
peared only 60 yards from the end, and 
the last 10,000 years of historic times 
would be represented on the scale by the 
ultimate seven inches.——Modern Trans- 
port, London, 


. * ” 


A. G. T. (Toby) Moore, general traffic 
manager for the Southern Pine Associa- 
tion, was cross-examining John E. Til- 
ford, president of the Louisville & Nash- 
ville, in the Ex Parte 175 hearing. Dis- 
cussing the matter of straight per- 
centage increases as against the imposi- 
tion of maxima, Mr. Moore suggested 
that Mr. Tilford would be “happy” if 
the Commission granted a straight per- 
centage increase on lumber. Commis- 
sioner Aitchison cut in to say that he 
did not know that “Mr. Tilford’s hap- 
piness” was one of the standards named 
in the interstate commerce act. 

+e - 7 


C. M. Roddewig, the nineteenth presi- 
dent of the Chicago & Eastern Illinois 
Railroad, broke a 102 year-old tradition 
recently when he hired a woman to be 
his secretary. All 18 previous presidents 
of the railroad had male secretaries. The 
woman hired was Miss Helen G. Creagen, 
formerly secretary to John Barriger, 
president of the Monon Railroad. Mr. 
Roddewig’s former secretary, Edward 
Andre, was named assistant to the presi- 
dent. 


TRAFFIC WORLD 


TRAFFIC DATES 


JANUARY—1952 


28-30—Truck-Trailer Manufacturers Association, 
Houston, Tex. 

28-31—United Fresh Fruit and Vegetable Associa- 
tion (annual convention), Cleveland, O. 

30-31—Mid-West Shippers Advisory Board, Chi- 
cago, Ill. 

30-31—Northwest Shippers Advisory Board, 
Minneapolis, Minn. 


FEBRUARY 


7-8 —National Council of Private Motor Truck 
Owners, Inc., Washington, D. C. 

10-12—Independent Movers’ & Warehousemen’s 
Association, Inc., Palm Beach, Fla. 

11-12—Canadian Industrial Traffic 
Toronto, Canada. 

12-13—Southern Traffic League and Freight Claim 
Forum of Southern Motor Carriers Rate 
Conference (Joint Meeting), Atlanta, Ga 

13-14—U.S. Chamber of Commerce National 
Transportation Forum, Washington, D.C. 

20 —National Freight Traffic Association (an- 
nual meeting), New York, N. Y. 


League, 





26 —American Waterways Operators, Inc., 


Washington, D. C. 


MARCH 


11-12—Ohio Valley Transportation 
Board, Columbus, O. 


12-13—New England Shippers Advisory Board, 
Boston, Mass. 

13-14—Pacific Coast Transportation Advisory 
Board, Los Angeles, Calif. 

19-20—Allegheny Regional Advisory Board, Pitts- 
burgh, Pa. 

19-20—Southeast Shippers Advisory Board, Sa- 
vannah, Ga. 

25-26—Great Lakes Transportation Regional Ad- 
visory Board, Toledo, O. 


APRIL 


1-4 —National Packaging Exposition and Con- 
ference, American Management Associa- 
tion, Atlantic City, N.J. 

28-30—U.S. Chamber of Commerce (40th Annual 
Meeting), Washington, D.C. 

30  —Chain Store Traffic League, Cincinnati, O. 


Advisory 





Annual Dinner Dates of Traffic Clubs 


JANUARY—1952 


29  —Motor City Traffic Club of Detroit, De- 
troit, Mich. 

30 —Traffic Club of Syracuse, Syracuse, N.Y. 

31 —Traffic Club of Newark, Newark, N.J. 

31 —Traffic Club of Lansing, Lansing, Mich. 


FEBRUARY 


—Traffic Club of Baltimore, Inc., Baltimore, 
Md. 

—Transportation Club of St. Paul, St. Paul, 
Minn. 

—Traffic Club of Washington, D.C., Wash- 
ington, D. C. 

—Transportation Club of the Rochester 
Chamber of Commerce, Rochester, N. Y. 
—Ky-O-Va Traffic Club (Huntington, W.Va.), 

Huntington, W.Va. 
—Traffic Club of Cleveland,- Cleveland, O. 
—Traffic Club of Kansas City, Inc., Kansas 
City, Mo. 

10 —tLincoln Traffic Club, Lincoln, Neb. 

11. —Traffic Club of the Providence Chamber of 
Commerce, Providence, R. |. 

12 —Cincinnati Traffic Club, Cincinnati, O. 

14 —Hartford Transportation Club, Hartford, 
Conn. 

14. —Miami Valley Traffic Club, Dayton, O. 

14. —Women’s Traffic Club of Springfield, 
Springfield, Mass. 

14 —Birmingham Traffic & Transportation Club, 
Inc., Birmingham, Ala. 

18 —Tucson Traffic Club, Tucson, Ariz. 

19 —Traffic Club of New England, Boston, 
Mass. 

20 —San Francisco Traffic Club, San Francisco, 
Calif. 

21 —Traffic Club of New York, Inc., New York, 


NN N N o wn an 


21 —Rock River Valley Traffic Club, Rockford, 
ill. 

25 —Women’s Traffic Club of Indianapolis, In- 
dianapolis, Ind. 

28 —Traffic and Transportation Association of 
Pittsburgh, Pittsburgh, Pa. 

28 —Women’s Traffic Club of Memphis, Mem- 
phis, Tenn. 

28 —Omaha Traffic Club, Omaha, Neb. 


MARCH 

4 —Traffic Club of Wilmington, Del., Inc., Wil- 
mington, Del. 

6  —Reading Traffic Club, Reading, Pa. 

10 —Triple Cities Traffic Club, Binghamton, 
N.Y. 

10 —Women’s Traffic & Transportation Club, 
Wilmington, Del. 


13° —Transportation Club of Terre Haute, Terre 


Haute, Ind. 

14 —Harbor Transportation Club, Long Beach, 
Calif. 

17. —Traffic Club of the Lehigh Valley, Easton, 
Pa. 


17. —The Traffic Forum, Youngstown, O. 

19 —Traffic Club of Rome, N.Y., Rome, N.Y. 

20 —Women’s Traffic Club of San Francisco, 
San Francisco, Calif. 

20 —Traffic Club of Montreal, Inc., Montreal, 
Quebec, Canada. 


20 —Traffic Club of Erie, Erie, Pa. 


APRIL 

1 —Chicago Transportation Club, Chicago, Il. 

7 —Junior Traffic Club of Richmond, Rich- 
mond, Va. 

8 —Industrial Traffic Managers’ Association 


of Seattle, Seattle, Wash. 
15 —Capital District Traffic Association, Al- 


bany, N.Y. 

15  —Transportation Club of Springfield, 
Springfield, Ill. 

16  —Southern Wisconsin Traffic Club, Beloit, 
Wis. 


17. —Metropolitan Traffic ‘Association of New 
York, Inc., New York, N.Y. 

19 —Traffic Club of Miami Chamber of Com- 
merce, Miami, Fla. 

23 —Traffic Club of Norristown, Pa., Norvis- 
town, Pa. 

24 —Columbus Transportation Club, Columbus, 
Ohio. 

28 —Manufacturers Association Traffic Club of 
Lancaster, Lancaster, Pa. 
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Tenants insist on comfort 


Some folks won't “‘buy’’ a hard winter. Feathered 
or otherwise, they'll sit out that unkind season 
in Yucatan or Florida. Not so with many of the 
commodities we coddle at Harborside. They 
demand a constant winter climate—cooling or 
freezing—and we accommodate them. 


Whether your requirements call for dry- or 
cold-storage, free or bonded—are long or short 
term—Harborside has what it takes. Here you 
can have pool car service, transshipment—ofhice, 
showroom, processing or manufacturing space, 


if you need them. Experienced workmen, using 
modern mechanized equipment, handle your 
products safely and swiftly. Insurance rates 
are low. 


Harborside—world’s greatest rail-water terminal 
—is directly opposite Cortlandt Street, Man- 
hattan. Only five minutes from Holland Tunnel 
and trunk highways. Direct connections with 
Pennsylvania Railroad, and with all other lines 
and freighters, by lighterage; 31-car placement. 
Write today for our informative folder. 


HARBORSIDE WAREHOUSE COMPANY, INC. 


34 EXCHANGE PLACE, JERSEY CITY 3, N.J. 4% 


IN THE HEART OF THE NEW YORK 
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NEW! Timken bearings for 
Straight axle journals and 





HE drawing at right shows 

the first straight axle journal 
roller bearing application for 
freight cars that does not require 
a major modification of standard 
integral friction bearing boxes. 
It is another development of The 
Timken Roller Bearing Company 
— pioneers in the design of roller 
bearings for the railroads. 


The straight axle journal for this 
new freight car application is easy 
to machine and can be readily con- 
verted from plain bearing axles. An 
improved design of wedge takes 
thrust in both directions. And be- 
cause both Timken*® roller bearings 
are the same size, inventory require- 
ments are minimized. 


In addition, this new application 
will give you the same advantages 
of Timken tapered roller bearings 
that have been proven in other rail- 
road designs in over 25 years. 


Because Timken bearings are ta- 
pered in design they take both radial 
and thrust loads. Lading damage 
claims are reduced because Timken 
bearings cut starting resistance 








integral box side frames! 


Parts supplied by the Timken Company are shown in color. 


88%, permit smoother starts and 
stops. “Hot box” delays are prac- 
tically eliminated. 90% fewer man- 
hours are needed for terminal 
inspection. There’s less wear and 
tear on draft gear and other parts. 


TAPERED ROLLER BEARINGS 


NOT JUST A BALL NOT JUST A ROLLER 


THE TIMKEN TAPERED ROLLER 


BEARING TAKES RADIAL 


AND THRUST 


For additional information about 
this new Timken roller bearing ap- 
plication, write The Timken Roller 
Bearing Company, Canton 6, Ohio. 
Canadian plant: St. Thomas, Ont. 
Cable address: ““TIMROSCO”. 





LOADS OR ANY COMBINATION 
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